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Hearing in Washington on Rail Rate Increases Concluded 
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Seven days of testimony before Commis- 
sion in Ex Parte 168 ends with cross-ex- 
amination of witnesses for state commis- 
sions and Department of Agriculture. First 
regional hearing to begin March 14 in 


Chicago. Verified statements in rebuttal 
to be filed by railroads by April 18. Briefs 
due from May 2 to May 16. ‘Side hearings’ 
conducted by I.C.C. examiners. Economist 
avers ‘inflationary honeymoon’ is over. 
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Emergency Board Criticizes Union’s Attitude in Dispute 


Report to President in controversy be- 
tween Denver & Rio Grande Western and 
S. U. of N. A, over various grievances, 
says that union ‘bluntly stated that it 


would accept only such recommendations 
of this board as might be favorable to it’ 
and would strike to enforce its demands as 
to other recommendations by board. 
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Former Illinois Lieutenant Governor Gets |.C.C. Nomination 


Hugh W. Cross, 52, attorney at Alton and 
Jerseyville, Ill., chosen by President to suc- 


ceed the late Commissioner Barnard for 
term expiring December 31, 1950. 
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House Committee Advocates ‘Price Policy’ Moratorium 


Temporary relief from anti-trust action 
against existing industrial pricing prac- 
tices, including ‘freight absorption’ and 
‘delivered’ prices, pending decision by Su- 


preme Court in Rigid Steel Conduit case, 
proposed by House judiciary committee in 
report on Walter bill. Interim report is- 
sued by Senate subcommittee. 
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Bland Sponsors Legislation to Aid U.S. Merchant Marine 


House merchant marine committee chair- 
man introduces bill embodying suggestions 
of National Federation of American Ship- 


ping, described as measure providing for, 
among other things, creation of better 
conditions for building and operating ships. 
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Truck Line Executive Commends ‘Carousel’ Conveyor System 


Stanley L. Wasie, president of Merchants 
Motor Freight, Inc., notes advantages of 
overhead conveyors installed in terminals 


at St. Paul and St. Louis. Other develop- 
ment¢ in mechanized handling of freight 
and in packaging reported. 
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MACE in 25countios/ 


How ERIE representatives 
can help you wrth 
your foreign freight problems 


Complete Export and Import Service. 


F you need contacts in the United Kingdom, Europe, Here are some of the things Erie 


Australia, Philippines, Africa or the Hawaiian Islands, can arrange for you: 
to mention a few—Erie’s Foreign Freight Department can _1. Secure steamship space. 


do much to smooth the way toward facilitating your ship- _ 2+ Book and contract with steamship companies. 


, ‘ ‘ 3. Make i t entri t 1 tc. 
ments. For Erie has a network of representatives in 25 Ce ee ee eee 


. : : 4. Provide special handling equipment such as 
countries all over the world, experienced and well informed cranes for heavy loads, refrigerated barges, 
heated barges, ordinary barges and lighters, 


to meet your needs. special trucking facilities. 


5. Storage...public warehouses, bonded, refriger- 
ated, or ordinary, as well as Erie covered piers. 
problems of arranging shipments from their respective Open ground storage always available. 


These representatives are thoroughly familiar with all the 


countries to the United States. When arrangements are 
completed, Erie’s trained and experienced personnel at 
this end will take over and arrange necessary handling 


and shipment to final destination. 


Turn your foreign freight problems over to the Erie and 


get rid of all bothersome details. 


Contact your nearest Erie agent, or write or phone the 
Foreign Freight Agent listed below: 
W. C. Otten, Foreign Freight Traffic Mgr. 
C. A. Stoeber, Ass’t. Foreign Freight Traffic Mgr. 
T. W. Kane, Foreign Freight Agent 
W. S. Penchard, Export and Import Agent 
Erie Railroad, 50 Church St., New York 7, N. Y. 
Telephone: WORTH 4-4500 
or 
L. E. Newman, Foreign Freight Agent 
Erie Railroad, 327 S. LaSalle St., Chicago 4, Ill. 
Telephone: HARRISON 7-4160 Pier H at Weehawken, one of Erie’s installations for 
: handling shipments. Erie has complete loading and 
unloading facilities in New York Harbor. 


rie Railroad 


..» Mark of PROGRESS in Railroading 





peMloving x al Mountain to 
Movemlirains Faster 


Match a progressive railroad against a mountain... 
and the mountain loses. Tip Top, the second highest 
point in Missouri, bluffed pioneer road builders 
into taking the long way ’round. 

MIssourI Paciric engineers have blasted and bull- 
dozed two mile-long cuts, each as straight as a 


draftsman’s rule, through the mountain. 


Missouri PAciFic travelers and shippers now enjoy 
a straighter, faster route to the South and South- 
west, and the Tip Top Mountain project is only 
one of many MISssouRI PACIFIC improvements to 
make your travel swifter and more comfortable. 


ST. LOUIS 
Crossroads of 
the Nation 


Pw — | _ SU 


MONROE @ 


SERVING THE WEST-SOUTHWEST EMPIRE 





Publis: 
Corpo Tra 
Washin: 
Presid¢ 
Vice P 
SMITH, 


. 
| 
WA: 


EDITOR! 


Cc 
i 


EDITOR 
E 


CHIEF, \ 
J 


EDITORI. 
I 


ADVERT! 


WESTER! 
J 


PUBLISH 
I 


ASSISTA 
I 


CIRCULS 
( 


MANAG 
F 


Copyrigh 
No Part 
Permissic 


General 
ington 5 
Advertis; 
Chicago 


FIC “Vortp 


March 12, 1949 


Publisied Weekly by The Traffic Service 
Corporation, 815 Washington Building, 
Washington 5, D. C., U.S.A. E. F. Hamm, Jr., 
president and Treasurer; Emit G. STANLEY, 
Vice President and Secretary; STANLEY H. 
gmitH, Vice President. 


Founded 1907 


42nd Year 


EDITORIAL DIRECTOR 
STANLEY H. SMITH 


EDITOR 
ROBERT J. BAYER 


CHIEF, WASHINGTON NEWS BUREAU 
J. C. SCHELEEN 


EDITORIAL ASSOCIATES 
L. W. BRITTON 
J. DELTON PATTIE 
S. D. MAYERS 
N. C. HupDSON 


ADVERTISING DIRECTOR 


Emit G. STANLEY 
418 S. Market St., 
Chicago 7, Iil. 


EASTERN ADVERTISING MANAGER 


CHARLES B. CLARK 


122 E. 42nd St., 
New York 17, N. Y. 


WESTERN ADVERTISING REPRESENTATIVE 
JACK B. Cox 


640 Mason St., 
San Francisco 2, Calif. 


PUBLISHER 
E. F. HAMM, JR. 


ASSISTANT TO THE PUBLISHER 
RALPH N. IVES 


CIRCULATION DIRECTOR 
CARLISLE NORWOOD 


MANAGER, SPECIAL SERVICES 
R. R. LETHEM 


Copyright 1948 by The Traffic Service Corporation. 
0 Part May Be Reproduced Without Written 
Permission. 


General Offices: 815 Washington Building, Wash- 
ington 5, D. C. Telephone STerling 7325. 


Advertising Headquarters: 418 South Market Street, 
Chicago 7, Illinois. Telephone: WAbash 2-2882. 


dhe Traffic Service Corporation Publishes: Traffic 
orld, Daily Traffic World, Traffic Bulletin, 
World Ports: Affiliates: «Transportation Supply 
News, ( lege of Advanced Traffic. 

Address All Editorial and Subscription Mail to 
the Gen al Offices. Subscription Price 50 Cents 
go; $20 a Year. Entered as Second Class 
Matter January 1, 1913, at the Postoffice at Wash- 
ington, i>. C., under the Act of March 3, 1879. 


Registered U.S. Patent Office 


Member : 
Associated Business Papers ARP 
Audit Bureau of Circulation 


83—No. 11—Whole No. 2187 


TRAP PIG 


Contents of This Issue 


March 12, 1949 


Hoover Task Force Proposes Internal I.C.C. ‘Efficiency’ Changes. . 

O.D.T. Director Says Hoover Proposals Don’t Go Far Enough 

Trade Policies Committee Reports on Freight-Absorption Bills.... 

A.T.A., N.H.U.C. Comment on Highway User Taxes 

Rail Car Supply Conferees Decide to ‘Wait and See’ 

Large ‘Pan Am’ Airliner Gets Impressive Send-Off 

Emergency Board Criticizes Union’s Attitude in Rail Dispute.... 

St. Louis Shippers Oppose Central Motor Rates Increase 

C.A.A. Head Predicts ‘Revolutionary’ Changes in Air Navigation. . 

Middleton Says Rail Solvency Is Vital to National Defense 

Federal Power Body Acts in St. Lawrence Project Dispute 

Railway Engineers Will Meet March 15 in Chicago 

Rail Progress Federation Program for ’49 Outlined 

Santa Fe President Questions Government Tax Policy 

Wis. University to Present Institute on Traffic Management 

H. W. Cross, of Illinois, Gets I.C.C. Nomination 

C. & E. I. Refused ‘Automatic Train Stop’ Discontinuance 

I.C.C. Rules in New Haven Coal Yard Picket Demurrage Case.... 

Union Pacific Is Granted Truck-Rail Rights Purchase 

D. of J. Bulwinkle Consolidation Motion Denied by I.C.C. ........ 

Central Motor Carriers Ask Volume Rate Reductions Inquiry .... 

Long Island Rail Road Files Reorganization Plan 

Rails Ask Burlington Mills Argument with Lenoir Case 

Examiner Rules Against Riss Motor Rights Request 

Wisconsin Car-Ferry Complaint Dismissal Recommended 

D. of A. Attacks Rail Efficiency at Ex Parte 168 Hearing 

Opponent Shippers Testify at Ex Parte 168 ‘Side’ Hearings 

Illinois Shippers Oppose State Class Rate Action 

C.A.B. Considers Non-Scheduled Air Rules Revision 

Florida ‘Feeder’ Air Rights to Terminate March 28 

Rail Suit Is Brought for Bill of Lading ‘Misdescriptions’ 

Court Declines Review of Truck Case Involving State Rule 

P. O. Dep’t. Will Be Ready for Mail Case Hearing in 1950 

President Is Asked to Defer Panama Canal Toll Raise 

House Unit Criticizes R.R.B. Views on Military Service Credit.... 

N.A.R.U.C. Adopts Resolutions on Pending Transport Bills 

House Unit Outlines ‘Price Policy’ Moratorium Bill Purpose 

Bland Bill on E.C.A. Cargo Transport Reported to House 

Senators Would ‘Free’ M.C., I.C.C. from Reorganization 

I.C.C. Asks Limitation Period Clarified on Overcharge Suits 

N.F.A.S. Endorses Bland Bill to Ease U. S. Merchant Marine .... 

Postmaster Gen’] Cites Deficits to Support Postal Increases 

Widell Criticizes Bill on Review of I.C.C. Orders 

Senate Group Approves Nomination of Coddaire to M.C. ........ 

Bill Affecting Transport of Ore on Lakes Reported 

Crosser Names Subcommittees of House Commerce Committee... 

Trainmen and Conductors Plan New Rules Drive 

President of Merchants Motor Freight Explains Advantages of 
Overhead Conveyor System for Motor Truck Depots 


Departments 


Questions and Answers Court News 
From Our Readers Transportation Legislation 
Late News Labor News 
Backhauls Transportation Statistics 
The Week in Transportation ... 21 New Services and Products 
I.C.C. News Air 
Decisions Highway 
Orders Rail 
Applications and Petitions .... 
New Complaints Mechanized Freight Handling 
Proposed Reports and Packaging Section 66 
Hearings 7 Personal News 
State Rate Action News of Traffic Clubs 
U.S.M.C. News ICC Docket 
C.A.B. News Editorial Page 








VESTIONS AND 


For FAST 
DEPENDABLE 
SERVICE 


ROUTE VIA 
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Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. ©. No 
attention will be paid to anonymous communications or questions from nonsubs«: ibers, 






In this column will be published answers to questions relating to traffic, of general reader interest, A 
specialist in interstate transportation, who is a member of our special service department, wi!! furnish 
references to regulations and decisions and will answer questions of application of tariff schedules ang 
practical traffic problems. We do not desire to take the place of the’ traffic man, but to help him in his 
work, nor do we undertake to render legal opinions. The right is reserved to refuse to answer any 
question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 
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Claims— 


Condition Precedent to Recovery 
Of Damages 


Question—Missouri 


Our warehouse at St. Louis, Mo., ship- 
ped a boiler to Springfield, Ill. In the 
course of transportation the boiler was 
dropped and became a total loss. The 
original value was approximately $500. 

Through neglect at St. Louis, no claim 
was filed, nor was a notice of claim given 
until a year after shipment was made. 
The railroad then denied liability under 
paragraph (b), Section 2, of the Uniform 
Bill of Lading Contract Terms and Con- 
ditions. The question is, can recovery be 
had by suit even though recovery is 
barred by ordinary damage claim? 

It seems to us there has been a court 
decision on this question, but we have not 
been able to locate it. We will appreci- 
ate your opinion in the matter and refer- 
ence to court decisions, if any. 


Answer 


It is generally held that the filing of a 
claim, as required by the bill of lading, 
is a condition precedent to recovery. See 
Watts v. Southern Ry. Co., 138 S.E. 290, 
certiorari denied, 48 S. Ct. 764; Whole- 
sale Coal Co. v. C. & O. R. Co., 144 S. E. 
715; Farmers’ Grain & Supply Co. v. A. 
T. &S. F. Ry. Co., 242 Pac. 151; American 
Ry. Express Co. v. The Fashion Shop, 10 
Fed. 2d 909. 


It has been held in several cases that 
the provisions of the bill of lading re- 
quiring filing of claim cannot be waived. 
See Rogers & Co. v. Eastern Carolnia Ry., 
118 S. E. 885; Stern v. American Railway 
Express Co., 198 N. Y. S. 531; Browning, 
King & Co. v. Davis, 199 N. Y. S. 1775; 
Jenckes Spinning Co. v. N.Y.N.H. & H. 
R.R. Co., 129 Atl. 815; G. F. & A. Ry. Co. 
v. Blish Milling Co., 241 U. S. 190, 36 S. 
Ct. 541. 


See, also, C. & O. v. Martin, 283 U. S. 
209, 51 S. Ct. 453, in which case the 
court said: 


It has been held by this court that the 
shipper may not invoke the doctrine of 
estoppel against the right to collect the 
legal rate, because to do so would be to 
avoid the requirement of the law as to equal 
rates. Pittsburgh, etc. Ry. Co. v. Fink, 250 
U. S. 582: L. & N. R. Co. v. Central Iron 
Co., 265 U. S. 59, 65 and cases cited. These 
decisions lend support to our conclusion in 
respect of the matter here. Whether under 
any circumstances the shipper may rely 
upon that doctrine in avoidance of the time 
limitation clause of the bill of lading, we 
need not now determine. But the Blish 
Company case makes clear that the fact 
that delivery was made contrary to instruc- 
tions, due to the misunderstanding or neg- 
ligence of the carrier, cannot successfully be 





set up as an estoppel against the claim of 
a failure to comply with the requirement of 
the bill of lading here involved. To allow it 
would be to alter the terms of a contract, 
made in pursuance of the Interstate Com- 
merce Act and having, in effect, the quality 
of a statute of limitation, and thus to open 
the door to evasions of the spirit and pur. 
pose of the act to prevent preferences and 
discrimination in respect -of rates and sery- 
ices. Compare A. J. Philips Co. v. Grand 
Trunk Western R.R. Co., 236 U. S. 662, 667. 








Damages— 





Freight Charges on Declared or 
Released Valuation Shipments 


Question—New York 


Our freight claims section has a prob- 
lem that we have been unable to resolve, 
and we would like your opinion thereon. 

Our liability for losing or damaging 
shipments is similar to REA’s—$50.0 
for the first 100 pounds and 50 cents. 
pound above that, in the absence of a 
higher declared value. 

Assuming that a 100 pound shipment 
has been lost without trace and carried 
no declared value, we consider ou 
liability for proved damages fixed to al 
amount that does not exceed $50.00, even 
though the shipper paid the freight ani 
billed the consignee for this amount a 
a separate item in the invoice for the 
goods in the shipment. 

If this is correct, then should we nd, 
had the shipment moved collect, given 
the claimant $50.00, less the uncollected 
freight? 

Or should we pay the shipper $50.00 
and refund the paid freight—and in the 
collect shipment example, pay the col- 
signee $50.00 and write off the charges’ 

And if this is so, what should we doi 
the same shipment moved on a prepaid 
basis and the freight was absorbed in the 
overall invoice price of the merchandise. 







Answer 


As released ratings or rates apply 2 
all instances in determining the amouli 
to which a shipper is entitled in tht 
event of loss or damage, it is the actual 
loss measured by the market value, sub- 
ject to the amount of the release whic! 
governs. If the actual value exceeds the 
released value, the latter measures the 
carrier’s liability, but if the actual does 
not equal or exceed the released valve 
the former measures the carrier’s lia 
bility. It is only in this latter class 
cases that. the question whether thé 
shipper is entitled to a refund of chargé 
may arise, for in the former class 
cases the shipper is not entitled to 40) 
amount in excess of the value ‘o which 
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A GREAT NEW TIRE THAT GOES 
_..|IN OFF-THE-ROAD - GETS THE LOAD - AND 
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Here, without question, is the greatest 
tire ever made for trucks that work most 
of the time on the highway and some of 
the time on unimproved, rough surfaces. 

A massive tire to carry heaviest 
loads. 50% more tread rubber; tre- 
m-ndous, tough shoulders, practically 
stig proof. With free rolling ribs for 
hi -hway travel and tractor-traction 
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the shipment has been release, if its 
actual value exceeded that amou :t. 
Where, however, the market vi: ‘ue does 
not equal the released value, the “uestion 
may arise. It would seem that inasmuch 
as the carrier’s liability in suc: case 
is limited to the market value 2° destj. 
nation, that the same considerati- ‘1s goy. 
ern the carrier’s liability as in ‘ie cag M999, it w 
of freight shipments, and if the « esting.Mengaged 
tion value is used to measure the carrier’sMost a pa 
liability, charges should be dediicted ifMio it for 
not paid and disregarded if paid, uponffonly for 
the ground that the transportation of thellthe circ 
goods had enhanced the value of thefpot liab 
goods to the extent at least of theMywhich a 
amount of the charges. See Ward y,Mypon lo: 
American Railway Express Co., 259 S, W, impossib 
514; Hardesty v. American Railway Ex-Wierial to 
press Co., 119 Atl. 681. 
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is equall 

. . . re 
Routing and Misrouting— Bond 
Carrier Not Liable for Protection of Rate™ 2 Secti 

via Lowest Rated Route Where it Forwards The EF 
Shipment via a Cheaper or as Cheapa (ICC No. 
Rated Route as That Directed by Shipper @ ject, prc 

F tion of | 
Question—Oregon aatunece 
May we have your interpretation ofjpreferen 
the following: proper 1 
In this case, there is a through route™l The a 
from origin to destination. A shipperfM tariff is 


presented a bill of lading carrying full decision 
routng via non-applicable lines. The Seaboar: 
billing agent, for reasons unknown,™ which t 
billed the car using shippers routing in 







/ When c 
part but not entirely, also via non-ap-@ tion pro] 
plicable lines. Shipper contends the eben 






cheapest through rates should be pro- 
tected, as billing agent did not follow 
billing instructions. The delivering car- 
rier set up freight bill from through rate 
to combination of rates as would apply 
on shipper’s bill of lading. 

Please advise the proper rate that can 
be legally protected. 
















Answer 


While in the instant case the ship- 
ment was misrouted by the carrier, n0 
duty rested upon the carrier to forward 
the shipment via a lower rated route 
than that specified by the shipper, and 
if the shipment moved via as low 4 
rated route as that directed by the ship- 
per, the shipper was not injured by the 
carrier’s misrouting of the shipment, 
therefore damages may not be recovered. 
See Northwestern Traffic and Service 
Bureau v. Missouri Pacific R. R. Co., 3 
I.C.C. 471, and Lathrop, Shea, Henwood 
Co. v. Lehigh Valley R.R. Co., 24 LCC, 
622. 























Damages— 





Measure of—Loss or Damage to 
Portion of Matching Sets 


Question—lIllinois 


We filed a claim for the full invoice 
value covering five chairs and five otto 
mans, advising carrier to take the s# 
vage. The chairs only were damaget, 
but as the chairs and ottomans wet 
made as a set in matching design and 
material, we felt entitled to ful! recovery 
as the ottomans alone are not considered 
salable except at an extreme markdow!. 
Matching replacement chairs cannot | 
procured from the shipper. The carrie 
contends that he has no liability for the 
ottomans and that in his opinion they 
are separate pieces and salabl« 

This brings up the question 
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ability in the case of matching sets and 


ase irs, ond we would greatly appreciate 
Lot having court decisions relating to cases 
- of this kind. 
he Answer 
le ¢ In its decision in Marcia Frocks v. 
‘ati New York Dress Delivery, 29 N.Y.S. (2d) 
in th 992, it was held that a trucking company, 
he  esting.-Mengaged aS a common carrier, which 
he ¢ lost a package of dress fronts turned over 
lediicted ifflto it for delivery to plaintiff was liable 
pai oly for the value of the fronts under 
atio: the circumstances of the case, and was 
lue not liable for the value of the dresses 
ast which allegedly were rendered valueless 
e \ upon loss of the fronts because of the 
.» 259 S, W.impossibility of procuring matching ma- 
ailway Ex-@ierial to manufacture new fronts. 

The principle of the above cited case 

is equally applicable to the instant case. 

There is no provision that the rates 

in Section 1-A will alternate with those 
tion of Rotem i Section 1. 
2 it Forwards The Exceptions tariff, Agent Boyle’s 
; Cheap a ICC No. 103, to which Section 1 is sub- 
by Shipper @ ject, provides in Rule 2, under Applica- 


tion of Exceptions—General Rules, that 
the exception ratings are to be used in 
preference to the Southern Classification 
proper ratings. 

The above provision of the Exception 
tariff is in line with the Commission’s 
decision in Moore Dry Kiln Company v. 
Seaboard Air Line, 161 I.C.C. 71, in 
which the Commission said: 

When one rate is provided in the classifica- 
tion proper and another in the exceptions 


thereto, the rating in the exceptions takes 
precedence, and must be applied in strict 
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MAYFLOWER TRANSIT 


conformity with its terms, even though the 
classification description is more specific. 

We are of the opinion that, based on 
the tariff provisions mentioned above 
and the opinion of the Commission in 
the case cited, if there is an exception 
rating in effect in Agent Boyle’s Excep- 
tion Tariff No. 24 at the time of ship- 
— the rates in Section 1 should ap- 
ply. 

We cannot see how there could possi- 
bly be an alternation of these sections, 
as the exception rating removes the rat- 
ing in the Classification proper. There- 
fore, there is no rate in Section 1-A 
with which the rate in Section 1 could 
alternate. 


Tariff Interpretation— 
Application of Mixed Truck Load Rule 


Question—West Virginia 


A copy of the following communica- 
tion, addressed to the shipper, has been 
received from the Motor Carrier involved 
in the Question and Answer on page 7, 
of November 27, 1948 issue of the Traffic 
World, under the above caption: 

We have your letter of December 29th 
enclosing your copy of Freight Bill No. 
26094 which you presented for a refund, 
basing your claim on the assumption 
that Rule 25 in our tariff is not ap- 
plicable and support this with an opin- 
ion from the Traffic World. 

We appreciate that an opinion from 
the Traffic World is usually sound, be- 
cause they are based on decisions of the 


MAYF LOWER Long-Distance Moving Servic 


@ At your employee’s new home 
Mayflower arranges everything as 
directed .. . just the way they want it! 


CO. e 


That’s the keystone on which every 
phase of Mayflower service has béen 
built . . . just the way your people 


Mayflower’s organization of se- 
lected warehouse agents provides 
on-the-spot representation at the 
most points in the United States and 
Canada. Your local Mayflower 
agent is listed in the Classified Sec- 
tion of your telephone directory. 


Indianapolis...: 
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Commission under similar circumstances, 
and in their reply to you, they could 
give no other opinion because they were 
without the facts, and in fairness to 
them we are sending a copy of our let- 
ter, together with a copy of the freight 
bill to the Traffic World. While it is 
not our intention to impose on the Traffic 
World, we believe that they would be 
interested in the facts, after which we 
would be interested in their opinion. 


In your letter of July 21, 1948 you 
referred to, for their information, Item 
No. 19460. The facts are that the ship- 
ment in question has a specific descrip- 
tion in Item No. 19450, which provides 
a truckload rating of 4th class when 
not nested nor flat and 7th class when 
nested or flat. The truckload minimum 
weights are provided in Rule 105 of our 
tariff, which names a truckload minimum 
weight of 16,000 lbs. for 4th class and 
24,000 lbs. for 7th class. You will recall 
that, when the shipment was made, we 
called to ascertain the weight of the 
nested material and that portion not 
nested. We did not receive this infor- 
mation, as you claimed the shipment 
should be billed as 24,000 lbs. at the Tth 
class rate, whereas, we contended that 
the shipment should be billed at the rate 
applicable to each item subject to Rule 
25, that is, as 24,000 lbs., any deficit in 
the weight to be charged for at the high- 
est (4th class) rated article. In the ab- 
sence of this information, the shipment 
was billed at the 4th class rate. 


We are returning your freight bill. 
Item 19460 permits mixed shipments of 
articles in Itéms 19350, 19410 and 19450, 
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want it... just the way you want it. 
It’s safe, convenient, easy, and it 
costs no more. Standardize on May- 
flower for your long-distance moves! 
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G-E DIESEL-ELECTRIC LOCOMOTIVE SLASHES 7 c, ail 
FUEL COSTS BY 89% AT TEXAS PAPER MILL , ody 

When the Southland Paper Mills put this snappy 45-ton diesel-electric , Sent 
locomotive into operation at the Lufkin, Texas plant about a year ago, ra . J cable t 
the company did so on the strength of a modest savings estimate of ' A, shipme 


$15 a day made by G-E engineers. Since then this cost-smashing lo- oye 


comotive has almost doubled this estimate in just fuel savings alone. oo Fa wi w 
During six months’ operation the diesel-electric saved $5000, | 4 i F Bf provisic 
at the rate of $27.65 per day. This is based on the $3.35 per | Pa / such lo 
day fuel cost for the G-E 45-tonner, compared with the 1 ue’ | a : = 
daily $31.00 cost of bunker fuel oil for the replaced ee bo moe, = ow 30,000 
steam locomotive. ™ 4 Ot j shown i 
FIRE HAZARD ELIMINATED | | fae BY Z m hed 
In addition to savings, the G-E switcher furnished } 7 
these other benefits. The absence of sparks reduced e eo 
the danger of setting paper and pulp wood on fire. : 3 is the r 
There’s no longer any need to take time for water- s . L_ eae. po? nection 
ing. No watchman is required to maintain a head 1 ey ii Y 
of steam. ; ' es : , est chal 
Seven days a week, this peppy locomotive 
switches cars at the push of a button, often han- ‘ woe * 
dling 15-car strings weighing over 1200 tons. Y ia é aa mm Tariff | 


YOUR SAVINGS ESTIMATED 2eo> ——_  #y App 


If you want to cut costs in your own plant, : r Questi 
find out how many dollars one of these standard J Referé 
locomotives will bank for you each year. Mail Par og *y — See our 25-ton locomotive in the BNew Yo 
the coupon for more information. No obligation ggg Bn / G-E booth at the National Me Jo ‘ | 
of course. Apparatus Dept., General Electric Co., fii ies 4 {tite terials Handling Exposition, Phil) HTha 
Schenectady 5, N. Y. yin i our — wei adelphia, January 10-14. that the 

ee Si gual e 4 ‘ ee . or 

erie atin, eames: eaitags epee citi eaman: <atennes: satin: emai GE es eee ee lee ice seems enti “aan, asia, aan, eeemmn, asin 30,000 


10 
Section AC-4909 es 


General Electric Company This wo 
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put when shipped individually the arti- 
cles are subject to the ratings provided 
for each item. 


Answer 


Item 19450, of National Motor Freight 
Classification No. 9, publishes a Class 4 
rating, minimum weight 20,000 pounds on 
caps, covers, disks or tops, other than dis- 
play, NOI, with or without fasteners, for 
pottles, cans, glasses or jars, or can bot- 
toms, when not nested or flat, and a Class 
trating, minimum weight 30,000 pounds, 
on the same articles when nested or flat. 
Both of these ratings apply when ship- 
ments move in straight truckloads. Rule 
9% of your tariff, Exceptions to Rule 13 
of National Motor Classification-South, 
which was quoted on page 7 of the Traffic 
World for November 27, 1948, provides a 
pasis for mixed truckloads of the arti- 
cles. 

Under Section 1 of this exception each 
article will be charged for at the straight 
volume rating applicable to each article 
(not mixed volume rating) and at the 
actual weight of each article. Any deficit 
in the minimum weight is to be charged 
for at the highest volume rating appli- 
cable to any article in the mixed volume 
shipment. 

Section 4 of the same exception pro- 
vides that if a lower charge would re- 
sult under this rule than under the 
provisions for a specific volume mixture, 
such lower charge will apply. 

Item 19460 of the Classification pub- 
lishes a Class 7 rating, minimum weight 
30,000 pounds on the same articles as 
shown in Item 19450, except that the rat- 
ing in this item is to apply on mixed 
volume shipments. 

The proper rating to apply on a mixed 
shipment of metal jar caps, when not 
nested nor flat, and when nested or flat 
is the rating in Item 19450, used in con- 
nection with the exception to Rule 13 
of the Classification or the rating in 
Item 19450, whichever produces the low- 
est charge. 


Tariff Interpretation— 
Application of All Commodity Rates 


Question—Illinois 


Reference is made to the question of 
New York, under the above caption, on 


page 5 of the December 11, 1948 Traffic 


World: 
The answer as given would indicate 


that the proper charge would be $301.00 
or | 


30,000 Ibs. @ 64¢ $192.00 
10,000 lbs. @ 77¢ 77.00 
10,000 Ibs. @ 32¢ 32.00 


This would be correct under Section 1 
of Modified Rule 10. 
It is my opinion that Section 2 of Rule 
10 should be applied thusly: 
15,000 lbs. 3rd Class 
Commodity 
5,000 Ib=. 2nd Class 
Commodity 
5,000 b=. 5th Class 
odity 
50 Ibs. as two 30,000 minimum 
‘123.00. This would seem to be 
‘’s opinion in the matter. 
Section 2 of Rule 10, by divid- 
‘arload, the provision providing 
of the lading or of the minimum 
whichever is higher, would be 
00 Ibs. would not exceed 50% 
nimum weight of 30,000 lbs. 
} does not state what kind of 


as 30,000 lbs. @ 41¢ 
or $123.00 per car 


rates, class or commodity, shall be used 
to arrive at the charges, but only that 
the charges will be the lowest under the 
application of any section of the rule. 

If the above is correct as to one car of 
25,000 lbs. and carrier B would not agree 
to the application on 50,000 Ibs., the 
shipment could be billed separately 
thereby forcing the application as shown. 


Answer 


We cannot agree with your interpreta- 
tion, as you have failed to take into con- 
sideration all of the applicable tariff 
provisions. 


In dividing the shipment under the 
authority of Section 2 of Modified Rule 
10, you have failed to take into con- 
sideration the qualification in Section 2 
of Modified Rule 10, reading “Subject to 
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the Conditions of Section 1.” Section 2 


reads as follows: 


Subject to the conditions of Section 1, 
when the aggregate charge upon the entire 
shipment is made lower by considering the 
charges as if they were divided into two or 
more separate carloads, the shipment will 
be charged accordingly. * * * 

Section 2 of Modified Rule 10 states 
that it is subject to the conditions of 
Section 1 of this rule, which latter sec- 
tion provides that the straight class or 
commodity (not mixed carload) rates are 
to be used when figuring the charges. 
Therefore, it would be illegal to divide 
the shipment and apply the mixed car- 
load rate, as published in the B. & O. 
Tariff. The only alternative is to apply 
the straight class rates applicable on 
each article in the mixture, as was stated 
in our original reply to New York. 





Provided Exclusively by GREYVAN ! 





Greyvan rates are the same as those of 
2000 other long-distance moving com- 
panies. In addition to the usual services, 
however, Greyvan offers you the six im- 
portant extra features shown above. Only 
Greyvan provides these valuable extras 
for your company—and at no extra cost! 
Take full advantage of them by specify- 
ing Greyvan on all your moves. 


OVER 400 BRANCHES AND AGENTS 





The LIFELINE of INDIANA 


FRENCH LICK 
LOUISVILLE 


The foundation of Monon 
progress is Service that will 
make you a steady, en- 
thusiastic customer. Give 


Monon a trial today. 


MONON 


THE HOOSIER LINE 


Chicago, Indianapolis and Louisville 
Railway Company 


For FREE Survey, write 


W. E. Bolton, Ass’t to President 
In charge of Industrial Development 
1012 La Salle St. Station, Chicago 5, Il. 
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Traffic Bulletin Improvements 


Chicago, IIl. 


I think you are to be congratulated on 
the new form of Part Two of the weekly 
Traffic Bulletin. The new arrangement 
makes it much easier to check, and the 
coverage is so much more complete that, 
with one possible exception, I don’t see 
how it can be improved upon. The one 
exception is that, if it might be practical 
from a mechanical point of view, it 
would be preferable to have the truck 
dockets and the rail dockets separated. 
There may, of course, be reasons why 
this would not be practical. 


As you are aware, we are very hoveful 
that the railroads in the western district 
will soon give as complete information 
regarding all aspects of their railroad 
proposals as the southern and eastern 
lines are now doing. 


Keep up the good work!—R. V. Craie, 
General Traffic Manager, Allied Mills, 
Ine. 


The truck and rail dockets will be 
separated as suggested by Mr. Craig.— 
Editorial Director, Traffic Bulletin. 


Supports State Traffic Licenses 


Brooklyn, N. Y. 


This letter was composed by myself 
and several colleagues. 


For years the controversy over profes- 
sionalization of traffic has raged in traffic 
circles. This letter attempts no solution. 
It has never been proved that profes- 
sionalization Was required by public 
interest any more than similar elevation 
in many other fields. There can, how- 
ever, be no question that traffic men 
themselves would benefit through real 
professionalization. An example of such 
help lies in the status of accountants 
which has been elevated by real profes- 
sionalization—by which term we mean 
state certification. Such certification of 
traffic management would, for one thing, 
afford publicity that would make busi- 
ness executives realize the true function 
of the profession as contrasted with their 
present confusion of it with police 
activity. 


We respect the opinions of those who 
oppose the professionalization of traffic 
management. But we question whether 
those who allege their desire for profes- 
sionalization are really trying to advance 
the interests of all in the field. What, for 
instance, motivated the leaders of the 
Associated Traffic Clubs of America in 
sponsoring a series of tests currently 
being conducted? These tests will un- 
doubtedly enhance the prestige of those 
handling the examinations and will add 
money to the coffers of the A.T.C.; but 
will one single businessman hold a traffic 
man in higher esteem simply because he 
has passed a test devised by members of 


his own group? That would be co 
to normal human behavior. 


The only type of examinatic: 
could mean anything to those 
them—that would bring about rea 
fessionalization—would be _ those 
under state government auspices, 
to tests for certified public accountants, 
A certified public accountant is a profes. 
sional man, not because other account. 
ants say he is competent, but because 
an impartial state body has approved 
his qualifications. Employers do not 
ordinarily place great weight on refer. 
ences from an applicant’s parents when 
considering him for a position. 


Two bills have been introduced in the 
New York state legislature, No. 954, by 
Assemblyman J. Sidney Levine, and No. 
954, by Senator Louis L. Friedman. They 
linger in committee and may die, as 
similar measures have in the past, be- 
cause of lack of expressions of approval 
from the Associated Traffic Clubs or from 
any of its New York state affiliates. State 
certification is the only method by which 
a distinction can be made in the public 
mind between a shipping clerk who uses 
a traffic manager’s title and a real, capa- 
ble traffic man. Why shouldn’t this title 
mean something? Indiscriminate use of 
anything vitiates its true value. 


Why won’t men of importance in traffic 
back these bills? We are sure that all 
these worthy gentlemen are too well 
versed in the subject to fear the prospect 
of competing in a knowledge-testing 
examination with either those under 
their supervision or those in lesser capat- 
ities elsewhere. On behalf of myself, and 
those with whom I worked jointly on 
this letter—as well as traffic men every- 
where, I seek an answer.—GLEN WALLACE, 
1077 East Fourteenth Street. 


Professionalization 


Covington, Ky. 


My attention has been called to a 
letter published in the Traffic World of 
November 20, 1948, signed by my friend 
of many years, H. D. Morrow, traffic man- 
ager of the Hillyard Sales Co., St. Joseph, 
Mo. The subject of this letter is “Pro- 
fessionalization.” Seemingly, Mr. Mot- 
row is troubled with the same questio 
that has been propounded by others who 
have commented upon his letter, for 
they ask, “How will traffic managers le 
benefited when this Society is just al 
other degree organization such as the 
C1L.U. of the life underwriters or the 
C.P.M. of the real estate agents?” 


After receiving a copy of the booklet 
entitled “American Society of Traffic and 
Transportation, Inc.,” and reading it, 
I wondered as to the whereabouts of the 
many traffic managers who read 
letters in Traffic World in 1938 < 
in which I propagated such a prof 
society. They then informed 
was putting the cart before 
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and was unacquainted with the history 
of prefessional institutes and societies. 


I therefore sent questionnaires to traffic 
managers and, as I reported in published 
articles, found that the majority held 
that nothing less than the C.P.A. route 
was the program for traffic management 
in that state societies or institutes and 
state legislative recognition alone would 
Jace traffic management in the proper 
professional sphere. 


The present booklet informs me that 
“some 500 traffic and transportation men 
have banded together to finance and 
carry out the stated objectives of the 
society.” There must have been a change 
of heart and if traffic managers are now 
satisfied with a national organization, 
then it is up to traffic managers to make 
the most of it. 

However, I agree with a correspondent 
that the present national society does 
not hinder the organization of state and 
even local societies. In fact the present 
society will never amount to more than 
just another degree organization, unless 
state organizations are organized. The 
accountants had national organizations 
put the accountants of the State of Mary- 
land led the way with state legislative 
recognition. 

Personally I cannot understand why 
the present society adopted the regional 
vice-president plan based on the railroad 
regions. Some traffic managers have 
interpreted this as proof that it won’t be 
long until the railroads will control the 
society, just as they got control of the 
British Institute of Transport and caused 
the Industrial Traffic Managers of Great 
Britain to organize a separate profes- 
sional institute... . 

On a recent visit to Chicago I was 
privileged to spend an evening with Wel- 
ton Dean of the evening division of the 
College of Advanced Traffic. After talk- 
ing with some of the students and in- 
structors, and examining the tariff files 
and other instructional material, I com- 
mented: “Would that these students 
could have the assurance that those 
students studying accountancy, phar- 
macy, medicine and law have; that is, 
that after graduation they would be 
eligible to take an examination before a 
state board and on passing be permitted 
to use a professional designation.” 

... A professional society of traffic 
Management should be of benefit to all 
traffic managers. If the present organi- 
zation is not satisfactory, then it is up 
to traffic managers to make the needed 
adjustments or changes.—FLoyp A. KEEL- 
ING, Department of Economics, Xavier 
University, Cincinnati, Ohio. 





















































* * * 


New York City 


_ Senator Louis Friedman on January 18 
introduced a bill in the New York Sen- 
ate, Int. 468, to “amend the education 

W, in relation to regulating the certifi- 
cation of traffic managers.” This is the 
Same bill introduced last year which died 
iM committee due ta the failure of the 
traffic profession to support it sufficiently. 
A similar bill, No. 954, has been intro- 
duced “1 the New York State Assembly 
by Asso mblyman J. Sidney Levine. 

This measure will do more to uplift 
the tr-fic field as a profession than 
any of cr effort. It merits the support 
of all : terested in the field. Post cards 
and le‘ters will show these legislators 
that t -ffic men appreciate what they 



















= ati°mpting to do for them.—W1LL1am 
Cops, General Trafic Department, 
Sterlix: + Drug Inc. 


























Win the right hands! 


Your household goods, office 
furniture and plant equipment are 
in the right hands, when you en- 
trust long distance moving orders 
to North American’s moving ex- 
perts. Our agents and their 
reliable personnel offer you 
safe, dependable, nation-wide 
service that is unexcelled. You 
just can't find a better way to 
move—than by North American. 
Call our nearest agent for an 
estimate. He’s listed in your 
classified phone book. 


Over 600 agents. 


Warehouses across the nation. 





North American 


VAN LINES, Inc. 


General Offices: FORT WAYNE, IND. 





“Trattic 
Managers 
Want More 
Maps” 


And HORDER’S 
Can Supply 
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@ Maps help traffic men select carriers and route 
freight. 


@ Our Map Department provides the most com- 
plete service obtainable in the Middle West. 


@ You can select just the map you need—standard 
black and white map of dhe U.S., regional or 
sectional map, or the map of a particular State— 
mark your routes on it, then have it reproduced. 
for your use. 


@ Write and state your needs. 


HORDER'’S, INC. 


231 S. Jefferson Street, Chicago 6 
Call Telephone Order Dept. FRanklin 2-6760 
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city, medium-sized town, or village...theG M&O . about 
will gladly help you find your new location. From 
the Great Lakes to the Gulf, this railroad serves per c 
a vast empire, rich in industrial opportunities. 
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write T. T. MARTIN, Vice-President, Industrial explo: 
Development . .. Mobile, Alabama. —_ 
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Coast Guard Transfer to 


Commerce Dept. Proposed 


The Commission on Organization of 
the Executive Branch of the Govern- 
ment, otherwise known as the Hoover 
commission, in a report on the U. S. 
Treasury Department, has recommended 
that the U.S. Coast Guard and “probably 
certain of the marine functions of the 
Bureau of Customs” be transferred to 
the Department of Commerce from the 
Treasury. 

Another recommendation was that the 
Bureau of Federal Supply, now in the 
Treasury, should be absorbed in the 
Office of General Services. 


Commissioner James Forrestal dis- 
agreed with the recommended transfer 
of the Coast Guard. 


January Truckloading Above 


Same Month Last Year 


The volume of freight transported by 
reporting motor carriers in January de- 
creased 5.4 per cent below December but 
increased 2.9 per cent over January, 
1948, according to statistics compiled by 
the Department of Research, American 
Trucking Associations, Inc. 


“Comparable reports received by A.T.A. 
from 303 carriers in 42 states showed 
these carriers transported an aggregate 
of 2,726,974 tons in January, as against 
2,883,836 tons in December and 2,650,796 
tons in January, 1948,” said A.T.A. 


“Approximately 81 per cent of all ton- 
nage transported in the month was 
hauled by carriers of general freight. 
The volume in this category decreased 
55 per cent below December but in- 
creased 1.4 per cent over January, 1948. 


“Transportation of petroleum products, 
accounting for about 12 per cent of the 
total tonnage, showed a decrease of 2.4 
per cent below December but increased 
6.9 per cent over January, 1948. 


“Carriers of iron and steel hauled 
about 3 per cent of the total tonnage. 
Their traffic volume decreased 1.2 per 
cent below December but increased 28.9 
Per cent over January, 1948. 


“About 4 per cent of the total tonnage 
reported consisted of miscellaneous com- 
Moditics, including household goods, tex- 
tiles, ¢roceries, food ‘products, meat, coal, 
explosives, paper, heavy machinery, to- 
bacco, grain, motor vehicles and motor 
Vehicl= parts. Tonnage in this class 
decreased 16.0 per cent below December 
a ‘reased 1.9 per cent over January, 

“Th 
portir: 
Sentec 
Decer 
Janus 


“Ca 


January tonnage of carriers, re- 

’ from the Eastern District repre- 
a decrease of 6.8 per cent below 
er but increased 1.1 per cent over 
7, 1948. 


iers ‘in the Southern Region re- 


ported increases of 0.1 per cent over De- 
cember and 14.0 per cent over January, 
1948. 

“Tonnage reported from the Western 
District revealed a decrease of 4.5 per 
cent below December but increased 3.1 
per cent over January of last year.” 


Railroads Loaded 705,552 
Cars of Revenue Freight 
In Week Ended March 5 


Loading of revenue freight the week 
ended March 5 totaled 705,552 cars, the 
Association of American Railroads an- 
nounced. This was a decrease of 86,432 
cars or 10.9 per cent below the corre- 
sponding week in 1948, and a decrease of 
100,223 cars or 12.4 per cent below the 
corresponding week in 1947. 


Loading of revenue freight for the 
week ended March 5, increased 17,424 
cars or 2.5 per cent above the preceding 
week, said the A.A.R., and continued: 


Coal loading amounted to 138,434 cars, a 
“decrease of 51,620 cars below the correspond- 
ing week in 1948, and a decrease of 7,231 cars 
below the preceding week this year. 


Miscellaneous freight loading totaled 348,- 
786 cars, a decrease of 23,284 cars below the 
corresponding week last year, but an increase 
of 5,432 cars above the preceding week this 
year. 


Loading of merchandise less than carload 
freight totaled 96,484 cars, a decrease of 19,142 
cars below the corresponding week last year, 
but an increase of 10,392 cars above the 
preceding week this year. 


Grain and grain products loading totaled 
46,721 cars, an increase of 13,457 cars above 
the corresponding week in 1948, and an in- 
crease of 7,012 cars above the preceding week 
this year. In the Western Districts, grain and 
grain products loading for the week of March 
5, totaled 31,184 cars, an increase of 10,546 
cars above the same 1948 week and an in- 
crease of 5,437 cars above the preceding week 
this year. 


Livestock loading amounted to 8,379 cars, 
a decrease of 1,674 cars below the same week 
in 1948, and a decrease of 225 cars below 
the previous week this year. In the Western 
Districts, loading of livestock for the week 
of March 5 totaled 6,117 cars, a decrease of 
1,046 cars below the same week in 1948, but 
an increase of 52 cars above the preceding 
week this year. 

Forest products loading totaled 36,933 cars, 
a@ decrease of 5,967 cars below last year, but 
an increase of 1,629 cars above the previous 
week this year. 

Ore loading amounted to 14,185 cars, an 
increase of 691 cars above last year, but a 
decrease of 161 cars below the previous week 
this year. 

Coke loading amounted to 15,630 cars, an 
increase of 1,107 cars above the same week 
last: year, and an increase of 576 cars above 
the previous week this year. 


All districts reported decreases compared 
with the corresponding weeks in 1948 and 
1947. 


Cumulative Loadings 
1949 1948 


2,843,619 3,136,602 


2,767,048 3,076,653 
705,552 791,984 


6,316,219 7,005,239 


1947 
3,315,992 


3,193,958 
805,775 


7,315,725 


Four weeks of 
January 

Four weeks of 
February 

Week of March 5 


TOTAL 


New Transport Measures 


Introduced in Congress 


Several new bills and a resolution re- 
lating to transportation matters were in- 
troduced in the House and Senate on 
March 9. 


These, together with other measures 
introduced since March 2, marked con- 
tinued growth of an already impressive 
accumulation of proposed transport legis- 
lation in Congress. 

In the Senate, March 9, Senator Flan- 
ders, of Vermont, for himself and six 
other senators, introduced S. Res. 83, by 
which the President would be requested 
“to provide, through such departments 
and agencies of the government as he 
may deem appropriate, for the return to 
active service and the outfitting for 
transoceanic transportation of passen- 
gers of such number of laid-up merchant 
vessels of the United States as may be 
required to provide accommodations, at 
rates reflecting costs to the United States, 
for the travel to and from foreign coun- 
tries during the period May 1, 1949, to 
November 1, 1949, of approximately 7,500 
American students and other citizens de- 
siring to travel abroad for educational 
and cultural purposes.” In a preamble 
of the resolution it was stated that it 
had become evident that many students 
and others who desired to travel abroad 
“during the coming travel season” would 
be unable to do so unless additional 
trans-oceanic passenger shipping accom- 
modations at reasonable rates were made 
available in the near future. Senators 
who joined with Senator Flanders in in- 
troduction of S. Res. 83 were: Fulbright, 
of Arkansas; Myers, of Pennsylvania; 
Douglas, of Illinois; Tobey, of New 
Hampshire; Smith, of New Jersey, and 
Mundt, of South Dakota. 


Property Transport Tax Bill 


In the House, Representative Scudder, 
of California, introduced H. R. 3374, to 
reduce the rate of tax on transportation 
of property, He said, in a statement he 
issued concerning the bill, that the trans- 
portation tax fell particularly on Cali- 
fornia shippers because, since they were 
far from consuming centers, their trans- 
portation costs were high. He said his 
bill would establish property transporta- 
tion tax rates of 3 per cent on the first 
$100 of a freight bill, 2 per cent on the 
second $100, and 1 per cent on all over 
$200. He said he favored complete repeal 
of the transportation tax, but felt that, 
if repeal could not be effected, his bill 
would equalize the tax burden and would 
“give relief to farmers in the shipment 
of their crops” and would “benefit every- 
one, as automobiles, machinery, etc., are 
billed f.0.b. shipping point, plus tax.” 

Representative Lemke, of North Da- 
kota, introduced H. R. 3392, calling for 
regulation of the sale of reserved ac- 
commodations on passengers trains. 

Under H. R. 3390, introduced by Rep- 
resentative Keogh, of New York, grad- 
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To give you finer Freight Service the Baltimore & Ohio has spent, in the 
last three years, $173,618,959. Constantly doing things better—the B & O way— 
means vast expenditures. All this adds up to better facilities, faster trains, and 
dependable service. We pay what it takes to have what it takes. 


Those three years of “‘doing things better’? saw 212 new locomotives on our 
rails, together with 19,139 new freight cars. They saw new classification yards 
and extensive terminals; heavier rail to carry our trains, better signals to speed 
them, modern communications to report their positions and furnish on-the-spot 
location of cars for customers; efficient, latest-type coal and ore facilities. 


Never have we been better able to meet the needs of our customers. And this constant 
improving shall continue. As it does, you will have more and more reasons for 
depending on B & O service. Ask our man. 
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yates of the U.S. Merchant Marine 
Academy who held commissions in the 
Naval Reserve would be exempted from 
induction or service under the selective 
service act of 1948. 






Ship-Transfer Restrictions 


H. R. 3291, introduced by Representa- 
tive Hart, of New Jersey, would amend 
sections 9 and 37 of the shipping act, 
1916, so as to impose further restrictions 
on the transfer of merchant ships from 
US. registry to foreign registry. Under 
one provision of the bill, any ship pur- 
chased, chartered or leased from the 
Maritime Commission by US. citizens 
might be registered and enrolled and li- 
censed, as a vessel of the United States, 
and might be used in the coastwise trade 
while so owned, leased, or chartered, as 
now provided by law. A provision of law 
that American ships transferred to for- 
eign buyers in violation of the law must 
be forfeited to the United States would 
be strengthened by the Hart bill. Among 
other provisions of the bill is one that, 
‘notwithstanding the provisions of any 
other act, it shall be unlawful to use 
any funds appropriated by the Congress 
of the United States to make any pay- 
ment for charter, hire, freight charges, 
passenger fares, or for any other purpose, 
for vessels documented or registered un- 
der the laws of countries differing from 
the citizenship of the person or persons 
in whom is vested a controlling interest 
or a majority of the voting power in such 
vessels.” 

Representative Lynch, of New York, 
introduced H.R. 3162, to amend the in- 
terstate commerce act by establishing 
three-year limitation periods for the fil- 
ing of actions for recovery of under- 
charges and overcharges by or against 
motor common carriers and freight for- 
warders. 


Representative Anderson, of California, 
would authorize improvement of the port 
of Redwood City, Calif., under terms 
of his bill, H.R. 3174. 


Valley Authority Bill 


A Missouri Valley Authority to provide 
for, among other things, the promotion 
of navigation on the Missouri River, 
would be established by S. 1160, intro- 
duced by Senator Murray, of Montana, 
for himself and Senators Wagner, of 
New York; Chavez, of New Mexico; Pep- 
per, of Florida; Hill, of Alabama; Langer, 
of North Dakota; Johnston, of South 
Carolina; Taylor, of Idaho; Young, of 
North Dakota; Sparkman, of Alabama; 
Kefauver, of Tennessee; McGrath, of 
Rhode Island; Gillette, of Iowa; Hum- 
phrey, of Minnesota, and Douglas. of 
Illinois. 

By H. R. 3183, Representative Hand, 
of New Jersey, would repeal the tax on 
transportation of persons. 

The Secretary of the Army would be 
authorized in certain cases to undertake 
small river and harbor improvements 
Not specifically authorized by Congress, 
under H. R. 3163, introduced by Repre- 
sentative Miller, of Maryland. 

Rep: *sentative Hart proposes amend- 
ment cf the merchant marine act, 1936, 
by H. ©. 3122, a bill he has introduced 
to revise provisions of the act relating 
to the United States Maritime Service 
and tc provide that, except while the 
Unitec States is at war or during periods 
of nat cnal emergencies as proclaimed 
by the President, the armed forces shall 
Not of vate merchant vessels other than 
those - :ecifically constructed or adapted 
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to military use, or used directly in mili- 
tary operations as contrasted to normal 
cargo-carrying operations, “provided, 
that sufficient privately operated ton- 
nage documented under the laws of the 
United States is available at reasonable 
rates.” 

H. R. 3276, introduced by Representa- 
tive Doyle, of California, would grant 
recognition for wartime service in the 
US. merchant marine and provide that 
persons who served in the-wartime mer- 
chant marine should not be liable for 
induction into the armed services under 
the selective service act of 1948. 

The House rules committee reported 
H. Res. 107, authorizing the House in- 
terstate and foreign commerce com- 
mittee to make investigations into any 
matter within its jurisdiction. Such 
“blanket authority” resolutions custo- 
marily are submitted by that committee 
for consideration by the House early in 
each Congress. 





Ohio Valley Board Meets 
March 16 in Columbus 


The spring meeting of the Ohio Valley 
Transportation Advisory Board will open 
at 9:15 a.m., March 16, in the Deshler- 
Wallick Hotel, Columbus, Ohio, it is an- 
nounced by General. Chairman E. C. 
Perkins, manager of sales, Appalachian 
ae Inc., Cincinnati. E. W. Coughlin, 
assistant to chairman, car service divi- 
sion, Association of American Railroads, 
Washington, D.C., will report on na- 
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tional transportation conditions, and J. 
P. Dockter, of Cincinnati, will give the 
district manager’s report and analyze 
prospective carloadings. 


Among the committee chairmen to re- 
port are the following: Arrangements, 
R. E. Reedy, general traffic manager, 
Lustron Corporation, Columbus; execu- 
tive, R. A. Whitty, general traffic man- 
ager, Belknap Hardware & Manufactur- 
ing Co., Louisville; traffic, J. G. Young, 
director of transportation, Columbus 
Chamber of Commerce; car efficiency, 
A. C. Coyle, traffic manager, Johns- 
Mansville Products Corporation, Rich- 
mond, Ind.; membership, Mendel A. 
Keith, traffic manager, Columbus Coated 
Fabrics Co., Columbus; legislative, Free- 
man Bradford, general manager, In- 
dianapolis Board of Trade; transporta- 
tion planning for the future, H. A. 
Hollopeter, traffic director, Indiana State 
Chamber of Commerce, Indianapolis; 
railroad contact, D. A. Fawcett, general 
manager, New York Central System, 
Cincinnati; loss and damage prevention, 
H. E. Solsman, traffic manager, Andrew 
Jergens Co., Cincinnati, and less carload, 
W. H. Etzel, traffic manager, Louisville 
Tin & Stove Co., Louisville. 


A luncheon session will be sponsored 
jointly by the Columbus Chamber of 
Commerce and the Columbus Trans- 
portation Club, with F. L. Sundstrom, 
vice-president of distribution, Lustron 
Corporation, as the speaker. Meetings 
of the joint loss and damage prevention, 
less carload, car efficiency, railroad con- 
tact, and executive committees will be 
held March «15. 





Ex Parte 168 Hearing at Washington Ends 
And Regional Hearings Begin March 14 


Cross-examination of N.A.R.U.C. and Department of Agriculture 
Witnesses, and Additional Witness for Agriculture Brings to Close 


Seven-day Hearing at Washington. 


The Commission completed the Wash- 
ington, D. C., hearing in Ex Parte 168 
on March 9. The first of a series of re- 
gional hearings will open in Chicago on 
March 14. 


The railroads requested a _ rebuttal 
hearing after the regional hearings, but 
agreed to file verified statements in re- 
buttal by April 18. Briefs will be due 
from May 2 to May 16. 


Most of the final day was taken up 
with cross-examination of Richard V. 
Gilbert, an economist, witness for the 
National Association of Railroad and 
Utility Commissioners, and of C. E. 
Childe, transportation consultant, ap- 
pearing as a witness for the Department 
of Agriculture, with a final statement by 
Louis H. Bean, a member of the staff of 
the Secretary of Agriculture. 


Saying the problem of the railroads 
was one of “extreme difficulty,” Mr. 
Gilbert said he did not see how rate 
increases could help them. As to com- 
petition, he said perhaps the way out 
was to withdraw subsidies to the other 
carriers. He said the railroad system was 
so bound up with the expansion of the 
entire American economy that it would 
be quite proper for them to receive as- 
sistance beyond that received by other 
transportation agencies. Whatever the 
origin of their difficulty, he said, he was 


Chicago Hearing Opens March 14. 


convinced the railroads had not shown 
“the kind of vitality” in introducing 
new methods shown by other American 
industry, and had not shown increased 
efficiency since the war. 


He agreed with Commissioner Aitchi- 
son that, on study, he might find as 
“bleak” a picture in connection with the 
coastal and intercoastal water carriers. 


Jacob Aronson, chief counsel for the 
petitioning railroads, closely cross-ex- 
amined Mr. Gilbert as to his figures 
showing the per cent of potential ton- 
nage carried by the railroads for the 
five major commodity groups, finally 
agreeing that figures shown for 1947 and 
1948 were computations. Later in the 
day, Mr. Gilbert made corrections in the 
1947 figures, but there was no further 
cross-examination as to the effect of the 
changes. 


Commissioner Aitchison asked if Mr. 
Gilbert had taken into consideration the 
diversion of manufactures and miscel- 
laneous traffic to forwarders, suggesting 
that the drop shown in rail traffic might 
have been forwarded in that service. Mr. 
Gilbert said that might well be, and that 
he would like to check it. 


Claim for Estimates 


One passage between Mr. Aronson and 
the witness had to do with the accuracy 





of the latter’s estimates. Mr. Gilbert said 
it was totally unnecessary for him to 
check to see how accurate his estimates 
of the operating expenses of the rail- 
roads for 1948 had been, compared with 
the actuality, because, he said, “I have 
made a sufficient number of checks of 
the methods I have employed in the 
various proceedings to be reasonably 
certain that I have a higher batting 
average in forecasting than anybody else 
who has put in evidence before this 
Commission for the period for which I 
have been able to examine the records.” 
He added he was confident a check 
would yield a result within one per cent 
of actuality which, he said, was the ac- 
curacy of his record over the time cov- 
ered. 

Later he said his 1948 estimate was 
off because he had assumed an increased 
efficiency in railroad operations, but the 
railroads had shown no such increase. 

Asked his opinion concerning decen- 
tralization of industry to minimize trans- 
portation costs, Mr. Gilbert said access 
to markets had been a basic element in 
the technological development of modern 
American industry. It might be true, 
he said, that, on strictly economic 
grounds, some relocation of industry, 
even if it resulted in a shrinkage of the 
market by the major portion of an in- 
dustry, would be a good thing. But, he 
continued, the experience of 150 years 
pointed to the opposite result. He said 
such a development would be likely to 
lead to a decrease in the efficiency of 
operation and an increase in the cost 
of items to the consumer, as well as a 


scaling down of the increase in the 
standard of living that had characterized 
the history of the country. 


Childe Cross-examined 


Mr. Aronson questioned Mr. Childe at 
some length as to whether or not the 
selection of any year other than 1913 
as the base in computing the rate index 
and the wholesale price index would 
have produced a different relationship. 
Mr. Childe said any year might be used 
and the comparisons would “come out 
the same.” Although he agreed that 
there would be differences in the figures 
taken from later years, he observed that 
if 1926 were taken as the base year, that 
would make the year 1908, with which 
his figures started, lower and there would 
still be the same relationship of 1908 to 
1948. His purpose had been to compare 
1908 with 1948, he said, and for that 
purpose the result would be precisely 
the same, whatever year was taken as 
the base year. The witness told Com- 
missioner Aitchison he took 1908 because 
it was a normal period for the construc- 
tion of a base, because it was a period 
of prosperity in the railroad industry and 
of relative prosperity in the industry of 
the country, in spite of the “turmoil” 
in rates which the commissioner said ex- 
isted at that time. Asked about the 
bank panic of 1907, Mr. Childe said it 
disturbed the country a little in the way 
of cashing checks, but had not disturbed 
industry. 


In answer to a series of questions by 
Mr. Aronson, who referred to Mr. Childe’s 
rate index as showing 155.6 for 1939 
and 173.8 for 1945, as to whether or not 
there had been any substantial or sig- 
nificant rate increases in 1945 as com- 
pared with 1939, Mr. Childe said there 
had not been, but that he was using 
an average of all rates and the increase 
in higher-rated less-carload and manu- 
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factured traffic resulted in the greater 
index figure. He said the railroads had 
been selling a “higher-priced” service. 

When Commissioner Aitchison sug- 
gested it might cost more to haul the 
higher-priced freight, Mr. Childe said 
it would not cost more to haul a gross 
ton-mile of the higher-rated freight 
than the lower-rated freight. However, 
the commissioner said the witness had 
testified as to net ton-miles and Mr. 
Childe said it cost no more on that 
basis with equal or greater loading. When 
the commissioner asked if high-grade 
traffic loaded equally with or higher than 
low-grade traffic, Mr. Childe said it did 
not take as great a loading as products 
of mines, but that the average carloads 
were “on the up and up” and, there- 
fore, the increase he had shown on the 
average would still hold good. 


Possible Economies 


Turning to the section of Mr. Childe’s 
statement in which he suggested pos- 
sible economies in operations that would 
save more than qa billion dollars a year 
in railroad expenses, Mr. Aronson ques- 
tioned him about his stated “hesitancy” 
in approaching that section. Mr. Childe 
indicated he felt he was not wise enough 
to know everything about the problems 
involved but that, as to the possible sav- 
ing of a billion dollars a year, he said 
that “even I could see that much.” 


Asked if he believed in government 
ownership, Mr. Childe said not if the 
present ownership could do the job. He 
added he would prefer to see the job 
done by private ownership. He said he 
favored a coordinated national trans- 
portation system with the several pri- 
vately-owned agencies working as a 
team. Whether there would have to be 
agreements between the agencies, he said 
he did not know, but thought the Com- 
mission could exercise the functioning of 
determining such matters. He admit- 
ted, in answer to a question from the 
bench, that this would change the con- 
cept advanced by the Supreme Court 
that the Commission was not a general 
manager for the transportation system, 
but added “that concept has been 
changed by the course of events already.” 


In the course of questions concerning 
the estimated savings set forth in the 
motion filed by the Secretary of Agri- 
culture asking, in part, an investigation 
of rail operating efficiency, Mr. Childe 
said he was not an expert in any of the 
fields covered. Mr. Aronson said the 
witness had not made that confession 
before filing his direct testimony, or as 
part of the direct testimony. Mr. Childe 
replied that “I make it now.” 


When Mr. Aronson questioned the wit- 
ness about circuity of grain routes in 
connection with a suspension proceeding, 
James K. Knudson, representing the De- 
partment of Agriculture, said he would 
stipulate that in that case the depart- 
ment favored opening further routes for 
grain movement. He said he had pointed 
out already that the department was 
inconsistent to that extent and that he 
would have a frank statement to make 
when time came for argument. 


Later Mr. Childe said he took the posi- 
tion that circuity was wasteful, no mat- 
ter what commodity was involved, and 
that it should not be allowed. He said 
he would have taken the same position 
in the period when land grant rates were 
in effect. 

Mr. Bean was the final witness in the 
proceeding. He offered charts and 
tables to bring to date material con- 
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tained in'an exhibit he had ofi 

Ex Parte 166 in December of 1f 7 
that time, he said, agriculturai ; 
and income situations were desc: 
inflationary, that the “precariou 
war price levels” that had been 1 
their effect, and the prospect of 
level of agricultural and industri 
duction as a source of railroad 
“pointed to the conclusion that 
increases in freight rates were u: 
and could contribute to further 
tion and subsequent deflation.” 


Developments in 1948, he said 
ranted a similar conclusion “today”. He 
said the agricultural situation had in 
fact experienced its first substantial set- 
back from the relatively high postwar 
levels. In what he described as a “fluiq 
economic situation,” a further increase 
in freight rates could be expecied to 
have adverse effects on the farmers 
Share of the consumer’s dollar, on the 
farmers’ share of the national income, 
and in further stimulating rising price 
trends and at the same time accentuat- 
ing declining ones. 

The tables in his exhibit, he said 
showed that while prices received by 
farmers declined 49 points from 307 in 
January, 1948, to 258 in February, 1949, 
prices paid by farmers declined only 
nine points from 266 to 257. The ratio 
of prices received to prices paid, or the 
exchange value of an average unit of 
farm products for nonfarm products, 
had declined from 115 to 100, he as- 
serted, and that, including taxes and 
interest, the ratio had declined 17 points, 
from 122 to 105. 


In other words, he said, the general 
level of agricultural prices was now down 
about in line with official parity levels. 
He said any action, such as a general 
increase in freight rates, that would 
raise prices paid by farmers and lower 
prices received by them would put the 
farm price level below parity. 


Other tables and charts in his exhibit 
showed comparisons of farm and urban 
per capita income, the share of national 
income of those groups and the cost of 
living index for each, showing, in each 
case, a more favorable result for the city 
family. Another chart was a rate index, 
constructed by a method differing from 
that of Mr. Childe, but Mr. Bean said 
the “annual contours of the two indexes 
are practically identical since both repre- 
sent adjustments for changes in length 
of haul without adjustments for year to 
year changes in the composition of 
traffic.” 


Another chart, he said, showed that, as 
a result of increases in freight rates 
granted in the past three years, they 
were now no longer noticeably below the 
level of commodity prices. 


In a discussion of farm production, 
with reference to the amount of grail 
being held back by farmers, Chairmal 
Mahaffie suggested that the Commodity 
Credit Corporation might give Mr. Beal 
some very interesting information abou 
the wheat stiuation which would nd 
agree with his testimony. 

After Mr. Bean had completed his tes 
timony, Mr. Knudson read into the rec- 
ord statistics from a Department of 
Commerce study of trucking. He said 
the author of the study was present for 
cross-examination, but railroad counsel 
indicated they would reply as part of Te 
buttal statements because of lack of 
time to consider the material offered 2 
evidence. 


(See earlier story on page 49) 
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Traffic News Highlights of 25 Years Ago 
MOLI TLU LALO LULL LLL 


From Traffic World of March 15, 1924 


Discussing what he called “the flood 
of radical legislation poured into this 
session of Congress,” F. W. Sargeant, 
vice-president and general counsel, Chi- 
cago & North Western, referred particu- 
larly to a Senate resolution providing 
for an investigation into the so-called 
“propaganda” activities of the railroads. 
He said it would be just as sensible to 
adopt a resolution for an investigation 
“of the practice which permits an attor- 
ney to make an argument to a jury.” 
Also speaking at the annual dinner of 
the American Railway Engineering Asso- 
ciation, at Chicago, Sir Henry Thornton, 
president and chairman of the Canadian 
National Railways, approved the taking 
over of the Canadian National Railways 
by the Canadian government, and said 
that the experiment was working out 
satisfactorily. If the United States 
wanted to preserve private operation of 
railroads, he added, efforts would have 
to be made to alleviate general poverty 
and misery, because such moves were 
bred in “‘dissatisfaction with the existing 
system of wealth distribution.” 


* * * 


The New York Board of Trade and 
Transportation adopted a resolution op- 
posing the St. Lawrence seaway as a 
costly and impracticable scheme. In ad- 
dition to boards of engineers, there 
should be a committee of practical steam- 
ship men to determine whether ocean- 
going vessels would utilize the waterway 
if it were completed, the organization 
said. Existing evidence from shipping 
interests, it added, all indicated that the 
canal would be “practically useless” in 
developing a new outlet from the in- 
terior of the country to the sea. 


x * * 


A report of the Attorney General, made 
after an investigation ordered by a con- 
current resolution of Congress, showed 
that the shopmen’s strike of 1922 had 
cost the railroads directly $96,500,000, 
without taking loss of business, increased 
costs of doing business, and resulting 
claims for loss and damage into account. 
Protection and prosecution activities 
cost the Department of Justice nearly 
$2,000,000, the report said. About 270,- 
000 men went on strike, the general ef- 
fect of which “on the performance and 
Operations of the railroads . . . was to 
increase delays to freight, passenger and 
mail service approximately 50 per cent.” 
The report tabulated acts of violence in- 
cident to the strike as causing 19 deaths. 
There were 1500 “assaults by strikers on 
emplo; S and those seeking employ- 
ment”; 65 kidnappings; 8 cases of tarring 
aid fexthering; 50 burnings or dynamit- 
ing of bridges and 250 such attacks or 
attem>'s on other railroad property, 
While “he cutting of air hose, throwing 
of stones, firing of shots, placing foreign 
Substar.ces . . . in pipes, cylinders and 
other arts of locomotives, tampering 
with <‘ectrical equipment, removal of 
Cotter cing... placing of emery, sand 

er foreign substances in journal 
xcCurred so generally ... as to 

the compiling of the number of 
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College of Advanced Traffic is the 
educational division of the Traffic 
Service Corporation. It is affiliated 
with: 
Traffic World (weekly), Traffic 
World Daily, Traffic Bulletin, 
World Ports, Transportation Sup- 
ply News. 


THE COLLEGE OF ADVANCED TRAFFIC, 
founded in 1923, is the traffic school 
that is doing a good job today, both 
locally and nationally. 


The College now has three resident 
schools, many organized study groups, 
and hundreds of students enrolled in 
extension courses. 


For you, for your employees or asso- 
ciates, or for your friends, the College 
offers the best in traffic education. Its 
courses are geared to all levels: for 
beginners, for those now in traffic work 
wanting to advance, for those experi- 
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enced in traffic who want a refresher 
course and advanced traffic manage- 
ment, and even for those desiring to 
practice before the Interstate Commerce 
Commission. 


Actually, the name College of Ad- 
vanced Traffic stems from the fact that 
the College is advanced in the field of 
traffic education in such things as: 
course content, facilities, teaching meth- 
ods, teaching experience, personnel, 
national scope, advantages offered stu- 
dents, activity of alumni, success of 
graduates, and maintaining highest 
standards. 


COLLEGE OF ADVANCED TRAFFIC 


14 East Jackson Blvd., Chicago 4, Ill. 
Phone: Harrison 7-8649 


Minneapolis, Minn., Branch 


1200 Metropolitan Life Bidg. 
Phone: Lincoln 4252 


Detroit, Mich., Branch 


Ford Bldg., 615 Griswold St. 
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0.D.T. Director Comments 


On Hoover Propesals 


Director Johnson, of the Office of De- 
fense Transportation, in commenting, 
March 9, on the so-called Hoover com- 
mission’s recommendations with respect 
to the government’s. transportation 
activities, said the recommendations were 
excellent as far as they went but that 
they might have gone further. 


He referred, among other things to, a 
recommendation against establishment 
of a Department of Transportation at 
cabinet level. He said the commission’s 
suggestions did not go far enough be- 
cause they did not propose setting up 
such a department and because they 
would place transport agencies in the 
Department of Commerce without in- 
cluding the word “transportation” in the 
department’s title. 


Director Johnson referred to a state- 
ment he made one year ago before a 
subcommittee of the Senate committee 
on interstate and foreign commerce at 
a hearing on §. 1812, the Capehart bill 
for creating a transportation depart- 
ment. In that statement he suggested, 
among other things, that if there could 
not be a transportation department at 
cabinet rank the Department of Com- 
merce could be renamed the Department 
of Transportation and Commerce. 


He said he would place the word trans- 
portation first in the department’s title 
because transportation was more im- 
portant in that commerce depended first 
on transportation. 


Director Johnson said he was in favor 
of combining all transportation regula- 
tory functions in one agency, such as 
the I.C.C., and the administrative func- 
tions in another, such as the Depart- 
ment of Commerce. He said he would 
“even take rates” to the administrative 
agency. He cited the fact that numerous 
rates were filed and became effective 
unless protested. His idea, he _ said, 
would be to let the administrative agency 
handle all rates unless protested and 
even then if adjustments could be made 
to the satisfaction of carriers, shippers, 
and interested parties. He said he 
thought the regulatory agency should be 
concerned only with rate cases in which 
there were controversies or legal ques- 
tions that could not be determined by 
the administrative agency. The regula- 
tory agency he likened to a supreme 
court in transport matters. 


In the course of his remarks Direc- 
tor Jonson commented favorably on 
the tronsfer of lighthouse administra- 
tion alcag with the Coast Guard to the 
Depart ent of Commerce. Lighthouses, 
- . Sal’. were an important element in 

€ transportation system and would be 
— ’ grouped with other transport 

Unctio:'s in that department. He com- 
- 8g e functions of lighthouses with 
— radio beams which were under 

€ su>orvision of the civil aeronautics 


admin::iration of th 
Comme =e. e Department of 
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Hoover Commission Task Force Proposes 
Internal |.C.C. Changes for Efficiency 


Would Have Cut Down Number of Bureaus from 15 to 9. Proposed 
Merger of Formal and Informal Bureaus and Handling of More 
Cases Informally. Chairman Would be Appointed by the President. 


The “task force” report to the Hoover 
Commission on Organization of the Ex- 
ecutive Branch of the Government made 
12 general conclusions and recommenda- 
tions to that commission on the regula- 
tory commissions. The report is in the 
form of an appendix to the Hoover 
Commission report to Congress on the 
regulatory commissions (see Traffic 
World, March 5, p. 19). 

The “task force’ found the independ- 
ent regulatory commission a useful and 
desirable agency “where constant adap- 
tation to changing conditions and dele- 
gation of wide discretion in administra- 
tion are essential to effective regulation.” 

It also found that independence of 
such commissions did not create such 
problems of coordination with the rest 
of the government as to prevent their 
use for tasks calling for their special 
advantages, but thought the regulatory 
agencies should not be entrusted with 
executive or operating functions except 
to the extent essential to their regula- 
tory work. 

It also felt that the chairman of each 
commission should be designated by the 
President and should serve as chairman 
at his pleasure but that the chairman 
should not himself conduct the adminis- 
trative supervision of the bureaus and 
divisions or the management analysis, 
those to be entrusted to an executive 
officer reporting to the chairman. 

Other conclusions and recommenda- 
tions had to do with improvement of, the 
administration of the commissions, more 
time to be given by them to developing 
standards and objectives and to planning 
the regulatory program, with more dele- 
gation to staff members, placing of re- 
sponsibility for the completion of specific 
tasks, and the extension of informal pro- 
cedures and simplification and shorten- 
ing of formal proceedings. 

What it had to say about the Inter- 
state Commerce Commission is typical. 


Comment on I.C.C. 


“The Commission is the oldest of the 
independent regulatory commissions,” 
said the task force in its opening re- 
marks on that body. “Established by the 
act of 1887, it has set the pattern for 
much of the subsequent development of 
other similar bodies. Its reputation for 
impartiality, independence, and expert- 
ness in its decisions, and for full pro- 
cedural safeguards for interested parties 
have undoubtedly contributed to the 
standing of the independent commis- 
sion.” 

After a review of the functions and 
organization of the Commission, the task 
force said most carriers, shippers, and 








students of transportation appeared to 
agree that its independent status should 
be maintained. That independence, it 
added, was “quite real and has a definite 
and important effect upon the develop- 
ment of transportation policy.” 

“Major rate controversies have severe 
political repercussions; sectional and 
group interests are deeply involved in 
such proceedings,” continued the task 
force. “In the hands either of the legis- 
lature or the executive, their solution 
would tend to become trials of political 
strength.” 


Independence of the legislature and 
the executive branches had been marked 
throughout the Commission’s history, 
the task force said, and its “traditional 
isolation”, leading to the criticism that 
it ignored too completely general eco- 
nomic conditions and government policy 
in other fields, clearly was an issue that 
“comes ultimately to a matter of degree.” 
After noting that legislative limitations 
and procedure stood in the way of rapid 
coordination in times of crisis, requiring 
an agency such as the Office of Defense 
Transportation during the war, the task 
force continued: 


“Even in peacetime, it may be that 
the Commission should attempt to keep 
itself better informed of the larger eco- 
nomic context of which its regulatory 
work is inevitably a part in order to give 
it such weight as is proper under the 
statutory rule of rate-making governing 
its actions. We believe that the appoint- 
ment of the chairman by the President, 
as hereafter recommended, would facil- 
itate this desirable awareness without 
impairing the independence of the Com- 
mission.” 

Asserting the quality of commissioners 
was vital to attainment of the benefits 
of “the commission form,” and that in- 
tegrity was a first consideration and 
large capacity for work important, with 
broad experience in the field, as a rule, 
advantageous, the task force said that 
“actually, appointements have been of 
a mixed quality.” Not a few had been 
political, it added, but that many of 
these appointees had nevertheless made 
good commissioners. At times, it con- 
tinued, appointees from the minority 
party appeared to be better qualified, 
since the President was less subject to 
partisan obligations and pressures. The 
tradition of reappointment was strong, 
it said, and that the Commission had 
always had a nucleus of very able mem- 
bers, but that “appointees have only 
rarely been the best men available.” 
This fact was disturbing, the task force 
said, adding no useful purpose would be 
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served by prescribing more specific quali- 
fications by statute. It could only be 
hoped that the importance of the ap- 
pointments would be clearly recognized, 
it said, adding that “one definite aid in 
securing able men would be a substantial 
increase in salary in conformity with its 
general recommendation.” 


Commission Too Large 


The task force thought the 11l-man 
Commission impedéd expeditious han- 
dling of matters requiring “full Commis- 
sion action.” It seemed likely a smaller 
Commission, such as one of seven mem- 
bers, would facilitate superior confer- 
ence work, fuller exchange of views, and 
more expeditious action, the task force 
said, but that such a reduction might 
not be feasible unless the burden on the 
commissioners could be reduced by the 
greater use of informal procedures, re- 
lief from administrative details, and 
other improved methods. It did not rec- 
ommend the reduction until those meas- 
ures had been made effective, but did 
“strongly urge that the possibility be 
fully explored, especially in the light of 


the administrative improvements rec- - 


ommended in this report.” 


Status of Chairman 


The task force found the present or- 
ganization of the Commission with a 
rotating chairman serving for only one 
year and its 15 bureaus administered by 
the individual commissioners resulted in 
“little centralized administrative leader- 
ship.” Some of the shortcomings in the 
Commission’s operations seemed trace- 
able, in part at least, to this condition, 
it said, among them: (1) The inadequate 
coordination of policies between different 
bureaus handling related problems; (2) 
the overburdening of the commissioners, 
especially with administrative details; 
(3) the delay in disposing of many mat- 
ters considered in the section of the re- 
port dealing with procedural expedition; 
and (4) the inadequacy of the planning 
and research programs of the Commis- 
sion. 


The task force said while there were 
certain advantages in the rotation of 
the chairmanship, such as educating 
newer commissioners in the over-all work 
of the agency, eliminating competition 
for the chairmanship, and avoiding di- 
vision of the Commission into supporters 
and opponents of the chairman, in its 
opinion the disadvantages outweighed 
these benefits. 

As the chairman could only just begin 
to understand the demands of the posi- 
tion in one year, he could never be much 
more than a presiding officer. Some 
commissioners, though qualified as mem- 
bers, were not well fitted for adminis- 
trative work or leadership, the task force 
said, adding that, consequently, the vital 
part of the agency’s task that was per- 
formed by commissioners themselves was 
at present little directed or stimulated 
by formal leadership. 

“For the reasons already summarized,” 
it continued, “it appears that the Com- 
mission needs firmer leadership, not only 
of internal administration but for ex- 
ternal relations as well.” 

This need could only be met by making 
the chairman the administrative head 
of the agency without changing the 
equal status of the members in the mak- 
ing of policy or substantive decisions, 
the task force asserted. Appointment by 





the President, it thought, would con- 
tribute to the stature of the position and 
facilitate the centering of administration 
under him. 


After saying decisions should be made 
by the Commission as a whole and the 
chairman’s tenure as a member would 
still be secure and not subject to Presi- 
dential termination, the reporting task 
force said the chairman should delegate 
administrative details to the Bureau of 
Administration, whose chief, it added, 
should develop into an executive officer 
reporting to the chairman. The Com- 
mission should still pass on the most 
basic matters of administration, such as 
appointments of bureau heads and any 
extensive revision of staff organization, 
but the chairman should be responsible 
for regular administration, and for in- 
suring that the work of the Commission 
was handled efficiently and with dispatch 
and sources of delay discovered and cor- 
rected, it asserted. 


Bureau Consolidations 


The task force said the organization 
of the Commission’s bureaus on two 
theories, some corresponding to types of 
carrier and others to types of functions 
or activities, created some conflicts of 
policy and impeded the handling of cases 
involving intercarrier competition. Thus, 
it said, there was some lack of coordina- 
tion in the lines of decision by the sev- 
eral divisions where related provisions 
of the act were being administered. As 
a result of the present organization, it 
said, separate bureaus dealt with rail 
cases, motor carrier cases, and water 
and forwarder cases in ‘certain matters, 
and such cases also went to separate 
divisions of the Commission. 


The bureaus should be reorganized to 
foster coordination of policy within the 
Commission and facilitate development 
of a more adequate policy for the con- 
trol of intercarrier competition, said the 
task force, adding that the Commission 
had taken some steps in this direction 
by transferring functions from the car- 
rier type bureaus to functional bureaus, 
such as the bureaus of finance and ac- 
counts. 

“To complete this shift,” it continued, 
“our staff recommends the elimination 
of the bureaus of motor carriers and of 
water carriers and freight forwarders, 
and transfer of their functions to the 
several existing bureaus dealing with 
various phases of the regulatory task. 
For example, all certificate and finance 
work might be consolidated in the Bu- 
reau of Finance. In each type of trans- 
portation, entry and abandonments are 
related: to developments in the other 
types, and’ the standards are not so dif- 
ferent as to prevent the exchange of 
employees as work load fluctuates.” 

The staff of the task force also sug- 
gested a new bureau of rate and service 
cases to bring together the present bu- 
reaus of formal and informal cases and 
the Section of Complaints from the Bu- 
reau of Motor Carriers. This, it said, 
would have the additional advantage 
of improving the work now handled by 
the Bureau of Informal Cases and close 
relationship with the Bureau of Formal 
Cases would facilitate the screening of 
cases to find those amenable to informal 
settlement, increase the incentive to try 
informal methods, and permit the most 
efficient use of examiners. The task force 
said also the staff suggested that the 
bureaus of enforcement and inquiry be 
combined. 

If the department of transportation 
was established, said the task force, the 
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bureaus of locomotive inspectioz 
and service, and the Bureau o 
Carrier safety functions should | 
ferred to that department. 


The result of these transfers =z 
solidations would reduce the nu 
bureaus from the present 15 to 9, 
ing the proposed bureau of Adn: nistra. 
tion, the report continued, wi ich, it 
said, should make the administrative 
task within the Commission mor® man- 
ageable. Even more important, i: would 
promote consistency in applying the 
statutory standards, it added, and that 
along with the changes should go up. 
grading of the positions of bureat heads 
and section chiefs to raise their “stature 
and compensation.” 


To further the coordination of various 
classes of cases it would also seem de- 
sirable to reduce the divisions of the 
Commission from five to four dealing, 
respectively, with rates; finance, ac- 
counts, and valuation; certificates and 
permits; and administration and en- 
forcement, the task force said. 

It was said the system of having re- 
porting commissioners supervise the ad- 
ministration of the individual bureaus 
had some disadvantages and some ad- 
vantages. Some specialization among the 
commissioners probably was necessary 
and inevitable, tending to keep the 
commissioner informed about the prob- 
lems in the assigned bureau and giving 
the bureau a commissioner to whom to 
turn for guidance, it said. If the pro- 
posals for improving administration were 
adopted, it continued, the system of re- 
porting commissioners should not involve 
them in administrative detail. On bal- 
ance, it concluded, the benefits and 
tradition of the Commission appeared 
to justify continuance of the reporting 
commissioners. 


Procedural Expedition 


After a brief reference to criticism of 
the Commission procedure as being too 
slow, and saying in the average case 
parties themselves caused much delay by 
requests for postponements and insist- 
ence “to the utmost” on _ procedural 
rights, the task force said there was 
“significant delay within the agency it- 
self both at the staff and Commission 
levels.” No single step was likely to speed 
the flow of the average case, it said, but 
a number of steps taken together might 
improve its handling. It suggested every 
possible effort to use the informal pro- 
cedures to keep cases off the formal 
dockets and to settle as many of the 
formal cases as possible, strengthening 
the Bureau of Informal cases both in 
the number and grades of its employees 
to enable staff members to make active 
efforts to settle the more difficut im- 
formal complaints in lieu of mere Ccor- 
respondence. As to examiners, it said: 

“Handling of the formal dockets will 
be speeded and improved in quality if 
the grade of examiners is raised both 
for hearing purposes and for research 
and report writing. This would help 
secure and retain the best personnel 
these positions. Staff time could be sav 
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missio’. the task force said, observing 
the present provisions minimized the 
possibi!.ty of securing decisions accept- 
able tc the parties since all that was 
necessa:y to place a case before a divi- 
sion was to take exception to the report. 
Boards of employees were at present 
little used for initial decision, it said, 
put that the “vital and successful work 
of the fourth section and suspension 
poards suggest the possibilities.” 

In the formal proceeding it suggested 
progress by substituting verified state- 
ments for oral testimony, closer control 
of cross-examination and argument, and 
curtailing cumulative testimony. Com- 
missioners might be relieved by having 












20 up- 
u heads 
“stature 








larger cases, even though it might be 
desirable in some instances for commis- 
sioners to take testimony. It was worth 
exploring also whether the requirements 
of hearing might not be eliminated from 
the statute for certain classes of cases, 
the task force said. 


Research and Policy 


“Although the independence of the 
Commission should be highly favorable 
for the conduct of impartial research, 
the Commission has done only limited 
work of this sort,” it continued. “More- 
over, it has shown reluctance to tackle 
serious transportation problems, and on 
its own initiative to proffer advice to 
the Congress and the executive.” 

Thus, where special studies were neces- 
sary, it said, Congress had often en- 
trusted them to specially created tem- 
porary bodies such as the Federal Co- 
ordinator and the Board of Investiga- 
tion and Research, “apparently due to 
a lack of confidence in the energy with 
which the Commission would undertake 
such work.” 

Also useful would be the study by the 
Commission’s research staff of its de- 
cisions, its policy formation, their direc- 
tion, and implications. Moreover, said 
the task force, alternatives lying within 
the lawful discretion of the Commission 
could be explored. A capable research 
staff, it said, could help meet the need 
felt by many commissoners for a better 
opportunity to analyze'in broader terms 
how regulation was developing. Also, it 
said, they could promote desirable co- 
ordination by calling attention to the 
relations between decisions in the several 
areas of regulatory activity. 
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Brookings Recommendations 


The task force concluded its section 
dealing with the Commission with a 
reference to the Brookings Report on 
Transportation, a report prepared by the 
Brookings Institute, a Washington, D. C. 
Tesearch organization. 

That report proposed the abolition of 
the Maritime Commission and the Civil 
Aeronautics Board and the transfer of 

er regulatory functions to the Inter- 
state Commerce Commission, said the 
task force, adding that, in discussing 
those two commissions, it had stated its 

Teasons for disagreeing with the rec- 

ommend ation. 

Cingly, it said, the task force 
ndations for the Commission 
ontemplate the transfer of the 

wo agencies and would require 

dification if the Brookings rec- 
i.tions were adopted, making re- 

n the size of the Commission 

2asible.” Also it said, the reduc- 
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examiners hear testimony even in the 


bureau for air regulation and to enlarge 
the Bureau of Water Carriers and 
Freight Forwarders, probably also mak- 
ing necessary continuance of a separate 
Bureau of Motor Carriers. Some changes 
in the composition of the Commission 
itself would also be necessary if the 
Brookings report were adopted, said the 
task force, adding that “it would be 
highly undesirable to give specific rep- 
resentation to types of carriers on the 
Commission, even though some commis- 
sioners might necessarily come to spe- 
cialize to some degree in the types added 
to the Commission’s control.” 

In other sections of its report dealing 
with the C.A.B. and the Maritime Com- 
mission, the task force recommended 
their continuance as independent agen- 
cies. 





Trade Policies Committee 
Issues Interim Report on 
Freight-Absorption Bills 


The trade policies subcommittee of the 
Senate interstate and foreign commerce 
committee headed by Senator Johnson, 
of Colorado, who also is chairman of the 
full committee, has issued an interim re- 
port of 72 printed pages, together with 
a five-page appendix, on its study of 
Federal Trade Commission pricing poli- 
cies, including “freight absorption” and 
“delivered prices.” 


The report set forth the committee’s 
recommendations with respect to S. 236, 
the Johnson-Capehart freight-absorp- 
tion bill, and S. 1008, the so-called mora- 
torium bill introduced by Senator Myers, 
of Pennsylvania, and noted that refer- 
ence of those two measures had been 
changed to the Senate judiciary com- 
mittee. 


In making the recommendation that 
S. 1008 be referred to the Senate judi- 
ciary committee, the subcommittee said, 
it was “pleased to have been assured 
that the committee on the judiciary will 
promptly consider and report on S. 1008.” 
It was stated that the report had been 
adopted unanimously by the five-man 
subcommittee, comprising Senators 
Johnson, Myers, McMahon, of Connecti- 
cut, Capehart, of Indiana, and Brewster, 
of Maine. 


Senator Johnson said that one section 
of the report was devoted to the history 
of the activities of the F.T.C. in the last 
25 years in the direction of requiring 
f.o.b. mill pricing for industry, and that 
another section referred to “the current 
confusion as to the legality of competitive 
freight absorption and delivered prices, 
showing how that confusion had resulted 
from the public statements and court 
briefs of the Federal Trade Commission.” 


“T am still in favor of passing perma- 
nent legislation to clarify this situation, 
and would like to see the Congress enact 
the Johnson-Capehart Dill,” Senator 
Johnson said. 

However, he said, some members of 
Congress did not want to pass permanent 
legislation until after the Supreme Court 
had passed on the so-called Rigid Steel 
Conduit case, in line with the recom- 
mendation of the Justice Department’s 
anti-trust division. Only because he felt 
a need for immediate action, he added, 
had he approved the moratorium bill 
which he believed might be enacted 
speedily by both Houses of Congress. 

Reports to the effect that he had lost 
interest in the problem and that his com- 
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mittee had refused to support him on 
S. 236 were “false and completely without 
foundation,’ Senator Johnson said. He 
said there was no major disagreement in 
the committee, but that the urgency of 
the situation required legislation at this 
session and that the moratorium bill 
now seemed to be “the best answer.” 


Jurisdictional Question 


In the subcommittee’s report it was 
stated that the legislative reorganiza- 
tion act of 1946 provided that the Senate 
interstate and foreign commerce com- 
mittee should have jurisdiction over 
interstate and foreign commerce gen- 
erally and the regulation of interstate 
and foreign transportation legislation, 
while it also provided that the Senate 
judiciary committee should have juris- 
diction over judicial proceedings and the 
protection of trade and commerce 
against unlawful restraints of trade. 


“The provisions of that act,” the re- 
port continued, “are such as to raise a 
question as to jurisdiction of S. 236 by 
this committee. Amendments to the 
Federal Trade Commission act are under 
the jurisdiction of the committee on 
interstate and foreign commerce, but 
amendments to the Clayton act are 
under the jurisdiction of the committee 
on the judiciary. The provisions are so 
closely related that it is not feasible to 
intelligently . separate the proposed 
amendments to each of those acts. The 
subcommittee therefore recommends that 
the committee on interstate and foreign 
commerce transmit S. 236 to the com- 
mittee on the judiciary for its further 
consideration.” 


In discussion of S. 1008, the subcom- 
mittee said that its comments with re- 
spect to the jurisdiction of the Senate 
Judiciary committee as to the subject 
matter of S. 236 were applicable to S. 
1008. 





Southwest Advisory Board 
To Hear W. G. Vollmer 


W. G. Vollmer, president of the Texas 
& Pacific Railroad, will speak on the 
subject, “What Is the Trouble?” at a 
luncheon meeting March 18, to be held 
in conjunction with the meeting of the 
Southwest Shippers Advisory Board, The 
luncheon in the Buccaneer Hotel, Gal- 
veston, Tex., will be sponsored jointly by 
the board and the Transportation and 
Foreign Trade Club of Galveston. 

The general board meeting will con- 
vene at 10 a.m. with General Chairman 
Frank Cross, district traffic manager, 
General Mills, Inc., Oklahoma City, pre- 
siding. Dr. Jean D. Neal, associate pro- 
fessor of transportation, University of 
Texas, Austin, will speak on “Some Cur- 
rent Problems in the Transportation of 
Perishables.” C. R. Megee, vice-chair- 
man, car service division, Association of 
American Railroads, Washington, D.C., 
will report on general transportation con- 
ditions. A discussion of freight loss and 
damage problems will be led by A. L. 
Green, of Chicago, special representative, 
A.AR. freight claim division. C. P. Was- 
son, district manager of the A.A.R. in 
Dallas, will report on transportation con- 
ditions in the southwest. 

Meetings of the executive, railroad con- 
tact, less-carload transportation, and 
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joint loss and damage prevention com- 
mittees will be held March 17, with a 
joint luncheon meeting of all commit- 
tees scheduled for 12:30 p.m. The less- 
carload committee has .docketed several 
important subjects, such as improved 
methods of billing interline freight, co- 
ordinating rail-motor service and sched- 
ules, more liberalized credit on less-car- 
load interstate shipments, according to 
Paul G. Stallings, chairman. 

The loss and damage prevention com- 
mittee, under the chairmanship of H. F. 
Easterling, will discuss plans for the 
April Perfect Shipping campaign. 





A.T.A., N.H.U.C. Comment 
On Highway User Taxes 


Peter T. Beardsley, attorney for the 
American Trucking Associations, Inc., 
said March 6 the trucking industry was 
paying more than 30 per cent of all high- 
way user taxes, even though all trucks 
constituted only 15.8 per cent of the 
total number of vehicles. 

Addressing the Tampa (Fla.) Traffic 
Club as guest speaker at its Motor Truck 
Day, Mr. Beardsley said motor trucks 
had helped make possible our modern 
road system. 

“Some people,” he said, “still have the 
idea that trucks are not paying their 
way. Such folks may be surprised to 
learn that in 1946, for example, trucks 
paid in special taxes the staggering total 
of $762,000,000. What do I mean by spe- 
cial taxes? I mean gas taxes on the 
5,800,000,000 gallons of gas they use. I 
mean excise taxes on 480,960,000 quarts 
of oil; I mean license plates and ton- 
mile taxes and gross receipts taxes and 
all the other types of taxes created es- 
pecially for motor vehicles and particu- 
larly trucks. I don’t mean income taxes 
or property taxes on offices and termi- 
nals. 

“And how much is this $762,000,000 in 
terms of highway building and mainte- 
nance costs? It is an amount equal to 
the 1946 total spent by all the states for 
new roads—40,000 miles of new roads!” 

Mr. Beardsley said the trucking indus- 
try had never asked that a single mile 
of road be built for it and had not, up to 
now, taken any part in road planning 
and construction, “for the simple reason 
that it is necessary to build roads of 
such width, thickness ahd quality for 
passenger car use that the trucks also 
can use them.” Our roads, he said, were 
built to their present specifications, not 
to stand up under truck use, but to 
stand up under weathering, frost, and 
water, “which are the great enemies of 
long life of highways.” 

In the future, however, the trucking 
industry must take an active part in road 
planning, he continued, because there 
recently had been some fantastic pro- 
posals for the building of “super-dooper” 
highways costing billions of dollars, the 
cost to be borne largely by motor vehicle 
users. He pointed out that the truck op- 
erator, whether private or for-hire, did 
not pay taxes himself in the final 
analysis, but passed them on to the busi- 
nessman and the consumer in the form 
of increased rates for his services or in- 
creased prices for the products he hauled 
in his own trucks. 

“America is geared to the highway,” 


Mr. Beardsley said. “Today, we can 
build our homes, our stores, and our fac- 
tories wherever we please—sure in the 
knowledge that our customers can get 
to us and our goods can be brought to 
us. Modern highways have made us for- 
ever free from the need to herd together 
in great cities as once we had to do.” 


N.H.U.C. Comment 


The nation’s highway users are bear- 
ing their heaviest national and state 
tax load, says the National Highway 
Users Conference. 

“The state tax bill may be increased 
by efforts in 23 states to raise gasoline 
tax rates,” it continues. “On the federal 
side, highway users buying new cars or 
other vehicles, repairing old ones, or 
buying gasoline and oil or tires and 
tubes, paid a new record of $1,179,865,000 
in temporary federal automotive excise 
taxes in 1948. These emergency taxes 
go into the government’s general funds. 
Hundreds of highway user groups, repre- 
senting a combined membership in the 
millions, have called for. their repeal. 

“A new record was also set by high- 
way users’ payments of special state 
taxes used for highway purposes. They 
increased some 55 per cent in 1948 over 
1941, reaching an unprecedented total 
of $1,836,000,000: These payments by 
highway users increased at a much 
faster percentage rate than the funds 
made available for highway purposes 
from state and local general funds. 

“According to an N.H.U.C. survey, 
slow progress is thus far being made by 
advocates of higher state gasoline taxes. 
In most cases, motor vehicle taxpayers 
are demanding proof of the need for in- 
creases, and also urging more efficient 
spending of revenues already available. 
In none of the 23 states where increases 
have been proposed has one been en- 
acted into law as yet this year.” 





Rail Car Supply Conferees 
Decide to ‘Wait and See’ 


Three members of the Senate inter- 
state and foreign commerce committee 
who held a two-hour conference March 
5 with representatives of the Associa- 
tion of American Railroads, the Com- 
mission and the Office of Defense Trans- 
portation to ascertain whether the back- 
log of railroad orders for new freight 
cars had declined to such an extent that 
the railroads might not be able to handle 
an expected increase in traffic volume 
in the late summer and early autumn 
months, concluded that it would not be 
advisable to press for immediate plac- 
ing of large orders for new cars by the 
railroads (see Traffic World, March 5, 
p. 41). 

It was stated after the meeting that 
the Senate committee members who had 
called the conference—Chairman John- 
son, Senator Reed, of Kansas, and Sen- 
ator Myers, of Pennsylvania—felt that 
they should let the matter “ride” for a 
while, until they could see whether the 
present decline in business on the rail- 
roads would continue. In the event of 
an early upswing in railroad traffic vol- 
ume, it was indicated, the three sen- 
ators might try to induce the railroads 
to increase their new car orders. 

Present at the conference with the 
senators were: Chairman Mahaffie, of 
the Commission; Director Johnson, of 
the Office of Defense Transportation; 
President William T. Faricy, of the 
A.A.R.; James H. Aydelott, vice-presi- 
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dent, operations and maintenance, of 
the A.A.R.; Chairman Arthur H. Gass 
of the AAR. car service divisicn, ang 
Ralph Clark, manager of the closed cay 
section of that division. 





Large ‘Pan Am’ Airline 


Gets Impressive Send-cif 


Pan American World Airways was host 
to a crowd estimated at more than 2,0 
persons at a Washington National Air. 
port hangar the afternoon of March 5 
as the first of its new “America” class 


. clippers—a 75-passenger, double-decked 


Boeing Stratocruiser powered by four 
3,500-horsepower engines equipped with 
turbosuperchargers—was christened by 
Miss Margaret Truman, daughter of the 
President, at the conclusion of a program 
in which Vice President Barkley was 
one of the speakers. 


Other speakers in the pre-christening 
program were: Juan T. Trippe, president 
of Pan American World Airways; Wil- 
liam M. Allen, president, Boeing Airplane 
Co.; Chairman Joseph J. O’Connell, of 
the Civil Aeronautics Board, and Sena- 
tor Johnson, of Colorado, chairman of 
the Senate interstate and foreign com- 
merce committee. The airline served 
refreshments to all the guests after the 
ceremonies. 

According to information issued by 
Pan American, the clipper “America” is 
the first of 20 aircraft of the same class 
to be placed in service “between now 
and August” and will be operated be- 
tween the west coast and Honolulu, 
Hawaii. Each of the new clippers, it 
was stated, cost about $1,500,000. De- 
scriptive material about the clipper 
“America,” prepared by Pan America, in- 
cluded the following: 

“The Stratocruiser has a normal op- 
erating altitude of from 15,000 feet to 
25,000, above surface storms and rough 
air. It is the first commercial transport 
to be equipped with turbosuperchargers. 

Its speed is over 300 miles per hou 
and its payload is approximately 25,000 
pounds. 

“Late this summer when the 19 new 
sister ships of the clipper ‘America’ have 
been delivered,” said Mr. Trippe in his 
address at the christening ceremony, “the 
capacity of our overseas air fleet will be 
increased by 40 per cent. For the first 
time, sufficient equipment will be avail- 
able to provide low cost tourist class 
service to Europe and to the Orient as 
well as South America. 

“Tourist class fares to Europe can be 
at least one-third below first class rates. 
There is no reason, therefore, why a 
tourist-class air trip to Europe this fall 
should cost more than $225. That is our 
objective. That we will seek to do if 
foreign governments concerned permit 
and we are very hopeful that they wil 

. With low tourist-class fares . . - 
air travel abroad will no longer be limited 
to a privileged few...” 

Mr. Allen said that the clipper “Amer 
ica” had “the same engines and the same 
wing that carried the B-50 nonstop 
around the world.” 


Barkley, O’Connell 


Vice President Barkley said that “per 
haps no other civil activity of ovr people 
bears any more direct and intimate rela- 
tionship to our country’s secuity = 
does our civil aviation.” His si sequet 
remarks included the following 

“Not many persons can afiord more 
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than two or three weeks away from the 
responsibilities of family and work. But 
with new planes such as this, a vigorous 
civil aviation with mass air transporta- 
tion as its goal can enable our people to 
visit abroad—and people from foreign 
countries to visit us. Mass air trans- 
portation can bind men closer together 
by shortening the distances between 
their minds. . . . Only in free countries 
where private enterprise remains un- 
chained can aviation develop to such an 
extent . . Slave labor may build but 
cannot be creative . In christening 
the clipper ‘America,’ we are launching 
another wing for peace .. .” 

Chairman O’Connell, of the C.AB., 
said the clipper “America” was “the 
largest and fastest airliner yet to be 
flown in commercial service on the air- 
ways of the world,” and that the christ- 
ening of it was “an event that is signif- 
icant in the history of transportation 
and in the development of aviation.” He 
said that, 100 years ago, American clipper 
ships of the sea had given this country 
“our first and only leadership in interna- 
tional transportation,” and that in the 
present christening ceremony “we are 
again celebrating our active participation 
in international commerce.” 

“This time.” he added, “we are stating 
boldly that we intend to continue par- 
ticipating in international commerce by 
maintaining our leadership in world air 
transportation.” 

He said that, since enactment of the 
civil aeronautics act of 1938, the foreign 
air transport system of the United States 
had developed, with U.S. government as- 
sistance, to the point that it now served 
all the continents of the world and was 
certificated to serve more than 178,000 
route miles. He said it was significant 
of the growth of international air trans- 
portation to note that “some 195,000 pas- 
sengers” were carried across the North 
Atlantic in 1947. It was even more im- 
portant, he added, to note that 73 per 
cent of these passengers were transported 
by American flag carriers. 

“The increased speed of this new air- 
liner will make possible an increase in 
the frequency of schedules; the increased 
size of the aircraft will begin to open 
up markets of mass transportation by 
air,” he said. “The Boeing Airplane Co. 
and Pan American Airways are to be 
congratulated for contributing to such 
development by producing and operating 
the clipper ‘America.’ ” 

Senator Johnson said the clipper 
“America” was “the latest and _ best. 
fruit” of the “progressive and construc- 
tive” policy of Congress of fostering and 
encouraging development of a sound civil 
aviation transport system capable of 
Setving the air traveling peoples of the 
world. He said the clipper was “a 
breath-taking tribute to American ven- 
ture and creative genius” and a means 
ane good will throughout the 


Examiner Stiles Retires 


mmission. has announced the 
€ it of Chester E. Stiles, March 
1 his position as a hearing ex- 
1 the Commission’s Bureau of 
‘ases, after more than 38 years 
Ohtiious service in the government, 
Which it said had been spent almost en- 
tirely with the Commission. 

Commission officials and friends pre- 
sented Meg. Stiles with parting gifts. 

In 1919. Mr. Stiles accepted a position 
With the Hydrographic Office of the 


of conti: 


Navy Department, in Washington, DC., 
and transferred within a few months to 
the Commission, where he had been 
employed ever since. The Commission 
said Mr. Stiles had earned marked rec- 
ognition for his lectures and writings in 
the field of transportation law, particu- 
larly with respect to demurrage, routing, 
and stopping in transit. 

While employed by the Commission, 
Mr. Stiles attended evening classes at the 
Washington College of Law and received 
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a degree of Bachelor of Laws in 1917. 
Thereafter, he was successively assistant 
chief of the Commission’s Bureau of 
Formal Cases, assistant attorney, attor- 
ney-examiner, and, in 1929, was made 
senior examiner in the bureau. In 1947 
he was appointed hearing examiner un- 
der the administrative procedure act. 


Presidential Emergency Board Criticizes 


Switchmen's Union Attitude in Dispute 


Says Union ‘Bluntly Stated that It Would Accept Only Such 
Recommendations of This Board as Might Be Favorable to It’ 
And Would Persist in Its Intention to Strike Otherwise. 


In one of the most critical reports is- 
sued by an emergency board created un- 
der the provisions of section 10 of the 
railway labor act—the “cooling off” part 
of that law—the board appointed by 
President Truman recently to investigate 
and report on a dispute involving the 
Denver and Rio Grande Western Rail- 
road Company and certain of its em- 
ployees represented by the Switchmen’s 
Union of North America has recom- 
mended that the parties arbitrate the 
dispute. 

The board had recommended arbitra- 
tion to the parties but it said the union 
refused to arbitrate. In a White House 
“release” accompanying the report, ap- 
peared the following: 

“It (the board) criticized the growing 
practice of utilizing strike votes for the 
purpose of procuring the creation of 
emergency boards, avoiding the regular 
processes available for peaceable settle- 
ment of disputes which the railway labor 
act provides, and pointed out that, un- 
less this practice is stopped, there is 
danger that the railway labor act will 
be rendered useless.” 

The members of the Board were Frank 
M. Swacker, of New York City, chair- 
man, whose services in rail labor dis- 
putes’ have been utilized frequently; 
Judge Adolph E. Wenke, of the Supreme 
Court of Nebraska; and Leverett Ed- 
wards, of Oklahoma City, Okla., who also 
has participated in other rail labor dis- 
pute cases. 

The board was created by executive 
order of the President under date of 
February 14, 1949. 


Text of Board’s Report 


The text of the Board’s report, other 
than introductory, explanatory para- 
graphs, follows: 

“The threatened interruption of inter- 
state commerce which was the occasion 
for the appointment of the board was 
a strike which the union had called to 
enforce compliance with its demands for 
the settlement of some 150 grievances 
growing out of alleged violations by the 
carrier of various terms of the contract 
subsisting between the carrier and the 
union. 


Purpose of Act 


“The railway labor act which was en- 
dorsed by both railway labor and man- 
agement at the time of its passage was 
constructed so as to furnish an avenue 
for the peaceable settlement of disputes 
of every nature which might arise be- 


tween carriers and their employes. For 
the adjustment .of grievances growing 
out of alleged violations of existing con- 
tracts, it created the National Railroad 
Adjustment Board with headquarters at 
Chicago, carefully devised with respect 
to the various crafts in the industry, the 
first division of said board having cog- 
nizance of such disputes as involve 
switchmen; and that organization is 
represented by a designee on that board; 
in addition to the national board, the act 
contemplates that parties may have sys- 
tem boards local to a single carrier and 
its. employes; the act further makes 
provision for arbitration which may be 
utilized for the settlement of such dis- 
putes; and finally, it leaves the common 
law remedies through the courts avail- 
able. There are, thus, four distinct. 
forums to which recourse may be had: 
for the peaceable and just disposition 
of disputes involving grievances. 


Strike Vote Taken 


“Notwithstanding this, the union in 
the instant case, under date of January 
15, 1949, circulated an “official. ballot” to 
its membership calling for a vote on a 
strike with respect to these grievances, 
and an affirmative vote authorized the 
calling of a strike and setting of its date 
which was set for 8:00 a. m., February 
15, 1949. The carrier, although its offi- 
cers were deeply involved in relief work 
necessitated by the recent storms in the 
area, nevertheless, as early as possible, 
started conferences with the view to an 
examination of the grievances, and pro- 
“cured the assistance of a mediator from 
the National Mediation Board to assist 
in the conferences. The parties had 
not concluded the examination of all of 
the grievances up to the eve of the strike 
date, and the union refused to postpone 
it, as a result of which the appointment 
of this emergency board was sought by. 
the carrier. During those conferences, 
it is asserted by the carrier that the 
union took ‘the attitude that carrier 
should pay all the claims in dispute with- 
out regard to their merits, and if car- 
rier refused, organization would strike. 


“In the course of those conferences, 
some of the cases were settled. During 
the hearing before this board, a few 
additional ones were disposed of. 


“We have examined all of the remain- 
ing claims, and we are of the opinion 
that: Some of them are meritorious. 
Some are debatable. Some are without 
merit, a few even frivolous. Still others 
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are claims designed to procure an 
amendment of the contract by the device 
of claiming a violation of it instead of 
pursuing the orderly remedy provided by 
the Railway Labor Act for the amend- 
ment of the contract. 


“Inasmuch as this board is powerless 
to render any binding adjudication with 
respect to these claims, we besought the 
parties to agree to arbitrate them. The 
carrier expressed willingness to submit 
the disputes to arbitration, but the union 
refused to join therein. 

“There have been a few Emergency 
Boards appointed in somewhat similar 
circumstances where the disputes in- 
volved grievances, and some of them have 
reported recommending the manner of 
disposition that in their opinion should 
be made of the individual grievances. 


Position of Union 


“In the instant case, however, the 
union has bluntly stated that it would 
accept only such recommendations of 
this board as might be favorable to it 
and would persist in its intention to 
strike to enforce settlement of such others 
as this board might find unwarranted. 
In this situation we consider it would be 
a distinct disservice to make definitive 
recommendations with respect to the in- 
dividual grievances. 

“Under the design of the act, it is 
not its purpose to create Emergency 
Boards to pass on grievances. As before 
stated, the act expressly provides three 
forums and also leaves open the com- 
mon law for the disposition of disputes 
of this character. If there were any 
reasonable ground for supposing that 
the parties would in good faith accept 
our recommendations, we might have 
been disposed to make definitive recom- 
mendations even though we believe it to 
be a perversion of the act and one 
which, if persisted in, would soon destroy 
the usefulness of the National Railroad 
Adjustment Board, if not the whole act 
itself. For, if as is here openly admitted, 
the union, instead of going to the estab- 
lished form for the settlement of griev- 
ances, calls a strike creating an emer- 
gency resulting in the appointment of 
an emergency board, and then announces 
it will accept only favorable recommen- 
dations, the usefulness of the act will 
soon be destroyed. 

“Our only recommendation, therefore, 
is that which we made to the parties at 
the conclusion of the hearing and which 
the union rejected; that is, that they 
arbitrate the dispute. The record made 
before us is complete and would be 
available in the hands of a neutral ar- 
bitrator to make final and binding 
awards to dispose of the grievances; 
and we again urge it upon the parties.” 





C.S.D. Embargo 50-C Reissued 


The car service division of the Associa- 
tion of American Railroads has reissued 
its embargo 50-C, effective March 3, and 
has appended thereto a notice explaining 
that the reissued embargo contains no 
changes as compared to the previous 
issue, effective April 1, 1948, as modified 
since that date. It was stated at the 
AAR. that one purpose of the reissuance 
of embargo 50-C was to call attention 
to the fact that this embargo was still 
in effect. The embargo places restric- 
tions on export shipments of freight for 


purposes of compliance with general 
order 16-C of the Office of Defense Trans- 
portation and of avoiding congestion at 
ports. 





St. Louis Shippers Oppose 
C.S.M.F.B. Proposal to 


Increase Rates 10 Per Cent 


“With the present business decline, 
this is the wrong time to attempt to in- 
crease any rates, either rail or motor 
carrier,” M. J. Milsark, traffic manager, 
McQuay-Norris Manufacturing Co., St. 
Louis, told the C.F.A.-Central Rate Com- 
mittee of the Central States Motor 
Freight Bureau, March 8. 


Mr. Milsark, vice-chairman of the 
shippers’ conference, St. Louis Chamber 
of Commerce, led a delegation of St. 
Louis shippers who appeared before the 
C.F.A. committee at its hearing in the 
Palmer House, Chicago, in opposition to 
Docket 11476. 

This carrier proposal, which had been 
disapproved by the bureau’s standing 
rate committee and which disapproval 
was being appealed to the C.F.A. com- 
mittee, would increase all class and com- 
modity rates in Central Territory by 
10 per cent, and provide a minimum 
less-truckload rate of 65 cents a 100 
pounds. It would also apply to excep- 
tion-rated traffic. 

Mr. Milsark said that adoption of 
Docket 11476 would increase the present 
truck rates between St. Louis and Chi- 
cago as follows: First class, 14 cents a 
100 pounds; second class, 12 cents; third 
class, 10 cents; fourth class, 8 cents, and 
fifth class, 7 cents. 


Would Be Above Rail Rate 

The truck rates resulting from adop- 
tion of the proposal would exceed pres- 
ent rail rates (including the six per cent 
interim increase recently granted by the 
Commission in Ex Parte 168) by from 
one cent to 17 cents a 100 pounds, said 
Mr. Milsark. 

Now was the wrong time to increase 
any freight rates, he continued, “because 
it would have a tendency to further such 
decline and accelerate any depression 
which the public already fears is im- 
pending.” 

“We feel that if motor carriers and 
railroads took a firm position against 
any further increases in rates, it would 
not only stimulate and increase business, 
but would place the motor carriers and 
railroads in an advantageous position in 
their next contract negotiations with 
labor unions,” said he. 

Mr. Milsark said that the records 
showed that the for-hire motor carriers 
had increased their revenues 14.5 per 
cent, or $352,000,000, in 1948 as compared 
with 1947, or from $2,421,400,000 to 
$2,'774,000,000. 

“In the face of these figures, and op- 
erating ratios of from 90.7 to 92.2, we 
cannot see how you could possibly 
justify any increase in rates at this 
time,” he concluded, urging the commit- 
tee to uphold the action of its standing 
rate committee. 

Other St. Louis shippers to testify in 
opposition to Docket 11476, and Docket 
10276 (a carrier proposal to increase all 
class rates in Central Territory by es- 
tablishing surcharges) included the fol- 
lowing: M. E. Iten, traffic manager, 
Monsanto Chemical Co.; Charles J. 
Manelli, traffic manager, Sterling Alumi- 
num Products, Inc.; a representative of 
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Emerson Electric Co., and D. 
assistant traffic manager, Wagn 
tric Co. 


The Monsanto representative 
swer to a question from a truci 
that if any increases were need: 
should be placed on the traffi 
losses were occurring. He said he op. 
posed any horizontal increase. Mr. Itep 
said his company was reducing prices anj 
laying off help. 

“If these proposed increases go 
through, we shall have no alternative byt 
to go to private or contract carriage,” he 
said. 
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Truckers Would Lose Traffic 


Mr. Manelli said that any increase jn 
either truckload or less-truckload rates 
would adversely affect both shippers and 
carriers, by localizing business, forcing 
shippers to resort to private transporta- 
tion, and costing the carriers consider. 
able loss in revenue. 

“If necessary, in order to avoid these 
increases, we will look towards main- 
tenance of ‘spot stocks’ strategically loe- 
cated, and supply these stocks by our 
own private transportation,” he told the 
committee. 

In answer to a question from J. J. 
Byrne, of Anderson Motor, St. Louis, 
Mr. Manelli said that Sterling Aluminum 
had recently bought some _ trucking 
equipment and that its experience in 
operating privately had been “very fa- 
vorable.” 

Mr. Biggs of Wagner Electric said his 
company’s outbound tonnage had 
dropped from a monthly average of 11, 
000,000 pounds to 7,000,000 pounds since 
October, 1948. He presented an exhibit 
that showed that the proposed i0 per 
cent in truck rates would mean that rail 
rates would be from 13 to 16 cents a 
100 pounds under motor rates, to 12 
midwestern cities. 

“It would force Wagner to go to rail,” 
he said. 


Revolutionary Changes In 
Air Navigation Predicted 


Revolutionary changes in our air navi- 
gation and traffic control system will 
take place in the next 15 years, D. W. 
Rentzel, Administrator of Civil Aeronau- 
tics, predicted in an address at the presi- 
dent’s luncheon, Institute of Radio 
Engineers, March 8 at the Hotel Com- 
modore, New York City. 

He outlined a program in this field 
which, he said, would “have a major im- 
pact on the American way of living and 
on our ability to defend ourselves 1 
case of war.” He described the program, 
to which he said all significant groups 
connected with civil and military avia- 
tion had agreed, as having two stages. 

The first, or transition phase, which he 
said should be completed about 1953, in- 
cluded omni-directional radio ranges t 
blanket most of the country with statit- 
free signals, and associated with them 
would be distance-measuring equipment 
and an “electronic brain” called a course- 
line computer. These devices, said he, 
would make possible multiple airways 
between cities, relieving the tr2ffic coD- 
gestion which “already has passed the 
saturation point in many pars of the 
country.” 

Under the transition progy2m, M!. 
Rentzel said, ground-controlled approach 
radar to “talk pilots down” would be 
installed in conjunction with i:strument 
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D Bi janding systems at the busiest airports, 
ragt.: Ere’ (while «t other large airports surveillance 
er Elec. dar would be installed as a traffic con- 
, | aid. 
tive, in an. weihe ultimate program projected by 
iruck-cr, saidfiyr Rentzel for the 1960’s envisions new 
heeded, they applications of radar and television to 
raffi: wheref«olye the weather problems which 
said he op-Bjague aviation today” and “permit air- 
se. ltr. ItenBraft to fly their schedules with clock- 
18 Pr-ces and Hike precision and absolute reliability.” 
In case of war, said he, it “will give 
creases gofinstant warning of unfriendly aircraft” 


and “permit quick and heavy concentra; 
tion of airpower anywhere it is needed 
within the country.” 

“This tremendous new program, on 
which the Army, Navy, Air Force and 
C.A.A. are jointly agreed,’ Mr. Rentzel 
concluded, “will open the way for a 
whole new era of aviation in which the 
blessings of fast, safe, reliable low-cost 
transportation will be shared by every 
American citizen.” 

Mr. Rentzel gave credit to the Radio 
Technical Commission for Aeronautics 
for development of the program. 
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Rail Solvency Is Vital 
To National Defense, 
Says P. H. Middleton 


“With the sole exception of the armed 
forces themselves, no part of the com- 
plicated machinery of defense is more 
important than railway preparedness,” 
says P. Harvey Middleton, president, 
Railway Business Association, Chicago, 
in a booklet entitled “Railway Solvency 
Vital to National Safety.” ‘The associa- 
tion is a national organization of manu- 
facturers of railway equipment and 
supplies, which conducts research in 
transportation problems. 

“If there should be another war,” said 
Mr. Middleton, “it may not be pre- 
ceded by any formal declarations. The 
margin of safety between peace and 
war may be a matter of hours. If, in 
those, fateful hours, our railways were 
not fully prepared to transport our 
armed forces and their supplies to 
strategic inland points and to the sea- 
board, we should be at the mercy of 
any nation strong enough to challenge 
our power. 

“If the railways are to continue to 
serve the needs of our nation’s economy 
In peacetime, and also to be ready at 
any moment to handle the enormous 
additional traffic of a world war, their 
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the right to use all publicly owned and 
publicly maintained routes or ways, pro- 
vided that in every case the appropriate 
regulatory authority, after investiga- 
tion and public hearings, reaches the 
conclusion that such coordinated services 
will be in the public interest. 

“In the period from 1921 to 1947 the 
railways spent over $27 billions for the 
improvement and maintenance of the 
fixed plant (excluding all expenses for 
rolling stock). In other words, all of 
that money was spent on the ‘roadway’ 
over which about two-thirds of the com- 
mercial traffic of this country moves. 
Much of the improvement consisted of 
straightening out curves, cutting down 
grades, putting in better signals or com- 
munications, improving shop machinery 
and practices. These improvements, plus 
the building and buying of better loco- 
motives and cars, paid off—for the nation. 

“From 1921 to 1947 various agencies of 
the federal, state, and local government 
spent over $53 billions for the construc- 
tion and maintenance of highways, 
waterways, and airways. The amount 
of government money invested in trans- 
portation routes and ways was therefore 
about double the amount invested by 
the privately owned railways in the im- 
provement and maintenance of their 
fixed plant. 

“The rates charged by the railways 
must cover a return on the investment 
in that fixed plant, but the common 
carriers on the highways, waterways, and 
airways can make rates with complete 
disregard of the cost of the route over 
which their vehicles or vessels operate. 

“The railroads are now holding the 
front trenches of our private enterprise 
system. If they should be nationalized, 
such action will be speedily followed by 
national ownership or control of other 
forms of transportation, for the govern- 
ment would not permit competition in 
any field which it entered. Other basic 
industries would follow the same route— 
the banks and the coal mines, for ex- 
ample. 

“While it is true that a recent poll 
of public opinion showed that fewer 
people favored government ownership 
and operation of railroads than in any 
previous poll on this question, it is also 
true that if the American public really 
desires the preservation of private opera- 
tion of railways, they must be willing to 
pay rates sufficient to ensure its survival.” 
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application would be ‘held in abeyance’ 
was made in connection with an order 
in which it dismissed a petition by the 
National St. Lawrence Project Confer- 
ence to reopen the proceeding for addi- 
tional evidence. The National St. Law- 
rence Project Conference which is op- 
posing the state’s application, is a lim- 
ited participant in the proceeding.” 


Engineering Association to 
Meet March 15 in Chicago 


The fiftieth anniversary year of the 
American Railway Engineering Associa- 
tion will be climaxed by ths annual 
three-day meeting of that organization 
at the Palmer House in Chicago begin- 
ning March 15. The convention, which 
is expected to draw approximately 2,000 
railroad engineering officers from all 
parts of the United States and Canada, 
will have “A Past of Achievement—A 
Future of Opportunity” as its theme. 

The highlight of the meeting will be 
the anniversary banquet March 16, which 
will be addressed by William T. Faricy, 
president of the Association of American 
Railroads. There will also be an ad- 
dress by J. E. Gheen, of New York City, 
philosophical humorist. 

Among those who will speak at the 
various sessions of the convention are 
Ralph Budd, of Chicago, president of 
the Chicago, Burlington & Quincy Rail- 
road; James H. Aydelott, of Washing- 
ton, D. C., vice-president in charge of 
the operations and maintenance depart- 
ment of the Association of American 
Railroads; Max K. Ruppert, of Chicago, 
president of the National Railway Ap- 
pliances Association, and Dr. Henry T. 
Heald, of Chicago, president of the 
Illinois Institute of Technology. 

Committees of the association will 
present reports on the results of ex- 
tensive research being carried on by the 
organization, and officers will be elected 
and installed. Charles H. Mottier, of 
Chicago, president of the engineering 
association and vice president and chief 
engineer of the Illinois Central Railroad, 
will preside. 

An historical exhibit depicting the 
progress in railway engineering in the 
past half century will be one of the 
features of the convention, and this will 
be supplemented by a display and dem- 
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dial) on the “Dinner Bell” program on 
March 16, from 12 to 12:30 p.m., Central 
Standard Time. The broadcast will be 
presented in connection with the meeting 
of the American Railway Engineering 
Association. Those who will be heard 
on the broadcast are Mr. Faricy; Mr. 
Mottier; Frederick S. Schwinn, of 
Houston, Tex., vice-president of the 
A.R.E.A. and assistant chief engineer of 
the Missouri Pacific Lines, and Albert R. 
Beatty, of Washington, D. C., assistant 
vice-president of the Association of 
American Railroads. 


Rail Progress Federation 
Program for ‘49 Outlined 


Thomas J. Deegan, Jr., president of 
the Federation for Railway Progress, has 
outlined a five-point legislative program 
of the federation for 1949 and has dis- 
cussed other plans of the organization 
for the year in an article published in 
the March issue of “Railway Progress,” 
monthly magazine of the federation. 


Legislative activities of the F.R.P. this 
year, Mr. Deegan said, would embrace 
the following: 


(1) Support for measures to abolish 
the excise taxes of transportation; (2) 
support for a measure to abolish voting 
trusts; (3) investigation of a model state 
railroad tax plan; (4) a legislative study 
of government regulation of the rail- 
roads, and (5) legislation liberalizing the 
area within which railroads can conduct 
business without government restrictions. 

Members of the federation’s shippers 
advisory committee had agreed, said Mr. 
Deegan, that the committee should “de- 
vote its efforts at the outset to a study 
of freight car equipment actually in use 
and the necessary future improvements 
in this equipment.” He said that a sub- 
committee was now investigating “this 
problem.” 


Investor’s Service Planned 


Another service which the federation 
was contemplating for initiation in 1949, 
Mr. Deegan wrote, was “a so-called Rail- 
road Investors Service, which will pro- 
vide, to those investors seeking it, ob- 
jective information concerning the cor- 
porations in which they hold shares— 
information which the average investor 
rarely has at his fingertips.” 

“On request of an investor member, 
the federation will also have a qualified 
officer represent such investor at railway 
annual stockholders’ meetings,” he 
added. 

Mr. Deegan’s discussion of federation 
activity in the fields of railroad research 
and advertising included the following: 

“While we had hoped that some valua- 
ble findings for the railroad industry 
might have been developed in connection 
with atomic research being carried out 
by the University of Chicago, we have 
been unable so far to come to a satis- 
factory arrangement with the university 
on the details of our participation. 

“In advertising and promotion the fed- 
eration will continue to seek the greatest 
possible benefit for the industry from 
the lowest possible budget. It is in- 
teresting to note here that during our 
first two years with a relatively pica- 
yunish expenditure for this purpose, the 
public interest in progressive railroading 


was so avid that in an unbiased national 
survey the Federation for Railway Pro- 
gress and its functions were known to 
nine per cent of a national audience. 
If this figure seems small, it becomes 
more impressive when it is realized that 
the comparable public awareness of the 
federation’s long-established,. fat-bud- 
geted management trade association 
counterpart is 10 per cent.” 


Mr. Deegan did not identify the “trade 
association counterpart” by name, but 
presumably he referred to the Associa- 
tion of American Railroads. 

Material in the March issue of “Rail- 
way Progress” included a listing of corpo- 
rate and organizational members of the 
E.R.P., classified as follows: Group IV— 
institutional members, shippers banks, 
investment concerns and others, mini- 
mum dues of which are $100 a year; 
group IV, organizational members, labor 
unions and mutual benefit associations; 
group V, sustaining members, suppliers 
to the railroad industry, minimum dues 
of which are $250 a year; and group VI, 
railroads. 

Named in the list of federation mem- 
bers of the four classes stated were 342 
companies. 


Government Tax Policy 
Questioned by Gurley 


“The nation’s railroads are being 
squeezed between the demands of gov- 
ernment for more taxes, and of labor 
for wage increases, and each is taking 
more out of operating revenues than it 
is entitled to,” Fred G. Gurley, president 
of the Santa Fe Railway System, de- 
clared at a press conference March 7. 

Mr. Gurley said that the national 
transportation policy adopted by Con- 
gress was a fine statement of purpose. 

“The difficulty today is, however, that 
there is no longer one government 
policy,” he said. “Each department of 
government pursues its own policy.” 

Government expenditures at home and 
abroad since the end of World War II 
had kept income tax rates at levels un- 
usually high in a peacetime economy, he 
said. 

“This seems to be influenced in part,” 
he said, “by the aspiration of govern- 
ment authorities to be in position to 
spend a large portion of the profits of 
the economy at their discretion... . In 
1929 the number of dollars remaining 
from the operations of one month of our 
railroad took care of the federal tax bill 
of the whole year. Now the dollar results 
of 5.5 months of operations are required 
to meet the annual federal tax bill. The 
influence of this situation upon railroad 
rates and ultimate prices paid by con- 
sumers is entitled to more widespread 
public recognition.” 

Mr. Gurley contended that the eco- 
nomy would be more benefited if the 
segments that produced the profits were 
allowed greater discretion over the rein- 
vestment of the profits for the purposes 
of continued improvements essential to 
the nation’s welfare. 


1948 Net Income Up 


Mr. Gurley said he had just submitted 
an annual report to the road’s stock- 
holders, which showed that the net in- 
come available for additions and better- 
ments, dividends, and other corporate 
purposes, totaled $62,842,771 in 1948, 
compared with $47,743,744 in 1947. 

He said that the 1948 net income was 
only a fraction above the $61,036,803 
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earned in 1929, but that total reve 
had almost doubled in that 20-year 
riod, from $273,866,455 in 1929 to 
334,910 in 1948. 


Discusses 40-Hour Week 


Discussing the recommendation 
Presidential emergency board thai 
operating rail employes be placed . 
40-hour work week, Mr. Gurle; 
that this recommendation const : 
the most expensive and far-reachi 
change ever recommended by suc 
board, “because railroads must 0; 
every day of the week.” He also 
that if the rigid system of pricing 
gested by the Federal Trade Con 
sion’s basing point order were followed, 
“it would curtail rail transportation by 
precluding manufacturers and producers 
from competing in distant markets on 
competitive price levels with near-by 


. manufacturers and producers, and thus 


would have a harmful impact upon the 
railroad industry.” 


Southeast Advisory Board 


To Hear Thomas Martin 


Thomas W. Martin, president, Ala- 
bama Power Co., and chairman of the 
Southern Research Institute, will speak 
on “Southern Research” at the March 117 
luncheon session of the Southeast Ship- 
pers Advisory Board, in the Hotel 
Thomas Jefferson, Birmingham, Ala. 
The luncheon will be sponsored jointly 
by the board and the Birmingham Traf- 
fic and Transportation Club. 


The board session will be called to 
order at 9 a.m. by General Chairman 
C. L. Denk, Jr., of Atlanta. L. M. Betts, 
manager, railroad relations, car service 
division, Association of American Rail- 
roads, Washington, D. C., and T. M. 
Healy, A.A.R. district manager at At- 
lanta, will discuss national and regional 
transportation conditions. J. E. Géilli- 
land, president, Alabama, Tennessee & 
Northern Railroad, Mobile, will report 
on what the railroad industry plans to 
accomplish in 1949. 

Meetings of the executive, railroad, 
and freight claim prevention commit- 
tees will be held March 16. That eve- 
ning, the Birmingham Traffic and Trans- 
portation Club will sponsor a buffet din- 
ner honoring out-of-town guests, in the 
Hotel Thomas Jefferson. A_ cocktail 
party preceding the dinner will be spon- 
sored by the Santa Fe Railroad. 


Western Railway Club 


L. F., Whittemore, president of the 
New York, New Haven & Hartford Rail- 
road, will be guest speaker of the West- 
ern Railway Club at its March 21 supper 
meeting in the Hotel Sherman, Chicago. 
Mr. Whittemore will be introduced by 
Cc. S. Young, president of the Feder 
Reserve Bank of Chicago. 


Little to Address C.A.T. Alumni 


Wilson V. Little, executive secretaly, 
Merchandise Division, American Wale 
housemen’s Association, will speak 
“Warehousing’s Place in the Transporté 
tion Picture” at a freight forwardilé 
and warehousing night meeting of th 
Alumni Association of the College 
Advanced Traffic, at the Hotel La Salle 
Chicago, March 15. Howard A. Dunl. 
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International Forwarding Co., is chair- 
man of the committee in charge of ar- 
rangements. 


University of Wisconsin 
To Present Institute on 


Traffic Management 


A three-day institute on traffic man- 
agement, to be held March 15-17 on the 
campus of the University of Wisconsin, 
at Madison, has been announced by the 
university’s industrial management in- 
stitute. ‘The course will be sponsored 
by the school of commerce and the uni- 
versity extension division with the co- 
operation of the Wisconsin Manufac- 
turers’ Association. 

Professor Henry Trumbower, of the 
school of commerce, will welcome the 
students to the institute, at 2 pm., 
March 15. G. A. Schmust, traffic man- 
ager, Harnischfeger Corporation, Mil- 
waukee, will lead a discussion of the 
duties and responsibilities of traffic man- 
agers. The speaker at a dinner meet- 
ing that night will be Philip H. Porter, 
Madison attorney, who will discuss “The 
Legality of Freight Absorption in Pric- 
ing.” 

Instructors Are Traffic Managers 

H. T. Reed, general traffic manager, 
Line Material Co., Milwaukee, will lead 
a discussion, the morning of March 16, 
on coordinating the movement of in- 
coming materials. The afternoon will 
be devoted to a discussion of coordinat- 
ing outgoing materials, led by William 
H. Ott, Jr., general traffic manager, 
Kraft Foods Co., Chicago. 

A discussion of freight loss and dam- 
age claims will be led by C. J. Braun, 
Jr., chief, rate division, Kimberly Clark 
Corporation, Neenah, Wis., the morning 
of March 17. The institute will conclude 
with a general discussion of traffic prob- 
lems led by J. E. Bryan, general traffic 
managef, Wisconsin. Paper & Pulp 
Manufacturers’ Traffic Association, Chi- 
cago. 

A tuition fee of $35, including all ex- 
cept room and board, is announced. 
Reservations should be directed to Dr. 
Russell L. Moberly, director of the in- 
stitute, P.O. Box 2090, Madison, Wis. 





Confectioners’ Conference 
Elects New Officers 


The Manufacturing Confectioners’ 
Traffic Conference, numbering fifty 
members in the industry, elected the fol- 
lowing officers at its recent annual meet- 
ing in New York: 

Chairman, R. A. Potter, New England 
Confectionery Co., Cambridge, Mass.; 
vice-chairman, V. Zaccardi, Bunte 
Brothers, Chicago; secretary-treasurer, 
L. C. Molz, Henry Heide, Inc., New York; 
assistant secretary-treasurer, V. C. Car- 
relro, Terry Candy Co., Elizabeth, N.J.; 
members of the board of directors, R. 
Bariels, Walter H. Johnson Candy Co., 
Chicago; R. V. Boyle, Brown & Haley, 
Tacoma, Wash.; F. A. Cameron, W. F. 
Schrafft & Sons, Boston, Mass.; O. L. 
Foxyog, Williamson Candy Co., Chicago; 
R. ¥. Harron, General Foods Corpora- 
tion. New York; A. E. Hueneryager, Zion 
Inc ustries, Inc., Zion, Ill.; F. A. Johnson, 
Wm. Wrigley, Jr., Co., Chicago; P. J. 
Kko, Cracker Jack Co!, Chicago; F. 


Korinek, Lamont, Corliss & Co., New 
York; P. W. Kroeker, Curtiss Candy Co., 
Chicago; A. J. Laing, Hershey Chocolate 
Corporation, Hershey, Pa.; W. A. Mc- 
Clarin, D. L. Clark Company, Pittsburgh, 
Pa.; G. A. Nimmo, Planters Nut & 
Chocolate Company, Suffolk, Va.; R. D. 
Reeds, E. J. Brach & Sons, Chicago, and 
O. E. Sandell, Peter Paul, Inc,, Nauga- 
tuck, Conn. 





H. W. Cross, of Illinois, 
Ex-Lieutenant Governor, 
Gets I.C.C. Nomination 


President Truman on March 8 sent to 
the Senate the nomination of Hugh W. 
Cross, of Jerseyville, Ill., attorney and 
lieutenant governor of Illinois, for ap- 
pointment as a member of the Interstate 
Commerce Commission, to fill the va- 
cancy created by the death of Commis- 
sioner George M. Barnard. 


Mr. Cross has been prominent in Re- 
publican political activities in Illinois. 
After having served four terms in the 
House of Representatives of the Illinois 
General Assembly, lastly as speaker of 
the House, he was elected lieutenant gov- 
ernor of the state in 1940 and reelected 
in 1944. 

He was born in Jerseyville August 24, 
1896, a member of a pioneer family which 
settled in Jersey county, Ill., about 100 
years ago. He was educated in the 
Jerseyville public schools and was gradu- 
ated from the University of Illinois with 
a bachelor of law degree. He was ad- 
mitted to the bar in 1921 and became a 
member of a law firm with offices in 
Jerseyville and Alton, Il. 


In 1932 Mr. Cross was elected to the 
General Assembly from the 38th Illinois 
district. The House in the legislature 
elected him as its speaker in 1939. 

In World War II, Mr. Cross was secre- 
tary of the Illinois War Council and 
chairman of that council’s conservation 
committee, in charge of all salvage activ- 
ities in the state. 

He was married to the former Miss 
Helen McGovern, of Galesburg, Ill. Mr. 
and Mrs. Cross have two children—Hugh 
Edward, who served in the U. S. Navy in 
World War II and is now a student at 
the University of Illinois, and Barbara 
Ann, a student at Ferry Hall, Lake For- 
est, Ill. 

Mr. Cross is a 32nd degree Mason and 
is a member of the following other or- 
ganizations: American Legion, Shrine, 
Elks,. Jesters, Alpha Tau Omega social 
fraternity, and Phi Delta Phi law frater- 
nity. 





Atlantic States Board 


A highlight of the April 7 meeting of 
the Atlantic States Shippers Advisory 
Board, in the Lorg Baltimore Hotel, Bal- 
timore, will be a report by the new com- 
mittee on carload transportation service, 
according to an announcement by Board 
President H. H. Pratt. Charles W. 
Braden, general traffic manager, National 
Distillers Products ‘Corporation, New 
York City, is chairman of the carload 
transportation committee. 

The car detention, carload transporta- 
tion, loss and damage prevention, less- 
carload, and express transportation com- 
mittees will meet April 6. George E. 
Miller, traffic manager, S. S. White 
Dental Manufacturing Co., Philadelphia, 
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will preside over a special evening meet- 
ing of the loss and damage committee, 
April 6. Charles E. Miller, packaging and 
loading engineer, Carnegie-Illinois Steel 
Co., Pittsburgh, will present an illus- 
trated lecture on the packaging and 
loading of steel. A panel of three ship- . 
pers, one representative of the Railway 
Express Agency and three railroad repre- 
sentatives will attempt to answer ques- 
tions on the preparation, loading and 
handling of all kinds of shipments via 
rail and express. 


Powell Warns Against 


Government Centralization 


A great deal of misunderstanding of 
the railroads’ position “arises from the 
fact that the public and shippers believe 
that the railroads have been receiving 
an adequate rate of return on their 
investment,” Leigh R. Powell, Jr., presi- 
dent, Seaboard Air Line Railroad, said, 
March 7, in Bradenton, Fla., at a lunch- 
eon meeting of the Bradenton Rotary 
Club, in which he spoke, on “The Rela- 
tionship of Railroads to Our National 
Economy.” Mr. Powell said that, al- 
though the railroads moved in 1948 
freight traffic well above any prewar 
year, they were able to earn a return of 
barely 4.5 per cent on the net amount 
invested. 

“When you come right down to bare 
facts,” he said, “the railroads render an 
indispensable service for a comparatively 
low rate of return.” 


Mr. Powell said that the railroads 
would continue to operate efficiently only 
if they were allowed “to operate under 
the principles of free enterprise and per- 
mitted to earn a fair return on their in- 
vestment.” 

He warned against the “centralization 
of authority in Washington and the 
tendency of late years to lean on the 
government,” and said that “we must 
come to the realization that the same 
principles of hard work, economy and 
self-denial must be applied in national 
affairs as in the case of our personal 
lives.” 





Air Stewardesses’ Pay 


The Air Line Stewards and Steward- 
esses Association announced March 8 in 
Chicago signing of a new contract with 
Chicago & Southern Air Lines, Inc., fol- 
lowing successful mediation. The. new 
contract gives an average increase of 
6.07 per cent to stewardesses flying 
domestic runs and an average increase 
of 13.6. per cent to stewardesses flying 
foreign and overseas, according to the 
union. Both groups averaged.a net in- 
crease of 9.84 per cent. The union said 
that substantial increases were made in 
sections covering meal allowances, vaca- 
tions, and hours, both in flight and on 
duty. The new agreement is retroactive 
to January 1, 1949. 


* * * 


More than four million air express 
shipments, weighing 71.5 million pounds 
were carried by the scheduled, certifi- 
cated airlines in 1948, according to the 
Air Express Division of Railway Express 
Agency. 








INTERSTATE 


Reduction from 80 to 79 
M.P.H. Not Enough to 
Eliminate Safety System 


The Commission, division 3, by Com- 
missioner Patterson, has issued a report 
and order in No. 13413, In the Matter 
of Automatic Train Control Devices, de- 
nying a petition of the Chicago & East- 
ern Illinois for authority to discontinue 
the use of automatic train-stop devices 
on its line between Dolton, Ill., and Clin- 
ton, Ind. Prior reports, 69 I.C.C. 258; 
91 I.C.C. 426; 96 I.C.C. 345; and 123 I.C.C. 
617. 

The report said the railroad’s prin- 
cipal reasons for asking to discontinue 
the system was that it was obsolete, 
failed frequently, and was difficult and 
costly to maintain, and that trains could 
be safely operated at the present author- 
ized maximum speeds without such 
train-stop system. 

The Commission said the system was 
obsolete only in the sense that it was 
no longer manufactured. All items 
needed for maintenance and repair were 
standard and could be readily purchased, 
except for two items, the Commission 
said. It also said such a system was a 
protection against failures, for one reason 
or another, of crew to see wayside sig- 
nals, and failures caused by enginemen 
being asleep, incapacitated, or dead, as- 
suring stoppage of the train before it 
reached the next wayside signal that 
might require a stop. 

Observing that it had required auto- 
matic train stop or train control system 
or an automatic continuously controlled 
cab signal system where passenger trains 
traveled 80 miles or more, the Commis- 
sion said the petitioner proposed to re- 
duce present maximum authorized speed 
of 80 miles an hour to 79 miles an hour, 
if permitted to discontinue the system, 
so as not to be in violation of the Com- 
mission’s order. Because it had pre- 
scribed additional safety devices where 
trains were operated at 80 or more 
miles an hour, said the Commission, it 
did not follow it would permit removal of 
safety devices if train speeds were re- 
duced to less than that. 

It found the train-stop system was 
not obsolete but had been improved 
somewhat over the years, that the cost 
of maintenance was not excessive, and 
that discontinuance would substantially 
reduce the safety of train operation. 


N. Y. Motor Sale Approved 


The Commission, division 4, has au- 
thorized, with conditions, the purchase 
by Anthony Guariglia, doing business as 
A. Guariglia, New York, N.Y., of motor- 
carrier operating rights to Alp Interstate 
Transfer, Inc. (Ruth Maisel, assignee), 
New York City. It has issued a report 
and order in MC-F-4029, Anthony Guar- 


iglia—Purchase—Alp Interstate Transfer, 
Inc. (Ruth Maisel, Assignee). 


New England Motor Class 
Rate Territory Clarified 


The Commission, division 2, has issued 
a supplemental report in Ex Parte MC- 
22, Motor Carrier Rates in New England, 
clarifying the description of the terri- 
tory within which maximum reasonable 
class rates were prescribed in the report 
on further hearing, 47 M.C.C., 657. 

The clarification eliminates points in 
Rockland county, N. Y., and makes clear 
that points in Albany, Rensselaer and 
Schenectady counties, N. Y., other than 
points in areas described, are not in- 
cluded in the areas affected. 

The Commission said Rockland county 
had been inadvertently included in its 
description of the territory involved, in 
the report on further hearing. It said 
the impression appeared to exist, also, 
that mention of points in_ specified 
counties, such as “points in Albany” 
county, had the effect of including all 
points in the specified counties in the 
prescription of rates, although, it said, 
only portions of Albany, Rensselaer, and 
Schenectady counties were within the 
scope of the findings. In explanation, 
the Commission said: 

“The only parts of Albany and Sche- 
nectady counties from and to which rates 
were prescribed are those portions on 
and north of U. S. highway 20 and on 
and south of New York highway 7, ex- 
cept that in Albany county Watervliet 
and points on U.S. highway 4 north 
thereof are also included. In Rensse- 
laer county rates were prescribed only 
to and from the area on and south of 
New York highway 7. There was no 
intention in our report on further hear- 
ing in any way to alter the scope of the 
investigation, territorially or otherwise.” 


S. D. Motor Sale Approved 


Purchase by Earl F., Glen O., Harold 
D., and Oliver L. Buckingham, partners 
doing business as Buckingham Transpor- 
tation Co., Rapid City, S. D., of certain 
motor-carrier operating rights of Black 
Hills Transportation Co., Rapid City, has 
been approved and authorized by the 
Commission, division 4. It has issued a 
report and order in MC-F-4061, Buck- 
ingham Transportation Co—Purchase 
(Portion)—Black Hills Transportation 
Co. 
The Commission said that in conduct- 
ing regular- and irregular-route opera- 
tions under the unified rights, if the au- 
thority granted were exercised, the 
Buckingham partnership would be ex- 
pected to preserve the separate nature 
of the rights and to operate within their 
scope by moving traffic only through au- 
thorized common points as gateways. 


1.C.C. Rules in Coal Yard 


Picket Demurrage Case 


In connection with demurrage charges 
sought to be collected for detention of 
cars loaded with coal while a picket line 
was being maintained, the Commission, 
division 3, has issued a report and order 
in No. 29960, C. H. Sprague & Son Co, 
v. New York, New Haven & Hartford 
Railroad Co., et al. 


It said the complainant corporation 
alleged that demurrage charges sought 
to be collected for detention of 25 cars 
loaded with coal at the defendants’ clas- 
sification yard at South Providence, R1, 
in November, 1946, were inapplicable, 
unreasonable, and unduly prejudicial. 


The Commission found that the appli- 
cable demurrage charges were those 
named in service order No. 559 and Agent 
Jones’ tariff I1.C.C. 3963, but that the 
applicable charges were unreasonable to 
the extent that they exceeded $1.35 a car 
a day for the actual period of detention, 
including Sundays and legal holidays, 
and without free time. Its order author- 
ized the defendants to waive collection 
of outstanding demurrage charges down 
to the basis found reasonable. 

It said that in recent proceedings deal- 
ing with strike-bound plants, including 
instances where cars were detained short 
of delivery as a result of strikes of work- 
ers not employes of the consignee, it had 
found the applicable demurrage charges 
unreasonable to the extent of the so- 
called penalty element and had allowed 
the carriers $1.35 a day as compensation 
for loss of use of the cars and the ad- 
ministrative expense incident thereto. 
It cited Catz American Sales Corpora- 
tion v. Erie R. Co., 268 I.C.C. 791, and 
Armour & Co. v. Atchison, T. & S. F. 
Ry. Co., 269 I.C.C. 449, and proceedings 
cited therein, and said a similar con- 
clusion was warranted in the instant 
proceeding. 

The Commission said the complainant's 
coal yard at South Providence was 
equipped with sidings owned and main- 
tained by it for delivery of carload ship- 
ments of coal. From October 21, 1946, 
until April 15, 1947, it said, a picket line 
was maintained by representatives of 
a labor union around the complainant's 
plant and across the defendant rail- 
roads’ right of way leading into the 
complainant’s coal yard. It said the 
complainant’s employes were not 0 
strike and the purpose of the picketing, 
by union representatives, was to compel 
complainant’s employes to join a certain 
union, which the employes refused to do. 
In the aforementioned period, it said, 
the complainant’s coal yard was fully 
manned and capable of unloading all of 
the cars embraced in the complaint 
within the free time allowed under the 
applicable demurrage rules. 

In the first 10 days of picketing, said 
the Commission, the defendant: deliv- 
ered loaded cars at the coal yard and 
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The loaded cars of coal consigned to the 
complainant’s plant in November, it said, 
were held at the defendants’ classifica- 
vard at South Providence subject 
to demurrage. 
instituted court action seeking an in- 
junction prohibiting the picketing of its 


accompanied by violence. 
sion is warranted that defendants com- 
mitted no error in holding these cars 
of coal short of actual delivery at their 
classification yard, and that the picket- 
ing which was the proximate cause of 
the detention was beyond the control of 
complainant.” 


eral commodities, 


or fro: 
Grand 


Wyo., : 
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moved empty Cars therefrom, and begin- 
November 1, 1946, and continuing 


‘hout that month, the defendants 


ad to make delivery of cars through 


‘ket line, although the complain-~ 


epeatedly requested such service. 


It said the complainant 


as a result of which the pickets 


were withdrawn. The Commission also 


“The evidence shows that on occasions 
the pickets parked an automobile di- 


across defendants’ rails entering 
ant. The picketing was of such a 


character that any attempt by defend- 
ants to switch shipments into the plant 


time undoubtedly would have been 
The conclu- 





Union Pacific Truck-Rail 
Right Purchase Approved 


Union Pacific Motor Freight Co., 


Omaha, Neb., organized to conduct sub- 
stitute truck-for-rail service in connec- 
tion with Union Pacific Railroad Co. 
rail service, has been authorized by the 
Commission, division 4, to purchase cer- 
tain motor-carrier operating rights of 
Nielsen & Petersen, Inc., Grand Island, 


many of whose routes are either 


immediately adjacent to Union Pacific 
rail lines or form short-cut routes be- 


its stations. 


By its report and order in MC-F-3895, 
Union Pacific Railroad Co.—Control; 
Union Pacific Motor Freight Co.—Pur- 


(Portion)—Nielsen & Petersen, 


Inc., the Commission also approved ac- 
quisition of control by the railroad of the 


through the purchase. 


It said these rights covered transpor- 


of dangerous explosives and gen- 
with stated excep- 
over regular routes between va- 
Nebraska points, the routes also 


reaching some points in Kansas and 
Wyoming. 
A certificate covering the acquired 


to be issued the motor freight 


company, said the Commission, would be 
conditioned to require, 
things, that the service would be limited 
to that which was auxiliary to, or sup- 
plemental of, U.P. rail service, and that 


among other 


pment would be transported by the 
company between any two of the 
ing key-points, or through, or to, 
n, More than one of them: Omaha, 
Island, and ‘North Platte, Neb., 
* and Denver, Colo., Cheyenne, 
nd Marysville, Kan. 

motor freight company, said the 
ssion, was incorporated April 27, 


wth an authorized capitalization of 


, consisting of 1,000 shares of 


on capital stock, par value $100 
ef which 10 shares were outstand- 


d owned by the railroad. The 
ompany, it said, was not presently 
1 in operations, but had pending 
plication in MC-110388 for au- 
to transport general commodities, 


with specified exceptions, coordinated 
with the railservice, over regular routes 
in territory between Cheyenne, Poca- 
tello, Ida., and Salt Lake City, Utah. The 
purchase price in the instant transaction 
was $50,000, it said. 


Under the transaction as proposed, it 
said, Nielsen & Petersen would retain 
regular-route operating rights to trans- 
port, in truckloads, certain commodities 
between named points over highways 
that duplicated, west of Omaha, those it 
proposed to sell to the motor freight 
company. The Commission said, how- 
ever, that in the event of approval of the 
transaction, Nielsen & Petersen was will- 
ing that its aforementioned authority be 
cancelled. 

“Our findings will be conditioned ac- 
cordingly,” it said. “Upon consummation 
of the transaction the only interstate 
operating rights retained by vendor 
would be its irregular-route household 
goods authority under MC-109074 .. .” 

“The ratio of the gross revenue de- 
rived by the railroad from less-than- 
carload freight as compared with carload 
freight declined from 10.68 per cent in 
1928 to 4.57 per cent in 1947. In an ef- 
fort to prevent further loss of its less- 
than-carload traffic and in an attempt to 
improve its service in the handling of 
that traffic, the railroad instituted a co- 
ordinated rail-truck service in 1946 at 
points on its mail line between Omaha 
and Kimball, using vendor’s motor-car- 
rier facilities to provide the truck service 
under the so-called substitute rule de- 
scribed in Ex Parte 129, 232 I.C.C. 683. 
The coordinated service was later ex- 
tended to most of the railroad’s branch 
lines in Nebraska and to Marysville. . .” 


Greyhound Special Fund 


The Greyhound Corporation has been 
authorized to withdraw a remaining 
balance of $965,452 from a special fund 
for the purpose of reimbursing its gen- 
eral funds designated the Great Lakes 
Greyhound Lines, a division of the cor- 
poration, for expenditures made from 
treasury funds in connection with con- 
struction of a garage and office building 
in Detroit, Mich. The authority was 
granted by an eleventh supplemental 
order of the Commission, division 4, in 
MC-F-2498, Greyhound Corporation— 
Issuance of Stock, and MC-F-2499, Grey- 
hound Corporation—Issuance of Securi- 
ties. 

The Commission said that by report 
and order dated September 21, 1944, 
later modified, division 4 authorized 
Greyhound Corporation to issue 50,000 
shares of 4% per cent cumulative pre- 
ferred stock, par value $100 a share, and 
$10 million three-per-cent sinking-fund 
debentures, including a condition that 
the entire proceeds in excess of the 
amount required to redeem outstanding 
preference stock be set aside in a spe- 
cial fund, none of which might be ex- 
pended or advanced to any company 
without further Commission authority. 





Leased Motor Rights Sale 


By a supplemental report and order, 
the Commission, division 4, has author- 
ized purchase by Terminal Transport 
Co., Inc., of Indianapolis, Ind., of the 
operating rights of General Motor Ex- 
press, Inc. also of Indianapolis and ac- 
quisition of control of the rights by 
Roberta L. Turner and Alfred J. Acker- 
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man general partners and William T. 
Mathews and Jackiel W. Joseph, trustees 
under six trusts for Ellen Schloss, Judith 
Ann Schloss, Robert Eli Schloss, and 
Thomas Harry Schloss, special partners, 
doing business as Schloss Bros., of In- 
dianapolis. The report and order sup- 
plement the findings in the prior report, 
50 M.C.C. 739, which authorized lease of 
the rights, in MC-F-3817, Roberta L. 
Turner, et al.—Control; Terminal Trans- 
port Co.,. Inc.—Lease—General Motor 
Express, Inc. 


COMMISSION REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
Prompt application to the Commission.) 





Lumber 


Fourth section application No. 20490, 
Lumber Between the South and South- 
west, embr.icing fourth-section applica- 
tions No. 22028 and 22120, supplemental. 
Original report 255 I.C.C. 149. Authority 
granted in No. 22028, as amended, to 
maintain on lumber and related articles, 
carload, Marsh’s I.C.C. No. 3665, para- 
graph 3, from points in Arkansas, Okla- 
homa and Texas, to points in Louisiana, 
west of the Mississippi, and from points 
in Missouri to points in Arkansas, Louisi- 
ana (west of the river), Oklahoma and 
Texas, lowest rates that may be con- 
structed over any line or route plus 
authorized general increases, and to 
maintain higher rates from and to inter- 
mediate points in Southwestern Territory 
and to intermediate points east of the 
Mississippi; in No. 22120, as amended, 
similar authority on lumber and other 
forest products described in items 5 to 
865 in Marsh’s IL.C.C. No. 3712, from 
Mississippi River crossing, Cairo, Gale, 
and Thebes, Ill., to points in Arkansas, 
Louisiana (west of the Mississippi), 
southeastern Missouri, eastern Oklahoma, 
and eastern Texas, as described in the 
amended application. In each case the 
usual limitations as to constructing rates, 
and specified limitations on circuity, are 
named. Relief granted by supplemental 
fourth section order No. 15700, with all 
further relief denied effective May 25. 


RAILROAD ABANDONMENTS 


K. &T. 


By a report and certificate in Finance 
No. 16384, Kentucky & Tennessee Rail- 
way Abandonment, the Commission, di- 
vision 4, has permitted abandonment by 
the K. & T. of an approximately 8.32- 
mile line of railroad in McCreary county, 
Ky., extending from White Oak Junction 
to Belle Farm. It prescribed conditions 
for protection of employes. 


L.V. 


The Lehigh Valley Railroad Co., in 
Finance No. 16479, has asked. the Com- 
mission to authorize abandonment of a 
single-track line, called the “Moosehead 
Branch,” extending from Moosehead 
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Junction on the main line of the Lehigh 
Valley at Moosehead, Dennison town- 
ship, Luzerne county, Pa., for 1.49 miles, 
and terminating at the plant of the Lu- 
zerne Ochre Manufacturing Co. The 
applicant said there had been no trains 
operating on the line since May, 1945, 
the ochre mines it was constructed to 
serve having been closed since that date, 
and that it was not expected they would 
be reopened in the foreseeable future. 


M-K-T 


The Missouri-Kansas-Texas Railroad 
Co., by an application in Finance No. 
10485, asks authority to abandon a por- 
tion of its line of railroad, extending 
from a point between Manning and Deg- 
nan, to Wilburton, in Latimer county, 
Okla., 9.40 miles. The applicant said the 
branch line was being operated at a 
deficit and there was no reasonable 
probability that this portion of branch 
line could ever be operated at a profit. 


COMMISSION MOTOR REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission.) 





*MC-637, Sub. 5, J. J. Harrington Sons, 
Phillips, Tex. Certificate granted, on re- 
consideration, with duplications elimi- 
nated.- Over irregular routes, machinery, 
equipment, materials, and supplies used 
in, or in connection with, (1) the discov- 
ery, development, production, refining, 
manufacture, processing, storage, trans- 
mission, and distribution of natural gas 
and petroleum and their products and 
by-products, and (2) the construction, 
operation, repair, servicing, maintenance, 
and dismantling of pipe lines, including 
the stringing and picking up thereof, be- 
tween points on specific routes in a de- 
scribed Texas area, points in Lea and 
Eddy counties, N.M., and points in Okla., 
Kan., and Ark., and (3) commodities 
described in (1) and (2), except the 
stringing or picking up of pipe in connec- 
tion with main or trunk pipe lines, be- 
tween points in the aforementioned ter- 
ritory, on the one hand, and, on the 
other, points in Colo., Utah, and Wyo., 
and (4) commodities other than those 
described in (1) and (2), the transporta- 
tion of which requires use of special 
equipment because of size or weight, and 
related machinery parts and related con- 
tractors’ equipment and supplies when 
their transportation is incidental to the 
transport of the commodities requiring 
special equipment, (a) between points in 
the aforementioned Texas area and 
points in Okla., and (b) between points 
in the Texas area and points in Okla., 
on the one hand, and, on the other, 
points in Colo. The report said the ap- 
plication was filed for the purpose of 
(1) reforming applicants’ present com- 
modity and type-of-service description 
in conformity with that adopted in Mer- 
cer & Mercer Extension—Oil Field Com- 
modities, 46 M.C.C. 845, within its already 
authorized territory, and (2) of extending 
its operations with the new commodity 
and type-of-service description into Colo., 
Utah, and Wyo., as well as between points 


in those states, with a restriction on the 
operations described in (2) to exclude 
authority to string and pick up pipe in 
the main pipe lines. 

*MC-104366, Sub. 4, Brown Carryall Co., 
Cleveland, O., common carrier. Certifi- 
cate granted. Over irregular routes, 
commodities the transportation of which, 
because of their size and weight, requires 
the use of special equipment, between 
points in Cuyahoga county, O., on the 
one hand, and, on the other, points in 
Tll., Ind., Ky., Mich., N.Y., and O., and 
points in W.Va., with exceptions. 


* MC-110072, Marcus B. Butler, dba 
M. B. Butler Oil & Water Transportation. 
common carrier. Certificate granted. 
Crude petroleum, in bulk, in tank vehi- 
cles, from points in Ky. to Troy, over ir- 
regular routes. 

* MC-109354, R. J. Hager, Atlanta, Ga., 
contract carrier. Permit denied. Sodium 
hypochlorite solution, in containers, from 
Atlanta, Ga., to all points in Fla., and 
empty containers on return, over irregu- 
lar routes. 


*MC 105984, Sub. 4, John B. Barbour 
Trucking Co., Iowa Park, Tex. Cer- 
tificate granted. Oil field equipment used 
in the discovery, development, produc- 
tion, refining, manufacture, processing, 
storage, transmission, and distribution of 
natural gas and petroleum, and their 
products and by-products, and in con- 
nection with the construction, operation, 
repair, servicing, maintenance, and dis- 
mantling of pipe lines, including string- 
ing and picking up, between points in a 
described area of Tex., on the one hand, 
and, points in Colo. and Utah, on the 
other. 


* MC-4409, Sub. 2, R.&H. Corporation 
New Kensington, Pa. Permit granted. 
Specified commodities, between Clairon, 
Pa., on the one hand and, on the other, 
Fairmont and Huntington, W.Va., and 
points in certain states and portions of 
other states, over irregular routes. 


*MC-66981, Sub. 4, Pontiac Auto 
Transport Co., Buffalo, N.Y. Certificate 
granted. Automobiles, trucks, bodies, 
cabs, and chassis, in initial movements, 
in driveaway and truckaway service, 
from Buffalo, N.Y., to points in desig- 
nated counties in Md., O., and W.Va., 
over irregular routes. 


* MC-109997, Lloyd Pulis, Oklahoma 
City, Okla., common carrier. Certificate 
granted. Over irregular routes, com- 
modities classified (1) as meats, meat 
products, meat by-products, and (2) as 
dairy products, (1) from Oklahoma City 
to points in Tex. and N.M. on described 
segments of named highways, including 
points named, and (2) from Oklahoma 
City to Tatum and Clovis, N.M. and 
points in a described Tex. area, condi- 
tioned on coincidental cancellation of 
permits in MC-50022 and Same, Sub. 12. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 16437, The 
Dividson Transfer & Storage Co. Notes, grant- 
ing authority to issue and renew from time 
to time within 1 year from the date of the 
order herein, a 90-day promissory note or 
notes in aggregate amount not to exceed 
$240,000 at any time outstanding to evidence 
2 loan in a like total amount the proceeds to 
be applied to the cost of constructing a new 
motor freight terminal; and granting au- 
thority to issue a mortgage bond in an 
amount not to exceed $240,000, to be secured 
by a mortgage for a like amount on the 
freight terminal. Approved. 


Second. supplemental report and fourth 


supplemental order in F.D. No. 15920, New 
Orleans Union Passenger Terminal Case, 


TRAFFIC Wortp 


modifying supplemental report and order of 
May 6, 1948, so as to authorize the city of 
New Orleans, La., to issue not e ceeding 
$15,000,000 of City of New Orleans Union 
Passenger Terminal revenue bonds, to be sold 
for $15,042,000 and accrued interest enq the 
proceeds used to pay the cost of coristruct. 
ing the New Orleans Union Passen 

minal, to pay a part of the cost co 

separations, and to provide a loan of °600,009 
to the New Orleans Terminal Co. Ap>roveg 
(See Traffic World, March 5.) . 


Report and certificate in F.D. No. 15608 
Central Pacific Railroad Co. et al. Abendon- 
ment, permitting (1) abandonment py the 
Central Pacific Railway Co. of a branch line 
of railroad, and (2) abandonment of opera. 
tion by the Southern Pacific Company over 
said branch line, and over a line owned by 
the United States of America, in Shasta 
County, Calif.; conditions prescribed re pro- 
tection of employes. Approved. 


Report and order in F.D. No. 16436, Northern 
Pacific Railway Co. Equipment. Trust Cer. 
tificates, granting authority to assume obli- 
gation and liability, as guarantor, in respect 
of not exceeding $6,000,000 of Northern P9. 
cific Railway equipment trust of 1949 seria} 
equipment-trust certificates, to be issued by 
the First National Bank of the City of New 
York, as trustee, and sold at 99.446 percent 
of par and accrued dividends in connection 
with the procurement of certain equipment, 
Approved. 


Report and order in F.D. No. 16448, The 
Greyhound Corporation Note, granting au- 
thority to issue an installment note in prin- 
cipal amount not to exceed $325,000, to evi- 
dence a loan in a like amount to finance 
a part of the cost of constructing a new bus 
terminal. Approved. 


Report and order in F.D. No. 16453, Mia- 
west Transfer Co. of Illinois Note, granting 
authority to issue a secured installment note 
in the principal amount of not exceeding 
$200,000 to evidence a loan in a like amount 
to finance the purchase of new motor ve- 
hicles. Approved. 


Report and order in F.D. No. 16457, Chesa- 
peake & Ohio Railway Co. Equipment Trust 
Certificates, granting authority to assume 
obligation and liability in respect of not ex- 
ceeding $5,150,000 of Chesapeake & Ohio 
Railway second equipment trust of 1949 2% 
per cent serial equipment-trust certificates, 
to be issued by the Chase National Bank of 
the City of New York, as trustee, and sold 
at 99.562 and accrued dividends in connec- 
tion with the procurement of certain new 
equipment. Approved. 


ORDERS 


Motion and Petition in 
Motor Rate Case Denied 


The Commission, division 3, by an 
order in I. and S. M-2949, Increases— 
Middle Atlantic-New England, 1949, has 
overruled a motion of the Middle Atlan- 
tic States Shipper Motor Carrier Com- 
mittee that the respondents produce cer- 
tain evidence and the Commission pre- 
sent individual data, and denied a peti- 
tion of the Secretary of Agriculture for 
further hearing. 

The Commission has completed hear- 
ing in the proceeding, in which motor 
carriers asked a horizontal increase of 
10 per cent in all rates and charges, with 
some exceptions, within Middle Atlantic 
Territory and between that territory and 
New England. 

The committee wanted the respond- 
ents to submit an adequate traffic test 
and for the Commission to require all 
Class I respondents to furnish individual 
carrier data specified in the petition. 
The Secretary of Agriculture wanted to 
present “extensive exhibits,” which he 
said were now in preparation ,(see Traffic 
World, March 5, p. 29). 


Released Rates Order 


The Commission, by Commissioner 
Alldredge, has issued an order rescind- 
ing released rates order MC-59, issued 
April 2, 1937, which authorized carriers 
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Marc:. 12, 1949 

tic; to Coordinated Motor Freight 
Class'ication MF-I.C.C. No. 1, issued by 
Phili;) J. Gavin, agent, or his duly ac- 
credit’ d successor, to establish and main- 
tain rcleased ratings on silk, fabrics, and 
other articles as set forth in the order. 
The “ommission said the ratings au- 
thorized were not maintained in the clas- 
sification and that the New England 
Motor Rate Bureau, Inc., agent, duly 
accrecited successor to Gavin, had ad- 
vised there was no objection to rescission 
of the order. 


B. & O. Intervenes In 
D. T. & I. Control Case 


The Commission, by an order by 
Chairman Mahaffie, has permitted the 
Baltimore & Ohio railroad to intervene 
in Finance No. 16426, a proceeding that 
involves, among other things, an appli- 
cation of the Pennsylvania and the Wa- 
bash railroads for authority to acquire 
control of the Detroit, Toledo & Ironton 
railroad through stock ownership. 

In a petition for leave to intervene the 
B. & O., among other things, said the 
proposed acquisition would eliminate 
competition between the applicant rail- 
roads and the D.T. & I., and substan- 
tially impair competition between the 
B. & O. and other carriers, on the one 
hand, and the Pennsylvania and the 
Wabash, on other, and would be unjust 
and unreasonable, unless approval and 
authorization were conditioned on a re- 
quirement that the B. & O. be included 
in the transaction “by the grant, upon 
equitable terms, of trackage rights for 
freight service ‘over, and joint freight 
use” by the B. & O. of a portion of the 
L.T. & I. line between Ottawa and Ham- 
ler, O., and Detroit, Mich., including 
joint freight use by the B. & O. of the 
Detroit terminals of the D.T. & I. 


1.C.C. Awards Reparation 


The Commission, by an order in No. 
29676, Vulcan Corporation v. Chicago & 
North Western Railway Co., et al., has 
ordered the defendant railroads to pay 
the Vulcan Corporation, on or before 
April 14, a total of $16,444.96, with four- 
per-cent interest, as reparation on ac- 
count of “unreasonable charges collected 
on numerous carloads of hardwood 
maple logs from points in Michigan to 
Antigo, Wis.” 

By an order in No. 29385, Sub. 2, Hous- 
ton Ready Cut House Co. v. Santa Fe 
Railway, et al., the Commission has or- 
dered the defendant railroads to pay 
Houston Ready Cut House Co., on or 
before April 14, $2,540.77, with four-per- 
cent interest, as reparation on account of 
“an unreasonable rate charged for the 
transportation of portable wooden houses, 
knocked down in flat sections, in car- 
94 from Houston,. Tex., to Santa Fe, 


.C.°. Water Rights Orders 
By an order in W-13, Sub. 1, Cuilen 


Trarportation Co., Agents, Inc., Tem- 
bors:y Authority, the Commission, by 
Cha” nan Mahaffie, has dismissed an 
app’ ation for temporary authority to 
oper.te as a carrier by water in the 
trar portation of potatoes, in bags, from 
Mai2 to south Atlantic ports, the ap- 










plicant having asked permission to 
withdraw the application. 

In W-1, Sub. 2, Erie and St. Lawrence 
Corporation Temporary Authority, 
Maine, the Commission has issued an 
order denying a petition of eastern rail- 
roads, except the New York, Chicago & 
St. Louis, seeking revocation of tem- 
porary authority granted the applicant 
for the reason that there was adequate 
rail service between the ports involved. 
The Commission said, regardless of the 
existence of rail service, the facts pre- 
sented on the application constituted suf- 
ficient justification for the grant of tem- 
porary authority. 

The Commission, division 4, by an or- 
der in W-536, Sub. 3, Baton Rouge Coal 
& Towing Co. Temporary Authority— 
Lubricating Oils and Greases, has au- 
thorized the applicant, until further or- 
der but not beyond the time an applica- 
tion in W-538, Sub. 4, has been finallv 
determined, to operate as a common car- 
rier by non-self-propelled vessels with 
the use of separate towing vessels. in 
the transportation of lubricating oils 
and greases, in packages, from Chaison 
(Beaumont), Tex., to Baton Rouge, La.. 
in lots of less than 300 tons. The Com- 
mission said there was need for con- 
tinuance of the service, corresponding to 
that for which applicant seeks a cer- 
tificate in W-536, Sub. 4. 


Brotherhood Intervenes In 


Kansas City Trackage Case 


The Brotherhood of Railroad Train- 
men has been granted by the Commis- 
sion permission to intervene in Finance 
No. 16395, a proceeding involving an ap- 
plication of the Burlington railroad for 
authority to acquire’ freight-service 
trackage rights from the Gulf, Mobile 
& Ohio between Rock Creek Junction 
(Kansas City) and Francis, Mo., about 
i158 miles, and over less than one mile of 
line within Kansas City. The Commis- 
sion has issued an intervention order, by 
Chairman Mahaffie, in the proceeding. 

The brotherhood, in a petition for in- 
tervention, said granting of the applica- 
tion would result in an interruption and 
diminution of freight service now being 
provided by the Burlington at Cameron, 
Hamilton, Chillicothe, Meadville, Brook- 
field, and Hannibal, Mo., and would re- 
quire brotherhood members and em- 
ployes of the Burlington who had made 
their homes in the aforementioned towns 
for years to move “to various other cities 
and towns distant from their present 
homes.” . 


A. & W. Car-Hire Rules 


The Commission has issued an order 
in No. 17801, Rules for Car Settlement, 
reopening the proceeding for further 
hearing, on petition of the Association of 
American Railroads, solely for the pur- 
pose of determining proper rental and 
car-hire settlements for the Ahnapee & 
Western Railway Co. 





Lessor Company Report Form 


The Commission, division 1, has issued 
an order approving “railway lessor com- 
pany annual report Form E.” The order 
requires all lessors to steam railway 
companies subject to section 20 of the 
interstate commerce act, to file under 
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oath an annual report for the year ended 
December 31, 1948, and for each succeed- 
ing year. The report. is to be filed in 
duplicate in the Commission’s Bureau 
of Transport Economics and Statistics 
on or before March 31 ‘of the year to 
which it relates. 


Rail Report Waived 


The Commission has issued an order 
waiving, for the year ended December 
31, 1948, a requirement in its order of 
December 18, 1941, as amended August 
31, 1942, that those steam railway com- 
panies that had railway operating rev- 
enues of $10,000,000 or more be required 
to file a supplemental consolidated sta- 
tistical statement, in addition to and 
separate from annual report Form A. 


Motor Certificate Revoked 


The Commission, division 5, has 
ordered that a motor-carrier certificate 
issued January 1i, 1944, in MC-29134, to 
Frank Westbrook, doing business as 


‘Westbrook’s Express, Navesink, N.J., be 


revoked and canceled as of March 2. It 
has issued an order in MC-C-611, Frank 
Westbrook—Revocation of Certificate, 
and MC-29134, Frank Westbrook, doing 
business as Westbrook’s Express, Nave- 
sink, N.J. 


Motor Record Preservation 


The Commission, by Chairman Ma- 
haffie, has issued an order authorizing 
Jones Motor Co., Inc., Spring City, Pa., 
to preserve currently by the microfilm 
process records specified in an applica- 
tion, and to destroy the original records 
after keeping them for one year. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not 
mean that all schedules in it have been 
suspended by the Commission. Sus- 


pension orders contain many schedules 


not reproduced here. Details of such 
orders are published in The Daily Traffic 
a and Bulletin and The Traffic Bul- 
etin.) 


I. and S. No. 5634, Shipping Weight on 
Eggs, from March 5 to and including 
October 4, the operation of certain 
schedules as published in supplement 
No. 11 to Consolidated Freight Classifi- 
cation No. 18, Agent Geo. H. Dumas’ 
tariff I.C.C. No. 31. The suspended sched- 
ules propose to increase the shipping 
weight on eggs in standard 30-dozen 
cases from 53 pounds to 56 pounds per 
case. 

I. and S. M-2992, Restrictions, Berger 
Freight Line—Chester Transfer from 
March 5 to and including October 4, cer- 
tain schedules published in supplement 
No. 83 to tarik MF-I.C.C. No. 49 of Mid- 
dlewest Motor Freight Bureau, agent, 
Kansas City, Mo. For the account of 
Berger Freight Line the suspended 
schedules propose minimum rates of 
classes 45 and 55 on traffic in connection 
with one and two connecting carriers, 
respectively, and ta cancel joint rates in 
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connection with more than two connect- 
ing carriers; and for the account of 
Chester Transfer, Inc. the proposed min- 
imum rates of classes 50 and 37.5 on less- 
truckloads and truckloads, respectively, 
in connection with one connecting car- 
rier, and to cancel joint rates in con- 
nection with more than one carrier. 


I. and S. M-2993, Wool, Western 
Points to Denver, Chicago and St. Louis, 
from March 9 to and including October 
8, the operation of certain schedules 
published on various revised pages to 
tariff MF-I.C.C. No. 40 of Rocky Moun- 
tain Motor Tariff Bureau, Inc., agent, 
Denver, Colo. The suspended schedules 


propose reduced rates on wool and mo- 
hair, in grease, from numerous points 
in Colorado, Kansas, Montana, Nebraska, 
New Mexico, South Dakota, Utah and 
Wyoming to Denver, Colo., Chicago, Ill. 
and St. Louis, Mo. 





COMMISSION ORDERS 


No. 29762, Allowances for pick up and de- 
livery at Kansas City; No. 29763, Allowances 
for = up and delivery at Twin Cities; No. 
29764, Allowances for pick up and delivery at 
Seattle; and No. 29765, Allowances for pick 
up and delivery at Portland. Order of Sep- 
tember 24, 1948, further modified to become 
effective March 15, instead of March 1. 

No. 30156, The S. K. Wellman Co. v. Acme 
Fast Freight, Inc. Defendant’s motion that 
complaint be made more definite and cer- 
tain, overruled. 

I. & S. M-2920, Minimum weights on light 
and bulky articles. Discontinued. Respond- 
ents under special permission filed tariffs 
canceling suspended schedules effective Feb- 
ruary 8. 

I. & S. M-2931, Merchandise, Chicago, I1l. 
to Okla. Discontinued. Respondent under 
special permission filed a tariff effective 
January 29 canceling suspended schedules. 

I. & S. M-2934, Ammunition St. Louis to 
Central States. Discontinued. Respondent 
under special permission filed a tariff effec- 
— February 21 canceling suspended sched- 
ules. 

I. & S. M-2939, Liquors, magazines, Central, 
East, New England. Discontinued. Respond- 
ents under special permission filed tariffs 
effective January 31 and later canceling sus- 
pended schedules. 

I. & S. M-2943, Watt Bros., building ma- 
terials, wool-mixed truckloads. Discontinued. 
Respondent under special permission filed a 
tariff effective February 5 canceling sus- 
pended schedules. 

I. & S. M-2945, Pick-up and delivery at 
Phoenix, Ariz. Discontinued. Respondents 
under special permission filed a tariff effec- 
= February 20 canceling suspended sched- 

es. 

I. & S. M-2961, Split pick-up and delivery, 
Merchants Freight System. Discontinued. Re- 
spondent under special permission filed a 
tariff effective February 16 canceling sus- 
pended schedules. 

I. & S. M-2970, Minimum rates or charges, 
Biliy’s Trucking. Discontinued. Respondent 
under special permission filed a schedule ef- 
fective February 8 canceling suspended sched- 


es. 

No. 17801, Rules for car hire settlement. 
Proceeding reopened for further hearing at 
a time and place to be hereafter fixed to 
determine proper rentals and car-hire settle- 
ment rules for A. & W. 

No. 28881, Bituminous coal rates in Ill. 
Petitions of Medusa Portland Cement Co. for 
modification of orders of November 13, 1945 
and July 12, 1948, dealing with rates to 
Dixon, Ill. and of Northern Illinois Coal 
Trade Ass’n. and Middle States Fuels, Inc., 
for rehearing, reconsideration and vacation 
of said orders with reference to rates from 
Fulton-Peoria producing district and Rush- 
ville, Ill. to Dixon, Ill., denied. 

No. 29817, Rheem Manufacturing Co. v. 
Cc. R. I. & P., et al. Order of November 23, 
1948 further modified to become effective May 
20, instead of March 21, on not less than 30 
days’ notice. 

I. & S. 5392, Paper to and in Southwestern 
Territory; I. & S. 5482, Paper boxes, Bastrop, 
La. to Southwest; I. & S. 5530, Paper to 
and in southwestern territory (2); I. & S. 
5569, Paper to and in southwestern territory 
(3); No. 29499, Container Corp. of America 


v. A. T. & S. F., et al.; and No. 29501, In- 
diana State Chamber of Commerce, et al. 
v. A. & S., et al. Order of October 12, 1948, 
further modified to become effective April 
20 instead of March 21. 

No. 29902, Salyer Refining Co. v. A. & S., 
et al. Complainant’s petition for further con- 
sideration and oral argument denied. 

No. 30041, Stauffer Chemical Co. v. S. A. L., 
et al. Complaint dismissed. 

No. 30045, J. Hofert Co., et al. v. A. C. & Y., 
et al. Complaint dismissed. 

No. 30109, Surplus Merchandise Dealers v. 
Erie, et al. Complaint dismissed. 

No. 30113, Indianapolis Machinery & Supply 
Co., Inc. v. N. Y. C. Complaint dismissed. 

I. & S. 5566, Coastwise traffic stored at Gulf 
Ports. Southwestern rail respondents’ peti- 
tion for reconsideration and argument de- 


nied. 

MC 30844, Sub. 11, Heuer Truck Lines, Inc., 
extension, Ohio. Report and order modified 
in respect of finding (1) by adding following 
— after words “for operating conven- 
ence’”’: 

Subject to restriction that authority 
granted here shall not be combined with 
that now held by applicant for purpose of 
rendering service from and to points other 
than those authorized herein to be served. 

MC 59278, Sub. 3, E. N. Curtis Transporta- 
tion, Inc., extension. Steel bars. Proceeding 
reopened for reconsideration on present rec- 
ord to determine what modification should 
be made in description of commodities au- 
thorized to be transported by applicant. 

MC 59680, Sub. 68, Strickland Transporta- 
tion Co., Inc. Proceeding assigned to Exam- 
iner Borroughs for further proceedings. 

MC 108560, Sub. 1, Florida and New York 
Motor Lines, Inc., extension, New York Com- 
mercial Zone. Proceeding reopened for fur- 
ther hearing on March 31, at 641 Washington 
St., New York, N. Y., before Examiner Gaffney 
and for further hearing at Jacksonville, Fla., 
at a time to be fixed. 

MC 109842. Sub. 3, Liquid Haulage, Inc., 
contract carrier application. Proceeding re- 
ovened for further hearing at a time and 
place to be fixed. 

MC 110163, Sub. 1. Bulk limespreaders. con- 
tract carrier awvplication. Proceeding re- 
opened for further hearing at a time and 
pace to he fixed. 

MC 110367, J. D. Shroat, Jr., Trucking Co., 
contract carrier app'ication. Proceeding re- 
opened for further hearing at a time and 
place to be fixed. 

MC-C 302. Morton Salt Co. v. Adams Trans- 
fer & Storage Co., et al. Willard E. Barry. 
Willard E. Barry Transfer and William Harold 
Houston, Houston Truck Line ordered to 
comply with order of Commission in No. 
28716. et al., Morton Salt Co. v. Alton, 259 
ICC 223, 264 JCC 71, 497. on or before April 
18, or to show cause why they should not 
comply. 

MC-F 3889. Cardinal Lines, Inc., control 
and merger, Wisconsin Bus Lines, Inc. Appli- 
cation dismissed. 

Ne. 29870, Orefraction, Inc. v. B. & O. et al. 
Order of December 23, 1948 modified to be- 
come effective May 31 on not less than 30 
days’ notice instead of March 31. 


MC 3602, Sub. 11, Bridgeways, Inc., com- 
mon carrier application, Great Central. Or- 
der of May 20, 1946 further modified to be- 
come effective May 31 instead of February 
28, only insofar as it denied applicant au- 
thority to continue operations from and to 
Rochester and Syracuse, N. Y. 


MC 19778, Sub. 3, C. M. St. P. & P., exten- 
sion, Ia. Report and order of July 22, 1940 
modified by eliminating following: 


3. Shipments transported by applicant by 
motor vehicle shall be limited to those which 
move under a through bill of lading cover- 
ing, in addition to movement by motor 
= a prior or subsequent movement by 
rail, 


and substituting in lieu thereof following: 


3. No shipments shall be transported by 
applicant as a common carrier by motor ve- 
hicle between any of following points, or 
through, or to, or from more than one of 
ane points: Madison, Wis., and Marquette, 
a. 


This order shall become effective April 11, 
unless any party-in-interest shall show cause 
why report should not be modified in man- 
ner described above. 


MC 105636, Sub. 7, Refrigerated Food De- 
livery, Inc., extension, Cuban Air Traffic. 
Proceeding reopened for further hearing at a 
time and place to be fixed. 


No. 29834, Increased mail pay rates, Pacific 
Electric. Petition of Postmaster General for 
reconsideration, rehearing, denied. 


I. & S. M-2949, Increases, Middle Atlantic, 
New England, 1949. Motion of Middle Atlan- 
tic States Shippers Motor Carrier Committee 
overruled and petition of Secretary of Agri- 
culture of February 23 denied. 

Ne. 29276, Kellogg Co. et al. v. Abilene & 
Southern et al, and No. 29368, Albers Milling 
Co. v A.C.L. et al. Order of December 15, 
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1948, further modified to become 
May 19, on not less than 30 days 
instead of March 29. 

No. 29665, Willard Storage Batter: Co, y 
N.Y.C. et al. Order of February : 1948" 
further modified to become effecti: Appij 
28, instead of March 28. 

. Ann 


Tective 
Notice, 


No. 29741, Adrian Grain Co. et al. 
Arbor et al. Order of January 25, moi tied to 
become effective June 3, on not le than 
30 days notice, instead of May 4. 

No. 30160, Kelite Products, Inc. v.S. et aj 
Proceeding be handled under modifi i pro. 
cedure and parties thereto to comp with 
provisions of rules 45 to 54 inclu ve of 
ag Rules of Practice, before C« nmigs. 
sion. 

MC-106241, Sub. 5, Crawford Trans; <rt Cp 
Inc., Extension—Ironton, Ohio, Pro: :eding 
reopened for reconsideration on prese ¢ ree. 
ord, solely with respect to new auto: iobile 
truck and chassis, in initial movemeni: from 
Detroit, Mich., to Lexington, Ky. 

MC-108648, Sub. 1, Deliveries, Inc., Co atract 
carrier application. Proceeding reoper:d for 
reconsideration on present record. 

MC-F-3220, Samuel L. Lebovitz, Control 
Modern Transfer Co. Inc., Purchase, Portion’ 
Edwin E. Clarke, MC-F-3769, Modern ‘rans. 
fer Co., Inc., Investigation of Control, “dwin 
E. Clarke. Proceeding in MC-F-3220, «loseq 
and order entered therein April 25, 1947, as 
—. shall continue in full force ang 
effect. 


1.C.C. Practitioners 


Robert E. Freer, former chairman and 
member of the Federal Trade Commis. 
sion, now practicing law in Washington, 
D.C., has been admitted to practice he- 
fore the Commission. Others admitted 
to practice are: 


Charles C. Atwater, Baltimore, Md.; Donald 
P. Baird, Council Bluffs, Ia.; Herbert Hale 
Corbin, New, Haven, Conn.; Guerino Della- 
Grotta, Providence, R. I.; Joseph Walter 
Forbes, Philadelphia, Pa.; John Richard 
Goetz, Minneapolis, Minn.; Milton D. Gold- 
man, New York, N. Y.; Christian V. Graf, 
Harrisburg, Pa.; Rudolph Halley, New York, 
N. Y.; Al M. Heck, San Antonio, Tex.; Rich- 
ard Mobley, Russellville, Ark.; Roy J. Mohan, 
St. Paul, Minn.; Thomas Ewing Montgomery, 
Philadelphia, Pa.; Lynn R. Riddle, Lisbon, 0.: 
Herman J. Spence, Gainesville, Ga.; Ralph 
Charles Tacoma, Indianapolis, Ind; Noah 
Walker, Baltimore, Md.; Leon Weinroth, 
Philadelphia, Pa.; and Carroll Robbins Wet- 
zel, Philadelphia, Pa. 
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AND PETITIONS 


Railroads Reply to D. J. 
Bulwinkle Charge of 


Private Rail Government 


The eastern and western railroads have 
replied to the Department of Justice's 
protest in the Bulwinkle agreement pro- 
ceedings of those roads and its “motion 
for consolidation” of the two dockets, No. 
2, the Western Traffic Association appli- 
cation, and No. 3, the eastern roads’ 
application (see Traffic World, Feb. 12, 
p. 33). 


Denial of the motion for consolidation 
was asked by the eastern and western 
roads. The eastern roads requested that 
the department’s protest be overruled 
and the western lines denied “every al- 
legation contained in the protest and 
motion except those which constitute 
admissions of allegations contained in 
the application.” 


The department had alleged that the 
agreements filed by railroad rate-making 
groups with the Commission under sec- 
tion 5a of the interstate commerce att 
(Bulwinkle act), providing immunity 
from antitrust prosecution when rates 
were made by the conference method 
under agreements approved by the Com- 
mission, would result in a “unified plan 
or structure” amounting to a “system of 
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priva!» government” for the railroad in- 
dustr’ insofar as traffic matters were 
conce. ed. 

The eastern roads characterized as 


“loose ~expressions” a statement they 
quote from the department’s motion 
that ‘ne eastern agreement “is merely 
q step toward the consummation of a 


common scheme or design and is a single 
integral part of a unified plan or struc- 
ture. . .”, and a quoted statement that 
“the three major territorial organizations 
(are) to be supervised by, and the activi- 
ties of each (are) to be nationally co- 
ordinated by the Association of American 
Railroads.” The eastern railroads said 
these assertions were the whole basis of 
the motion to consolidate and were “fig- 
ments of imagination without any 
foundation in the plain text of the east- 
ern agreement.” They said their agree- 
ment contained no reference whatever 
to the A.A.R. 


“Since it is only what the agreement 


in its plain terms provides for that the 
Commission is asked to approve, and 
since by those plain terms no nation- 
wide organization is established or con- 
templated, the grounds for the motion to 
consolidate are illusory, and the motion 
should be denied,” said the eastern 
roads. 

“Consolidation, furthermore, would not 
expedite or simplify the hearing. On the 
contrary, it would confuse with others 
the separate issues as to the eastern 
agreement raised by the protest.” 

Replying to the department’s protest, 
as distinguished from the motion to 
consolidate, the eastern roads denied 
that their agreement presented to the 
Commission for approval was in any re- 
spect unlawful, or contrary to public 
interest, or not in furtherance of the 
national transportation policy. They said 
the department’s protest, “in substance 
and effect and although divided into 
four parts, is but a renewal of prot- 
estant’s attack upon section 5a itself 
and the wisdom of its enactment, rather 
than upon the eastern agreement filed 
thereunder.” 

The eastern roads said the only refer- 
ence in their agreement to carriers in 
other rate territories was one that was 
required by law and concerned the 
manner in which the eastern lines would 
discharge their legal obligations to par- 
ticipate with carriers in other affected 
territories in the initiation and establish- 
ment of rates and other traffic matters 
“whose application is in fact interterri- 
torial in scope.” 


The western roads said that on the 
basis of the same argument by which 
the department tried to prevent the en- 
actment of section 5a, “the administra- 
tive body is now asked to nullify it.” 
They said they would submit arguments 
In opposition te those advanced in the 
department’s protest at an “appropriate 
time, and on the record to be made at 
the hearing.” They said their agreement 
was a separate and different agreement 
from that involved in each of the other 
applications referred to in the depart- 
ment’; motion and that the parties to the 
Tespe-tive agreements were different and 
their subject matter different. 

Th: western lines said parties whose 
Sole 1 \terest was in the western agree- 


ment should not be required to attend 
protacted consolidated hearings in 
Was! ‘ngton, D.C., or elsewhere, some of 
whic’, would be devoted wholly or pri- 
mari.» to applications in which they have 
no ir. ‘arest.” 


Th Commission, by an order by Com- 





missioner Alldredge in Section 5a Appli- 
cation No. 3, Eastern Railroads—Agree- 
ments, has permitted the American Short 
Line Railroad Association to intervene.’ 
The association, in its petition for inter- 
vention, said it believed the eastern 
agreement should be approved by the 
Commission. 


D. of J. Motion Overruled 


The Commission has overruled a 
motion by the Department of Justice to 
consolidate for disposition four of the 
Bulwinkle act agreements filed with it. 


The motion overruled asked consolida- 
tion of section 5a applications identified 
as follows: No. 2, Western Traffic Asso- 
ciation—Agreement; No. 3, Eastern Rail- 
roads — Agreements; No. 6, Southern 
Freight Association et al—Agreements, 
and No. 7, Association of American 
Railroads, Per Diem, Mileage, Demurrage 
and Storage—Agreements. 

The Commission said the several appli- 
cations presented different factual situ- 
ations and issues and that intermingling 
the issues would delay the proceedings. 
It also said that the issues in No. 2 and 
to some extent in No. 7 related to matters 
in the case before the federal district 
court at Lincoln, Neb., in which the 
defendant railroads were charged with 
anti-trust law violations. 

The Commission has issued three 
notices concerning hearings on the Bul- 
winkle-act applications. 

In Application No. 6, the Southern 
Freight Association filing, it postponed 
to a date and place to be fixed the hear- 
ing assigned for March 28, at Mont- 
gomery, before Commissioner Alldredge. 

Application No. 2, the Western Traffic 
Association case, the Commission as- 
signed the matter for further hearing 
April 19, at the Baker Hotel, Dallas, Tex., 
before Commissioner Rogers. The ini- 
tial hearing in Washington, D.C., April 
6, stands as assigned. 

A hearing in application No. 3, in- 
volving the eastern agreements, will be 
held in Washington, D.C., before Com- 
missioner Rogers, on May 4. 


Labor Union Asks Probe Of 


Truck Line Rate on Paper 


Local No. 7 of the International 
Brotherhood of Teamsters, and Chauf- 
feurs, Warehousemen and Helpers of 
America, American Federation of Labor, 
Kalamazoo, Mich., has petitioned the 
Commission for investigation of a rate 
of 21 cents, minimum weight 36,000 
pounds, applicable on paper as described 
in item No. 1110 of Ready Truck Lines, 
Inc., MF-I.C.C. No. A-5, from Kalama- 
zoo, Otsego, Parchment, and Plainwell, 
Mich., to Chicago, Ill. 

The union said, among other things, 
that the aforementioned rate and mini- 
mum weight were unreasonable and il- 
legal and should be investigated “for the 
reason that the Interstate Commerce 
Commission failed to take notice of a 
statute of the state of Michigan, enacted 
as a part of the police powers of a sover- 
eign state, and by the act of the Com- 
mission seeks to ignore and/or overrule 
duly enacted legislation of a state coming 
within the purview of its police powers.” 

It alleged that “this inconsistent 
stand” taken by the Commission would 
cause it irreparable injury in that it be- 
lieved Ready Truck Lines, Inc. contem- 
plated shipping on bills of lading calling 
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for 36,000 pounds of the considered traf- 
fic in any manner it chose. 


Thus, continued the union, if ship- 
ments were loaded 20,000 pounds and 
16,000 pounds in two trailers the truck- 
mile revenue resulting would not exceed 
a@ suspended rate of 21 cents, minimum 
weight 20,000 pounds. 


The union further alleged that no 
trucking company would haul at that 
rate which, it said, was .0562 cents under 
the rail rate for outbound paper ship- 
ments from Kalamazoo. It said Ready 
was able to accomplish this “by the use 
of unfair labor practices, cutting below 
the existing wage for truck drivers.” It 
said a condition was thereby created 
that would, among other things, “tend 
to disrupt and bankrupt a part of the 
trucking lines competing with said 
Ready Truck Lines, Inc.” 





Central Territory Motor 
Carriers Ask Investigation 


Of Volume Rate Reductions 


Eighteen motor carriers in Illinois, 
Indiana, Michigan, Ohio, and Kentucky 
have petitioned the Commission to in- 
vestigate rate-making practices of motor 
carriers operating between points in the 
Chicago Commercial zone and points in 
Indiana, Kentucky, and Ohio. 


They assert they cannot charge com- 
pensatory rates on small shipments, 
which shifts the transportation burden 
to their larger shipments, while “caprici- 
ous reductions” in rates on volume traffic 
have been permitted by the Commission. 
The complaining motor carriers say they 
cannot operate the low level of rates 
maintained by their competitors unless 
they will violate state weight laws, union 
contractors, and the Commission’s safety 
rules and regulations, which they assert 
is done by the carriers making the 
ae reductions in their volume 
rates.” 


The eighteen petitioners asked an in- 
vestigation of “the operating and rate- 
making practices of motor carriers, com- 
mon and contract, operating from, to or 
between points and places in the Chicago, 
Tll., commercial zone as defined in 1 
MC.C. 673, points and places in the 
states of Indiana, that portion of Ohio 
from the Indiana-Ohio state line to 
Columbus, O., bounded by U.S. highway 
40, on the north, from Columbus, O., to 
Cincinnati, O., bounded by U.S. highways 
62 and 22 on the east and on the west 
the Ohio-Indiana state line extending 
from US. highway 40 to the Ohio River, 
and that portion of Kentucky located 
within the Cincinnati commercial zone 
and Louisville, Ky., and all intermediate 
points. .. .” 


Describing themselves as handling the 
“preponderance of motor freight traf- 
fic” in the territory aforementioned, the 
petitioning carriers said they were 
powerless to develop and maintain a 
sound and stable industry unless the 
Commission permitted publication of a 
compensatory level of rates applicable 
on small shipments; prohibited the re- 
ductions in rates applicable on large 
less-truckload and truckload shipments 
below a reasonable level, and order all 
rates in the territory in issue increased 
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to the level found reasonable as a result 
of the requested investigation; and en- 
force on all carriers full compliance with 
its rules and regulations relative to 
safety, “et cetera.” 

In connection with the request that 
the Commission prohibit reductions in 
rates on the larger shipments, the peti- 
tioners said: 


“Your Commission has _ permitted 
widespread reductions in the level of 
rates applicable on the larger shipments. 
Many of such reductions have been 
made by carriers who cater only to the 
shippers of volume tonnage. Other re- 


ductions in volume rates have been per-' 


mitted by your Commission to enable 
a carrier or carriers to meet the com- 
petitive rates of a carrier who has (with 
some exceptions) rates in effect today 
which are on the same level as of 1941. 
Such reductions in rates have been the 
subject of protests and petitions for sus- 
pension. Your Commission in the vast 
majority of cases have failed to suspend 
and investigate such reductions and, in 
this respect your Commission has erred. 
There must be a balance. If such 
capricious reductions in volume traffic 
is to be permitted by your Commission 
a corresponding increase in the smaller 
shipments must be permitted.” 

The petitioning carriers were: Federal 
Truck Lines, Inc.; Ziffrin Truck Lines, 
Inc.; Hanna Freight Lines, Inc.; De- 
catur Cartage Co.; Interstate Dispatch, 
Ine.; Indianapolis Forwarding Co.; 
Standard Freight Lines, Inc.; Cushman 
Motor Delivery Co.; Foster Freight 
Lines, Inc.; Bridgeways, Inc.; Commer- 
cial Motor Freight, Inc. of Indiana; 
Dennis Truck Lines, Inc.; Federal Ex- 
press, Inc.; Carolina Motor Express 
Lines, Inc.; Daum Over-Nite Express, 
Inc.; Motor Express, Inc. of Indiana; 
Suburban Motor Freight, Inc., and Hu- 
ber & Huber Motor Express, Inc. 


Long Island Rail Road 


Files Reorganization Plea 


The Long Island Rail Road Co. has 
filed with the Commission a petition for 
reorganization which it filed in the fed- 
eral district court .for the eastern New 
York district under section 77 of the 
bankruptcy act. 


The railroad listed a total of $54,999 612 
in debts and obligations “among others,” 
and said it was without sufficient funds 
to meet them, and had no means of 
borrowing or otherwise obtaining funds. 


Although it was granted a temporary 
increase in its commutation fares by the 
New York Public Service Commission on 
March 1, it said, the additional revenue 
would average not more than $275,000 a 
month, and such increases, it added, 
would not enable it to meet its debts as 
they matured. 


The Long Island said its operations 
for 1946, 1947, and 1948, resulted in a 
net loss of $1,188,076, $3,006,173 and 
$6,016,680, respectively, while its net loss 
for January, 1949, was $1,405,728 and for 
February, $1,750,000. According to its 
balance sheet as of January 31 the rail- 
road said, it had current assets of $11,- 
073,439 and current liabilities of $16,449,- 
617. As of that date, it said, it had a 
net cash balance available of $60,059. 


Rails Asks Burlington Mills 
Argument Along With Lenoir 
Case Argument Before I.C.C. 


Rail carriers in Trunk-Line Territory, 
except the Chesapeake & Ohio, have 
asked the Commission to waive rule 101 
(e) of its general rules of practice, gov- 
erning the time when petitions must be 
filed, for the purpose of reopening and 
reconsideration of MC-C-906 Burlington 
Mills Corporation— Transportation for 
Compensation, in which Burlington and 
certain of its affiliates were found to be 
private carriers. 

The railroads said the Lenoir Chair 
Co. Contract Carrier Application, 48 
M.C.C. 259, in which Lenoir was also 
found to be a private carrier, had been 
reopened for oral argument before the 
entire Commission, and added: 


“It is our contention that the facts in 
the instant proceeding are very similar 
to the record in the Lenoir Chair Co. 
case and that the facts show that the 
Burlington Mills Corporation is, in effect, 
a carrier for hire. The question involved 
in this proceeding is similar to the ques- 
tions involved in the Lenoir Chair Co. 
case. Rail carriers desire to have the 
Commission consider the arguments ad- 
vanced by us in the Lenoir Chair Co. 
case in relation to the facts developed in 
the instant proceeding.” 


Asks Exemption for Heavy 


Haulers on Trip Leases 


The Local Cartage National Confer- 
ence, Heavy Hauling, Machinery Moving, 
and Erecting Section, in a brief filed 
with the Commission in Ex Parte MC- 
43, Lease .-and Interchange of Motor 
Vehicles, has asked, among other things, 
that heavy haulers be granted an ex- 
emption from restrictions on the use of 
single trip leases or hauling arrange- 
ments, or use of personnel for the dura- 
tion of such leases or arrangements as 
either the employes of the lessee or 
lessor, when engaged in transportation 
of heavy, large, or unusual objects re- 
quiring use of special equipment. 

The conference said no _ testimony 
was offered in the lease and inter- 
change proceeding showing any viola- 
tion of the transportation act by these 
carriers, and particularly of the Com- 
mission’s safety regulations. It also 
said no testimony was offered by any 
carrier in opposition to continuance of 
single-trip leasing or hauling arrange- 
ments as between these certificated car- 
riers. 

It asked that particular consideration 
be given to the “peculiarities surround- 
ing this type of service” required from 
“this grcup of specialized carriers.” 


Va. Governor Asks Right 
To Hold Rail Positions 


Governor Tuck, of Virginia, by an 
application in Finance No. 16477, has 
asked the Commission for permission to 
hold the position of director of the Rich- 
mond, Fredericksburg & Potomac Rail- 
road Co., and director of the Richmond 
Terminal Co., in which the R.F. & P. is 
financially interested. 

The application said the Governor was 
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elected a director of the R.F. & >. ang 
of the terminal company by th ‘r re. 
spective boards of directors on March 
18, 1948, and was designated by th State 
Corporation Commission of Vir xia to 
be selected a director to repres: ¢ the 
interests of the Commonwealth 1 the 
R.F. & P. board. It said he ow: -d no 
shares of stocks, bonds, or notes, =f the 
railroad or of the terminal compa and 
no stocks, bonds, or notes of an) other 
carrier, other than $6,000 R.F. & |. diyij- 
dend obligations. 


It said the Governor began dut 
director of the railroad immediat 
his election but that he had no= been 
called on to perform duties as a termina] 
company director. The only industria] 
corporation with which the Governor 
was associated was the Virginia Rock and 
Mineral Corporation, a land holding 
company, of which he was president, said 
the application. 


“Neither public nor private interests 
will be adversely affected by permitting 
the applicant to continue to hold the 
position of director in each of the two 
corporations named,” said the applica- 
tion. 


FINANCE APPLICATIONS 


Finance No. 16475, Dixie Greyhound Lines, 
Inc., Memphis, Tenn., asks authority to issue 
$90,000 installment notes to mature in 10 
equal quarterly installments over a period 
of 212 years, notes issued on or before April 
30, 1949, to bear interest at 242 per cent per 
annum and notes issued between that date 
and December 31, 1949, to bear interest at a 
rate, not to exceed 3 per cent per annum, 
as shall be agreed on by applicant and Na- 
tional City Bank of New York. The applicant 
says the purpose of the issue is to finance 
not to exceed 75 per cent of the cost of re- 
building 12 busses at an estimated cost of 
$10,000 a bus. 

MC-F-4104, Albert L. Evans, dba Evans De- 
livery Co., Pottsville, Pa., asks authority to 
purchase certain operating rights of Harvey 
Moyer, Schuylkill Haven, Pa. : 

MC-F-4105, Smith’s Transfer Corporation, 
Staunton, Va., asks authority to purchase 
certain operating rights of D.P.D. Truckmen, 
Inc., Fairview, N. J., and R. R. Smith, Staun- 
ton, asks authority to acquire control of the 
rights through the purchase. 

Finance No. 16476, Transcontinental Bus 
System, Inc., Dallas, Tex., asks authority to 
issue one unsecured promissory note of $1!2 
million payable to First National Bank in 
Dallas in six equal semi-annual installments 
of $250,000, with interest at 314 per cent per 
annum, payable semiannually on unpaid bal- 
ance of principal, and interest at 10 per 
cent per annum after maturity. Applicant 
said note would be given to evidence $11 
million to be borrowed for use as part pay- 
ment of purchase price for 20,795 shares of 
capital stock of Southern Bus Lines, Inc. 
Alexandria, La., which applicant had con- 
tracted to purchase from Bus Investment 
Corporation, Alexandria. Transcontinental 
said it was filing an application with the 
Commission for authority to acquire control 
of Southern Bus Lines, Inc., through the 
aforementioned purchase. 

MC-F-4106, Emmott-Valley Transportation 
Co., Inc., Uxbridge, Mass., asks authority to 
purchase certain operating rights of Mural 
Trucking Service, New York, N.Y. 

MC-F-4107, Rose City Tours, Inc., Portland, 
Ore., asks authority to purchase and tem- 
porarily operate certain rights of B. H. Rob- 
inson, et al., dba Rose City Tours, Ogden, 
Utah; and Myrl P. Hoover, Portland, asks 
authority to join as party applicant. 

MC-F-4108, Transcontinental Bus System, 
Inc., Dallas, Tex., asks authority to acquire 
control of Southern Bus Lines, Inc., Alex- 
andria, La. 

Finance No. 16480, Delaware, Lackawanna & 
Western Railroad Co. asks authority to issue 
$3,780,000 of equipment trust certificates, 
Series H, to provide about 80 per cent of the 
cost of 10 Diesel switching locomotives, 30 
steel-sheathed box cars, and 500 hopper cals, 
to cost about $4,725,000. The certificates 
would be dated March 15 and mature in 20 
or 30 semi-annual installments. Bids are due 
in the New York offices of the company 0 
March 16. 

Finance No. 16478, Hudson River Dy Line 
and Hudson River Boat Co., Inc., ask 2uthor- 
ity for sale of operating rights and ;roperty 
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of th: former to the latter, for $489,650. The 
applic :tion said the corporation’s general 
plan of financing was by issuance of its stock 
for wich $225,000 in cash would be received, 
and by a loan of $100,000. It said arrange- 
ments for obtaining the total of $325,000 
definite. 

in ace No. 16481, Atlantic Greyhound Cor- 
poration asks authority to issue not more 
than %75,000 of installment notes, maturing 
in 10 quarterly installments, the proceeds to 
pe used to finance not more than 75 per cent 
of the cost of rebuilding 10 busses. 

Finance No. 16482, Southwestern Grey- 
hound Lines, Inc., asks authority to issue 
not more than $480,000 of installment notes, 
to mature in 10 quarterly installments, the 
proceeds to be used to finance not more than 
"5 per cent of the cost of rebuilding 64 

sses. 

Mieance No. 16464, Nelseco Navigation Co., 
of New London, Conn., asks authority to 
purchase the operating rights of Edwin H. 
Sanford, dba Prudence Island Line, of Tiver- 
(me. &. 

pinance No. 16486, Central Freight Lines, 
of Waco, Tex., asks authority to issue long- 
term notes for $125,000, secured by mortgages 
on real estate, the funds to be used for con- 
structing terminal buildings on the mort- 
gaged property. 

Finance No. 16487, Hayes Freight Lines, 
Inc., of Matoon, Ill., asks authority to issue 
(1) a principal promissory note and a land 
mortgage in connection therewith for $125,- 
000, to cover the cost of a garage and exten- 
sion to present dock facilities, and (2) notes 
and chattel morgtages to secure specific 
pieces of new equipment to be purchased 
from time to time in the next two years, for 
$500,000. 

Finance No. 16489, St. Louis-San Francisco 
Railway Co. asks authority to issue $4,260,- 
000 of equipment trust certificates, Series D, 
to be dated March 15 and to mature in 15 
annual installments. The proceeds will meet 
75 per cent of the cost of 13 Diesel-electric 
freight, road switching and switching loco- 
motives, 700 all-steel open-top hopper cars, 
and 130 10,000 gallon tank cars, estimated 
at $5,680,647. Bids are due at the New York 
offices of the company by March 17. 

Finance 16470, Sub. 1, Northern Pacific 
Railway Co., and Great Northern Railway 
Co., ask authority to assume obligation in 
respect of $4,500,000 of Spokane, Portland & 
Seattle Railway equipment trust certificates 
of 1949, to be dated April 1 and to mature in 
15 annual installments, to meet part of the 
cost of 600 box cars, three Diesel-electric 
freight locomotives, 11 lightweight passenger 
cars, and 100 gondola cars, estimated to 
cost $6,178,800. 

Finance No. 16488, Forth Worth Livestock 
Handling Co., Fort Worth, Tex., directly con- 
trolled by United Stockyards Corporation, 
asks authority (1) to terminate, as of June 
10, 1948, or date transaction is approved, 
whichever is later, a lease dated June 1, 1946, 
and expiring October 31, 1951, under which 
applicant leased from United all facilities 
and properties used for loading and unload- 
ing railborne livestock at Fort Worth stock- 
yards; (2) to enter into new lease with 
United with respect to such facilities and 
properties ‘‘on slightly different terms’’; and 
(3) to continue to operate such facilities and 
properties, at an annual rental of $10,000. 

MC-F-4111, N. C. Purdie Corporation, Stan- 
ley, N. Y., asks authority to purchase certain 
operating rights of Hoffman’s Motor Trans- 
portation, Belleville, N. J. 

MC-F-4112, Ollie P. Brown, dba Brown 
Trucking Co., Wabash, Ind., asks authority 
to purchase certain operating rights of 
Raymond D. Allisbaugh, dba Allisbaugh 
Trucking Co., Wabash. 


PETITIONS FOR REHEARING 





No. 29870, Orefraction, Inc. v. B. & O. et 
al. Defendants ask for further hearing, re- 
argument, reconsideration, and vacation or 
poe oo cation of outstanding order of Com- 

SS10 

. 29645, Transcontinental rates and esti- 
weights on vegetables. Texas citrus 
vegetable growers and shippers ask for 
— and modification of Commis- 
s order. 
(6340 and No. 17509 Sub 1, and related 
‘llinois-Indiana Coal Cases. Chicago 
rth Western and Litchfield and Mad- 
< for modification of order June 14, 
permit them to join with origin lines 
Western Kentucky coal group in re- 
their rate from that group to Chicago 
without reducing rates from other 
‘roups. 
9884 (embracing No. 29884 Sub 1), C. 
e Co. et al. v. A. T. & 8S. F. et al. 
inants ask for reopening and recon- 
on by entire Commission of report 
dings of Division 3, decided January 


‘C 28978, Application for transfer; 


Fred Williams, Arkansas City, Kans., Trans- 
feree, and Bill Snyder Truck Service, Wichita, 
Kans., Transferor Fred Williams and Bill 
Snyder Truck Service ask for reconsideration 
of order January 31 and that application be 
granted. 

No 29778, Kasco ills, Inc. v. A. C. & Y. et 
al. Defendants ask for postponement of ef- 
fective date of Commission’s order to May 31. 

MC-FC 29130, Application of Craun Trans- 
portation, Inc., Bettsville, Ohio, Transferee, 
and Petroleum Transport, Inc., Lansing, 
Mich., Transferor. Refiners Transport & Ter- 
minal Corp. asks for reconsideration of order 
entered by Division 5 of February 3. 

MC-FC 31232, Application for lease: Mem- 
phis Transports, Inc., Memphis, Tenn., Les- 
see and Elizabeth Fly, Diane Fly, and Doro- 
thea B. Fly, Jr., Dorothea B. my Trustee, 
and Wilson Fly, Dorothea B. Fly, Union 
Planters Nat’l. Bank and Trust Co., execu- 
tor of estate of C. K. Goodrich, and Fred- 
erika B. Fly, a limited partnership, dba 
Motor Transport Co., Memphis, Tenn., les- 
sor. Petitioners ask Commission to ap- 
prove a lease of operating rights as recom- 
mended by joint board by lessor to lessee 
for a period co-extensive with present lease 
agreement between parties. 


NEW COMPLAINTS 


No. 30186, Forwarder Increases—California 
to Arizona, New Mexico & Texas. 

Investigation instituted by the Commis- 
sion, division 2, on its motion, concerning 
reasonableness and lawfulness of increased 
rates, charges, rules, regulations, and prac- 
tices affecting shipments of various com- 
modities from California points to points in 
Arizona, New Mexico, and Texas, as pub- 


lished in supplement No. 7 to E. M. Clancy, 
pag ’ eee Consolidators tariff I.C.C.-FF. 
oO. 2. 


MC-C-1031, Pennsylvania Greyhound Lines, 
Inc., et al. v. American Bus Lines, Inc., 
Chicago. 

Alleges defendant has wilfully neglected 
to, and refrained from rendering transpor- 
tation service between New York, N. Y., and 
Philadelphia, Pa., and between other named 
points, under certificate MC-2890. Asks order 
requiring institution of reasonably adequate 
and continuous service, failing in which, de- 
fendant’s certificate be revoked. (Turney, 
Carpenter & Turney, 1001 Fifteenth St., N. 
W., Washington 5, D. C.) 


MC-C-1032, Regina Corporation, Rahway, N. 
J. v. National Transportation Co., Inc., 
Bridgeport, Conn. 

Alleges rates on 1.t.l. shipments of brass 
gears or gear wheels, Waterbury, Conn., to 
Rahway, N. J., 1944 and 1945, in violation of 
section 217. Asks determination of lawfulness 
of rates. (L. V. Brandt, 1811 South Prairie 
Avenue, Chicago 16, Ill.) 


No. 30133, Sub. 29, Deep Rock Oil Corporation, 
Tulsa, Okla. v. Louisiana & Arkansas 
Railway Co., et al. 

Alleges rates on fullers earth from Georgia 
points to Oklahoma points, January 1, 1947, 
until May 5, 1948, in violation of section 1. 
Asks reparation. (Harry S. Elkins, 930 Mun- 
sey Building, Washington, D. C.) 


No. 30193, Summer & Co., Columbus, O. v. 
Baltimore & Ohio et al. 
Alleges rates on scrap iron and scrap steel 
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between various Official Territory points, 

1947 and 1948, in violation of sections 1 and 

6. Asks cease and desist order, rates, and 

reparation. (F. B. Stephen, 19 South Wells 

St., Chicago). 

No. 30194, Lighting Specialties, Glendale, 
Calif. v. Southern Pacific Co. et al. 


Alleges rates on glass lamp shades, carloads, 
Wellsburg, W. Va., to Glendale, Calif., since 
prior to July 1, 1946, in violation of section 
6. Asks reparation. (E. W. Cox, 6130 Whitsett 
Avenue, North Hollywood, Calif.) 


No. 30133, Sub. 30, Chemical Sales Corpora- 
tion, Buffalo, N. Y. v. B. & O. et al. 


Alleges rates on fullers earth, January 1, 
1947, to May 5, 1948, from points in Florida 
to points in New York, in violation of section 
1 to extent they contained increases ex- 
ceeding 6 cents a 100 pounds, as made ef- 
fective May 6, 1948, after decision in Ex 
Parte 166. Asks reparation. (Harry S. Elkins, 
930 Munsey Bldg., Washington, D. C.) 


No. 30195, Elkton Export Boxing Co., Elkton, 
ee et al. v. Alabama Great Southern, « 
et al. 


Allege rates on 45 carloads of wooden Ppal- 
lets, shipped from Ft. Payne, Ala., to Battle 
Creek, Detroit, Flint, Grant, Maniestee, Mid- 
land and River Rouge, Mich., Buffalo, Ro- 
chester, and Syracuse, N.Y.; and Cleveland 
and Toledo, O., October 8, 1945, to May 20, 
1946, in violation of section 1. Ask reparation 
of $2,961.23. V. L. Turner, 503 Title Guarantee 
Bldg., Birmingham 3, Ala.) 


No. 30196, West. End Iron & Metal Corpora- 
tion, Duluth, Minn. v. Duluth, South 
Shore & Atlantic, et al. 


Allege rates on three shipments consisting 
of one locomotive with main rods removed 
and side rods connected, for remelting pur- 
poses only, from Houghton, Mich., in viola- 
tion of sections 1 and 6. Asks cease and 
desist order, rates, and waiver’ of under- 
charges of $452.27. (Robert H. Smith, 212 
Medical Arts Bldg., Duluth 2, Minn.) 


MC-C-1034, Steel Products Co., Inc., Savan- 
nah, Ga., v. Benton Rapid Express, Inc., 
Savannah. 


Alleges rates on automobile parts and/or 
equipment, shipped in February, 1947, from 
Muskegon, Mich., to Savannah, in violation 
of sections 216 and 217. Asks full damages 
and cease and desist order. (Chris F. Ham- 
mond, Jr., Vice President, Steel Products Co., 
Inc., P. O. Box 1007, Savannah, Ga.). 


MC-C-1033, Eastern Arkansas Express Co., 
J. H. Crain and Lee Wilson & Co., Wil- 
son, Ark. 


Proceeding instituted by Commission, divi- 
sion 5, to determine whether permit MC- 
64529, Sub. 1, issued to Lee Wilson & Co., 
and certificates MC-87734 and Same, Sub. 1, 
issued to Eastern Arkansas Express Co., 
were held by entities subject to common 
control and, if so, whether such permit and 
certificates might be so held consistently 
with public interest and national trans- 
portation policy, and to determine whether 
Eastern Arkansas Express Co. had discon- 
tinued operations and had failed to render 
reasonable and adequate service. 


PROPOSED REPORTS 


Riss Motor Right Denial. 
In Case Involving Safety 
Regulations Proposed 


In a motor-carrier proceeding involv- 
ing Riss & Co., Inc., of North Kansas 
City, Mo., reopened for further hearing 
solely for introducing evidence respect- 
ing an exhibit containing a list of some 
30 accidents, Examiner Harold P. Boss 
has recommended denial by the Com- 
mission of an application for a certificate 
for transportation of general commodi- 
ties, with exceptions, and of dangerous 
explosives and ordnance supplies, and ex- 
plosives, ordnance stores, ammunition, 
and dangerous articles, between specified 
points in Missouri, Kansas, Colorado, 
Oklahoma, and other states, some over 
regular routes, and some over irregular 
routes. 


In his recommended report in this 
case, MC-200, Sub. 84, Riss & Co., Inc., 
Extension—Explosives, the examiner ob- 
served that at the time of hearings there 
was pending an investigation, MC-C-482, 
in the so-called Riss provider case in 
which the primary issue was whether 
Riss, under its provider plan of opera- 
tions instituted November 1, 1943, had 
the status of a common carrier. He 
said the Commission, division 5, con- 
cluded that under its provider plan of 
conducting operations, Riss had not 
been, and was not then, a common car- 
rier. 

At the time of hearings in the instant 
proceeding, said the examiner, Riss was 
conducting operations in the same man- 
ner as at the time of hearing in the 
provider case and there was nothing in 
the record to show that Riss proposed to 
conduct operations, if the authority 
sought in the instant proceeding were 
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granted, in any manner other than un- 
der the provider plan. 

“Accordingly, and in view of the find- 
ings of the Commission, division 5, in 
the provider case, the primary issue in 
this proceeding is whether a certificate 
may properly be issued to applicant to 
conduct operations as a common carrier 
by motor vehicle as defined in the act, 
based upon the record herein,” said the 
examiner. 

He said the exhibit containing a list 
of 30 accidents involving the Commis- 
sion’s safety rules was introduced by the 
Bureau of Motor Carriers. The evidence, 
he said, also showed a number of vio- 
lations of the Commission’s explosives 
regulations. The facts presented in his 
report, at least insofar as they concerned 
transportation of dangerous explosives, 
said the examiner, were sufficient, in his 
opinion, “to warrant a finding that a 
motor carrier guilty of so deviating from 
the Commission’s explosives regulations, 
is unfit to receive authority from the 
Commission to transport explosives and 
other dangerous articles by motor ve- 
hicle.” 

The examiner said Riss had been ad- 
judicated as not having had during a 
period since 1943 the status of a com- 
mon carrier and it was during that pe- 
riod that violations of the safety rules 
were alleged to have occurred. 

“It is clear, therefore,” he continued, 
“That since Riss was not a motor com- 
mon carrier subject to the act, it was 
not subject to the safety rules and regu- 
lations promulgated by the Commission 
pursuant thereto and obviously Riss 
could not be found derelict with respect 
to compliance with regulations to which 
it was not subject. Thus, the alleged 
violations cannot serve as a basis for 
the finding requested by the Bureau 
that Riss is unfit properly to perform 
the proposed operation.” 

With respect to public convenience and 
necessity, the examiner said no shipper 
witnesses supported the application and 
Riss relied on its evidence of past al- 
leged carrier operations conducted un- 
der appropriate temporary authorities. 
He said there were several reasons why 
this evidence of past operation, stand- 
ing alone, was insufficient on which to 
base a finding that public convenience 
and necessity required the proposed op- 
eration. 

“First,” he said, “it should be noted 
that section 210a(a) of the act, which 
provides for the issuance of temporary 
authority, further provides that such 
authority shall create no presumption 
that corresponding permanent authority 
will be granted thereafter. It is clear 
therefore that the holding of temporary 
authority to provide certain service is 
not in itself evidence that there is a 
permanent or continuing need for such 
service. Moreover, the Commission has 
repeatedly stated that the mere fact that 
a carrier has been able to obtain traffic 
while operating under temporary author- 
ity creates no presumption that per- 
manent authority to continue such op- 
eration is required by the present or 
future public convenience and necessity. 

“Second, all of the traffic listed in the 
exhibits introduced by applicant was 
transported during the period when ap- 
plicant was operating under the provider 
plan. As stated, under the plan appli- 
cant was not operating as a common car- 





rier by motor vehicle as defined in the 
act. Accordingly, such operations are 
not entitled to any weight in disposing 
of the instant aplication. See Allied Van 
Lines, Inc., Common Carrier Application, 
46 M.C.C. 159, 207...” 

The examiner concluded that the ap- 
Plicant had failed to establish that pres- 
ent or future public convenience and 
necessity required the operation pro- 
posed. 





Examiner Finds Oil Firm 
Has Not Complied With 


Orders in Divestment Case 


Examiner Vernon V. Baker has recom- 
mended a finding by the Commission 
that Hickock Oil Corporation has not 
complied with provisions in orders of the 
Commission of June 12 and October 2, 
1944, requiring that it divest itself of all 
interest in the capital stock of Interstate 
Motor Freight System. 

A proposed supplemental report on 
further hearing was issued in MC-F-2181, 
United States Freight Co.—Investigation 
of Control—Interstate Motor Freight 
System, embracing MC-F-2224, A. S. 
Hickock—Investigation of Control—In- 
terstate Motor Freight System. 

The examiner also recommended that 
the Commission find that the other re- 
spondents had complied, and, except 
for the aforementioned non-compliance, 
the Hickock Oil Corporation had com- 
plied, with all provisions of the orders. 

In a prior report of June 12, 1944, 39 
M.C.C. 623, said the examiner, the Com- 
mission found that the respondents 
United States Freight Co., Hickock Oil 
Corporation, and others, in violation of 
sections 5(4) and 411(a)(1) of the in- 
terstate commerce act, had participated 
in the effectuation of control and man- 
agement in a common interest of Inter- 
state with other motor carriers and 
freight forwarders. He said an order 
was entered the same date requiring the 
respondents. to cease and desist from 
further violation of the aforementioned 
statutory provisions, and, among other 
things, directed United States Freight 
Co. and Hickock Oil Corporation to di- 
vest themselves of all interest either of 
them had in Interstate’s capital stock, 
provided that in the divestment none of 
the stock should be sold or transferred 
directly or indirectly to any stockholder, 
officer, director, employee, or agent of, 
or anyone affiliated with or connected 
with or under the control or influence of 
the aforementioned respondents. 


After further orders said, the ex- 
aminer, it appeared the respondents had 
not complied with the Commission’s 
directions, and it requested the Attorney 
General to being an action for enforce- 
ment. A civil action, No. 42-618, said the 
examiner, was instituted against the re- 
spondents in the New York southern 
district federal court. In the course of 
argument, he said, counsel for U. S. 
Freight Co. and Hickok Oil alleged that 
the respondents had divested themselves 
of all the stock they owned in Inter- 
state. Because of the “new factual situa- 
tion,” said the examiner, the court, as 
of July 6, 1948, ordered that proceedings 
in the civil action be stayed until the 
Commission had an opportunity to in- 
vestigate and determine administratively 
whether the alleged sales of stock in 
Interstate by Hickok Oil and U. S. 
Freight Co. constituted a divestment of 
the stock ownership required by the 
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Commission’s order of June 12, 194 ang 
whether the power of the responde: ‘s to 
control or manage Interstate had been 
terminated. 

By order of July 20, 1948, he sai: the 
Commission reopened the proce: ‘ings 
for further hearing “solely to dete: nine 
whether there has been compli: ace” 
with the orders. 

The examiner said it was evident, ‘rom 
the facts recited in his report, tha US, 
Freight Co. had complied with the pro- 
vision of the orders requiring it and 
Hickok Oil to “divest themselves <j al] 
interest either of them has in the cx pita] 
stock” of Interstate, but, in his opinion, 
Hickock Oil had not done so. He added: 


“The latter still has possession, as 
pledgee, of 148 shares of Intersiate’s 
common stock, which was sold by it to 
Altwater [John P. Altwater]. ‘Interest’ 
is sufficiently broad in meaning to in- 
clude any right to possession, or any 
power respecting the disposition, of the 
property involved, and it is clear that, as 
pledgee, Hickock Oil has an ‘interest’ in 
the capital stock of Interstate. Thus, it 
is not in strict compliance with the 
orders. The president of Hickock Oil 
stated at the hearing that ‘if the ex- 
aminer or Commission’ is of the opinion 
that the holding by that company of the 
Interstate stock, as pledgee, constitutes 
the holding of an interest in the stock, 
he is willing to release the stock to Alt- 
water. There is nothing of record to 
indicate that there has been a change in 
status of the stock since the date of the 
hearing. 

“At the hearing counsel for respond- 
ents argued that, even if it were con- 
cluded that the holding of the afore- 
mentioned stock as pledgee constituted 
the holding of an interest in the stock, 
this nevertheless would be an interest 
short of control and beyond the juris- 
diction of this Commission. Such con- 
tention constitutes an indirect attack 
upon the validity of the orders, and, as 
such, raises issues which go beyond those 
properly determinable at this time. The 
orders are in full force and effect, and 


_no action has been instituted by any of 


the respondents to set them aside. . . The 
propriety of the requirements of the 
orders is not in issue.” 





Wis. Car-Ferry Complaint 


Dismissal Recommended 


Examiner John A. Russell has recom- 
mended that the Commission dismiss 4 
complaint in No. 30000, City of Sturgeon 
Bay, et al. v. Ann Arbor Railroad Co. 
et al., in which the city, its transporta- 
tion commission, and the Ahnapee & 
Western Railway Co., sought through 
routes and joint rates between points on 
the line of the A. & W. and its westerm 
connections, on the one hand, and, on 
the other, points east of Lake Michigan 
and the Indiana-Illinois state line, 
through the establishment of switch con- 
nections with, and calls at Sturgeon Bay 
by, car ferries of the Ann Arbor, now 
operating between Frankfort and Meno- 
minee, Mich., through the Sturgeol 
Bay and Lake Michigan Ship Canal. 


The examiner said establishment of 
car-ferry interchange between the two 
railroads under section 1(9) of the inter- 
state commerce act was found to be 
reasonably practicable and safe, but that 
the further requirement that such inter- 
change would provide sufficient b:isiness 
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to justify its establishment and mainte- 
nanc? had not been met by the com- 
plainants. He said, also, that allegations 
that ‘ailure to provide such service by the 
Ann Arbor was unjustly discriminatory 
and unduly prejudicial to complainants 
was not sustained, no evidence on those 
allegations having been offered. 


Hay Eaten on Ship by 
Cattle May Take Domestic 


Rate, Says Examiner 


Whether a shipment be intra or inter- 
state, local or through, is determined by 
the intention of the shipper and not by 
mere incidents of transportation such as 
billing, says Examiner Thomas R. Roper, 
in a proceeding involving shipments of 
paled alfalfa and timothy hay to port for 
export, part of the shipment having been 
fed to cattle on the ship carrying the 
commodities abroad. 

Similarly, he said, in a proposed report 
in No. 30016, Brandeis, Goldschmidt & 
Co., Inc. v. Chesapeake & Ohio Railway 
Co., et al., a carload of hay delivered to 
a ship for the purpose of feeding a part 
thereof to cattle on the ship is export or 
local-domestic depending on the inten- 
tion of the shipper. 

The examiner recommended findings 
by the Commission with resvect to rates 
charged on the two commodities, in car- 
loads, moving from New Bavaria, Toledo, 
and Castalia, O., and Monroe, Mich., to 
Newport News, Va., between May 27, 
1946, and February 17, 1947, and con- 
signed for export. 

He proposed that the Commission 
should find that with. respect to the 
cars, the contents of which were con- 
sumed en route in this country, domestic 
rates as charged were applicable; that 
with respect to cars the contents of 
which were partially consumed before 
unloading at the foreign ports, the 
domestic rates were applicable, with cer- 
tain exceptions relating to tariffs; and 
that as to cars, the entire contents of 
which were unloaded at foreign ports, 
the export rates were applicable. He rec- 
ommended an award of reparation. 

In connection with his opinion regard- 
ing the determination of a shipper’s 
intention with respect to shipments, the 
examiner cited Kelley v. Seaboard Air 
Line Ry. Co., 160 I.C.C. 243, and Sonken- 
Galamba Corporation v. Chicago, R.I. 
& P. Ry. Co., 176 1.C.C. 535. 

“Obviously,” said the examiner, “com- 
plainant did not intend that that por- 
tion of the hay which was eaten on board 
ship should be transported beyond the 
ship. Since there was no intention that 
the hay to be consumed on board ship 
by the cattle would be exported, delivery 
to the ship at the port was delivery at 
final destination. As to such shipments, 
the comestic rates were applicable.” 

He said the hay under consideration 
was .urchased from the complainant by 
the ~“ommodity Credit Corporation for 
the «count of the United National Re- 
lief od Rehabilitation Administration, 


und: a contract calling for delivery at 
New: ort News for export to Europe. It 
was » be used, he said, to feed livestock 
belo’ ing to U.N.R.R.A., on the sea voy- 


age Europe and for approximately two 
wee’ after arrival of the livestock at 
the -reign ports. 

“was the intention of the shipper,” 
Sali “he examiner, “that the hay not 
con. ned by the cattle en route be 


transported to foreign destinations and 
there unloaded. The carloads and por- 
tions of carloads of hay, unloaded at 
foreign destinations were billed by the 
ocean carriers at current rates of ocean 
freight. The hay unloaded at foreign 
destinations was exported.” 

The examiner said the complainant 
and the Secretary of Agriculture, inter- 
vener, would have the Commission find 
that the required proof of exportation 
of transshipment specified in the tariff 
was made to the delivering carriers, and 
that the shipper met the tariff require- 
ments. He continued: 

“But if the Commission should find 
that the evidence submitted does not 
constitute ‘proof of exportation’, as re- 
quired . . then, such requirements 
should be found to be ambiguous and 
without force and effect. Defendants 
contend that the shipper did not give 
the proof required, under the tariff, to 
establish that the shipments were des- 
tined to a specific final destination 
abroad and were moving as articles of 
commerce or traffic as bona fide ex- 
ports.” 





Asks Denial of Alger Plea 
To Purchase Motor Rights 


Examiner M. L.: Winson, by a pro- 
posed report in MC-F-3995, A. C. Scott 
—Control; Geo. F. Alger Co.—Purchase 
(Portion)— Lattavo Brothers, Inc., has 
recommended that the Commission deny 
an application of Geo. F. Alger Co., 
Detroit, Mich., for authority to purchase 
certain general-commodity motor-car- 
rier operating rights of Lattavo Broth- 
ers, Inc., Canton, O., and of A. C. Scott, 
of Detroit, for authority to acquire con- 
trol of the rights through the purchase. 


The examiner said the case involved, 
among other things, a question whether 
a proposed “carving up” of irregular- 
route authority by the sale of rights 
between a single specified township, 
“relatively insignificant as to volume of 
traffic’, and one of four closely grouped 
and apparently integrated economic 
units, and points in the destination area, 
while at the same time retaining rights 
between the remaining townships and 
points in the same destination area, 
would be consistent with the public in- 
terest. He said the considered rights 
were confirmed as a unit and should be 
so preserved. 





Would Deny Texas Electric 


Railway Mail Pay Increase 


Examiner J. P. McGrath, in a proposed 
report in No. 29943, Electric Railway 
Mail Pay, 1948, has recommended that 
the Commission deny an application of 
the Texas Electric Railway Co. for in- 
creased railway mail pay from April 12, 
to December 31, 1948, the interurban 
electric line having discontinued all serv- 
ice as of the latter date. 

The examiner made his recommenda- 
tion without prejudice to any findings 
that might be made in the proceeding 
with the respect to this application and 
the applications for increased compen- 
sation of the other interurban electric 
railways as a group. 

He also ruled that there was nothing 
in the act of July 2, 1918, governing rates 
for electric railway mail service, that 
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prevented the applicant from entering 
into an agreement with the Post Office 
Department to accept pay for r.p.o. 
department service at a rate smaller than 
that fixed by the Commission in Electric 
Railway Mail Pay, 58 I.C.C. 455, as modi- 
fied by 98 I.C.C. 737. He recommended 
the Commission find it had no jurisdic- 
tion with respect to the rate of pay for 
mail transported under the special agree- 
ment, leaving that matter for negotia- 
tion between the applicant and the Post- 
master General. 





Bear Mt., N.Y., Water Rights 


In a proposed report in W-962, Sub. 
8, Circle Line-Sightseeing Yachts, Inc., 
Common Carrier Application, Examiner 
J. Edgar Snider has recommended that 
the Commission authorize the applicant 
to operate as a common carrier by self- 
propelled vessels in the transportation of 
not more than 475 passengers on entire 
vessel, in charter cruises, from points in 
New York Harbor to Bear Mountain, 
N.Y., and return, from May to October, 
both inclusive, of each year. 





Dried Beans 


No. 30060, Southgate Brokerage Co., 
Ine. v. Lehigh Valley Railroad Co., et al. 
By Examiner L. E. Bartoo. Recom- 
mended that Commission find inappli- 
cable, assailed less-than-carload rate of 
87 cents a 100 pounds charged on a ship- 
ment of dried red kidney beans that 
moved from Trumansburg, N.Y., and was 
delivered in Norfolk, Va., on October 29, 
1947. Further recommended Commission 
find applicable rate was 46 cents and 
that reparation be awarded. 


Stoves 


No. 30033, J. S. Barnett & Son v. Great 
Northern Railway et al. By Examiner 
J. T. Fittipaldi. Recommended that 
Commission find not shown to have been 
unreasonable, assailed rate (class A, $1.49 
a 100 pounds, minimum 20,000 pounds, 
subject to rule 34 of the classification), 
charged on seven carload shipments of 
stoves from Warner, Utah, to Seattle. 
Wash., between November 1, and Novem- 
ber 6, 1946. Dismissal of complaint pro- 
posed. 


Wooden Pallets 


No. 30027, Foster-Forbes Glass Co. v. 
New York, Chicago & St. Louis Railroad 
et al. By Examiner Walter T. Cooper. 
Recommended that Commission find not 
shown to have been unjust or unreason- 
able, assailed rate of 66 cents a 100 
pounds charged on a carload of wooden 
pallets shipped December 14, 1945, from 
Arkadelphia, Ark., to Marion, Ind. Dis- 
missal of complaint proposed. The re- 
port said the complainant contended that 
a reasonable rate was 46 cents. It said 
the applicable rate was 66 cents and that 
following a reduction on April 10, 1946, 
the rate on pallets became 46 cents. 


Cedar Lumber 


No. 29970, Cadwallader Gibson Co., 
Inc., v. Cincinnati, New Orleans & Texas 
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Pacific Railroad Co., et al. By examiner 
J. T. Fittipaldi. Recommends dismissal 
on finding applicable and not unreason- 
able rate of $1.95 a hundred pounds on 
three carloads of Spanish cedar lumber, 
- from El Paso, Tex., to Jamestown, N.Y., 
delivered January 12, February 3, and 
March 29, 1943. The examiner said the 
$1.95 rate was the lowest rate on the 
traffic over the route of movement, com- 
posed of $1.44 to Knoxville, 23 cents to 
Cincinnati, and 28 cents to destination. 


_Demurrage 


No. 29900, Universal Carloading & Dis- 
tributing Co., Inc. v. Pennsylvania Rail- 
road Co. By Examiner O. G. Barber. 
Recommends finding demurrage charges 
sought to be collected for detention of 
cars containing freight forwarder lading 
at Washington, D. C., during strike in 
October, November, and December, 1945, 
applicable. Also recommends finding ap- 


plicable charges unreasonable in part 
and that waiver of collection of charges 
above those found reasonable be author- 
ized. Charges on nine cars shipped prior 
to October 27, 1945, the examiner said, 
were unreasonable to the extent they ex- 
ceeded charges at the rate of $1.35 a car 
a day or fraction of a day, including 
Sundays and holidays and without free 
time allowance, to be computed inde- 
pendently of an average agreement. De- 
murrage charges on all other cars in- 
volved (32 cars in all were involved in 
the complaint) should be found not 
shown unreasonable, he said. The nine 
cars on which the lower demurrage 
charges were found reasonable by the 
examiner, were shipped prior to or after 
the strike ended. The examiner also held 
the complainant had showed lack of 
diligence in shipping cars to Washington 
throughout the strike period without 
apparent regard to its inability toa 
unload. 


Canned Goods 


I. and S. M-2929, Split Deliveries— 
Decker Truck Line. By Examiner James 


TRAFFIC 


J. Williams. Recommended that 
mission find not justified schedul. 
to become effective October 2, 1: ! 
Loren A. Decker, dba Decker 
Line, proposing to establish split-c 
rule providing that truckload shi: ments 
of canned goods between certain points 
in Illinois, Iowa, and Wisconsin 1 ay be 
delivered to two or more consig!.°es at 
destination at an additional cha ge of 
nine cents a 100 pounds, subjcct to 
minimum charge of 50 cents a d& \ivery: 
Order requiring cancellation of pr poseq 
schedules and discontinuing proceeding 
recommended. On protest of Miiddle. 
west Motor Freight Bureau the sched- 
ules were suspended until May |, said 
the examiner. He said neither the re. 
spondent nor any other interested person 
appeared in support of the proposed 
rule, and no evidence in justification 
thereof was adduced. Under section 
216(g) of the interstate commerce act, 
he said, at any hearing involving a 
change in a rate or charge the burden 
was on the respondent to show that the 
proposed charge was just and reason- 
able. That burden had not been met in 
this proceeding, he said. 


livery 


Rail Efficiency Attacked by Department 
Of Agriculture at Hearing in Ex Parte 168 


Witness Cites Reports to the Federal Coordinator of 


Transportation as Evidence of Possible Savings of One 


Billion a Year in Rail Expense. Bench Questions Data. 


The third day of resumed hearings 
in Ex Parte 168, Increased Freight Rates, 
1948, in Washington, D.C., before an aug- 
mented division 2 of the Commission, 
brought a protest from Richard V. Gil- 
bert, economist witness for the state reg- 
ulatory bodies, that he resented the 
manner in which he was being cross-ex- 
amined by Jacob Aronson, vice-president 
and general counsel for the New York 
Central, in charge of the rate increase 
case for the railroads. 

Mr. Gilbert’s protest to the bench 
came while Mr. Aronson was asking him 
about the method of including the cost 
of a 40-hour week for nonroperating rail- 
road employes, as recommended by an 
emergency board, to go into effect next 
September, as it would be made part of 
the cost of an entire year’s expense, in 
contrast with treating it for the four 
months of 1949 in which it would be in 
effect if granted. 

Mr. Gilbert told Chairman Mahaffie 
that he “thoroughly and bitterly” re- 
sented the attitude of counsel. The 
chairman replied that if Mr. Gilbert’s 
counsel had any objection to the ques- 
tion, he should make it. Mr. Gilbert 
said he was objecting to the manner in 
which the auestion was asked. The 
chairman told the witness his counsel 
was the one to object to the manner of 
the question, and that it was Mr. Gil- 
bert’s job as a witness to answer the 
questions. 

The witness agreed, in connection with 
further questions, that his estimate of 
operating expenses on the basis of the 


volume of traffic estimated by Dr. Julius 
Parmelee, vice-president of the Associa- 
tion of American Railroads, and director 
of its Bureau of Railway Economics, 
would be less than the expenses shown 
in his exhibit on his assumptions. A 
little later, the witness said he thought 
the railroad traffic officials and Dr. 
Parmelee in making their estimates were 
crying, “Wolf!” Mr. Aronson wanted to 
know if that was consistent with a state- 
ment made by Mr. Gilbert that he would 
not be surprised if the 8 per cent drop 
in traffic in 1949 estimated by Dr. 
Parmelee became an actuality. 


Mr. Aronson also drew agreement from 
Mr. Gilbert that his passenger traffic 
estimates for 1948 were incorrect by 5 
per cent, and that his freight traffic 
estimates had also been incorrect. 


In the course of his cross-examina- 
tion, Commissioner Aitchison asked if 
Mr. Gilbert had an opinion as to 1949 
rail traffic volume, the latter having said 
he anticipated some decline, and that 
the volume depended on the action of 
the Commission and on rail manage- 
ment. Mr. Gilbert said he thought it 
unfair for the commissioner to say he 
had no opinion, and repeated the state- 
ments contained in his direct testimony 
as to the loss of potential rail traffic 
in the face of increasing production. 
The commissioner pressed him for a 
reply, as an expert, as to whether there 
would be a decrease or an increase in 
traffic, and Mr. Gilbert repeated that it 
depended on the action of the Commis- 
sion and rail management. 


“Then you have no opinion,’ Com- 
missioner Aitchison said. 


“Not beyond what I just said,” Mr. 
Gilbert replied. 


Wholesalers of foods expressed their 
opposition to the increases in rail freight 
rates proposed in Ex Parte 168 through 
C. A. Pascarella, who appeared on behalf 
of the National-American Wholesale 
Grocers’ Association, Inc., and _ the 
Wholesalers’ Food Institute of Iowa. 


Asserting that percentage increases 
had disrupted competitive relationships 
and had resulted in a shift of business, 
Mr. Pascarella was urged from the bench 
to give instances. He said he could not 
be definite, but that members of his as- 
sociation had told him they had shifted 
their buying to points having rate ad- 
vantages, aiid added the company for 
which he was advertising manager had 
done so. As to information from rail- 
road men, he said he did not want to 
embarrass “a traffic manager in charge 
of service criticising a traffic manager 
in charge of rates.” 


He said he thought the traffic depart- 
ments of the railroads had _ become 
“moribund” in the sense that “they have 
ceased to function in that traditional 
manner known to us over a period of 
many years when rates were treated from 
the standpoint of promoting interstate 
commerce.” 


He said that, in the face of “carriers 
abdication to take necessary remedial at- 
tion” and failure to fulfill assurances 
given the Commission to correct rate I- 
equalities and disruption of rate com 
petitive relationships, the Commissio 
should assume the responsibility “D 
compelling carriers to make suc! ralé 
studies and to prepare, concrete pro 
posals for your consideration.” In col 
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junc ion with the studies, he said, a ter- 
rito: ial analysis by commodities should 
be imstituted as soon as possible to deter- 
mine the effects of percentage increases 
on ine volume of business transacted in 
1946 as against 1948-49. 

If the Commission granted the in- 
crease requested, he said, it was urged 
that there be established the same maxi- 
mum increase on processed fruits and 
vegetables as might be prescribed for the 
fresh product, since they were in compe- 
tition with each other. 


Department of Agriculture 


J. C. Winter, chief of the transporta- 
tion facilities division, marketing facili- 
ties branch, Production and Marketing 
Administration, Department of Agricul- 
ture, offered three exhibits, one a general 
analysis of freight car delays summarized 
by districts on carload shipments in 
November and December, 1947, and 
March-June, 1948; one a detail and 
analysis of delays on carload shipments 
of grain to various western destinations 
in October and November, 1947, and to 
Indianapolis, in November and Decem- 
ber, 1947, and May and June, 1948; and 
statistics of the carriers relating to 
freight road haul and terminal per- 
formance of line haul and terminal 
railways. 

He said the transportation industry 
advisory committee, organized under the 
research and marketing act of 1946 to 
advise the Secretary of Agriculture, had 
recommended an immediate study of 
ways and means by which more goods 
might be transported with the facilities 
available. The results, he said, were or- 
dered placed before the Commission in 
the Ex Parte 168 hearing. 

Mr. Winter said, in arriving at the 


normal transit days on individual move- 
ments, determination of the normal time 
was based on the advertised schedules 
and time cards of the railroads, allowing 
adequate time for the car to be placed 


in outbound trains, handling through 
intermediate yards, and for interchange, 
if any. He said the study also reflected 
the judgment of the traffic managers 
and experts who made the determina- 
tions as to what service could reasonably 
be expected from the carriers based on 
prewar standards of traffic movement. 


Car Delays Analyzed 


He referred to a page of one exhibit 
analysing the results of the survey of 
23,084 cars,.10,815 of which moved in 
1947, and 12,269 in the 1948 period. He 
said 85.3 per cent of the cars were de- 
layed one day or more in 1947, and 86.4 
per cent in 1948. In 1947, he added, the 
average actual days in transit were 6.95 
and in 1948 were 6.23. The average 
hormal transit days a car were 4.07 in 
1947 and 3.67 in 1948, he said, “bringing 
about an average delay on all cars in- 
cluded in the study of 2.88 days in 1947 
and 2.56 days in 1948.” He said the per- 
centage of average delay in terms of time 
Was shown in his exhibit as “actual ex- 
ceeds normal,” with: 70.8 per cent in the 
1947 period and 69.8 ver cent in 1948. 


_He said the 85 per cent of the cars 
Mm the two periods delayed one day or 
more showed an average delay of 3.43 
days. or 84.3 per cent in terms of time in 
1947 =s compared with 3 days, or 81.7 
per cnt in 1948. He said the number of 
Cars “elayed double the normal transit 
time or longer was 35.5 per cent in 1947 
and “43 per cent in 1948. Delays, he 
continued, ranged up to as much as 34 
days -‘n 1947 and 30 days in 1948. He 
exprcised the view that the service 


should have shown greater improvement 
in the spring months particularly as 
those movements took place after the 
carriers filed agreements with the Com- 
mission in January, 1948 in which they 
agreed to do certain things to improve 
the handling and utilization of freight 
car equipment, in lieu of service order 
No. 778, which was designed to require 
the carriers to improve performance in 
certain classes of terminal service. 

Mr. Winter said the analysis of car 
delays by routes showed some railroads’ 
performance had been relatively very 
good, others indifferent, and others “very 
poor.” 

In connection with the grain shipments 
to the northwest and Indianapolis, he 
said the survey showed more than 60 per 
cent of the cars delayed double the 
normal transit time. He said both sub- 
stantial road and destination terminal 
days were involved. Of the cars delayed 
on the road, he added, the average delay 
was 3.3 days, and for those delayed in 
terminals, 2.7 days, “despite the. ex- 
tremely liberal transit time allowed.” 

Mr. Winter said his third exhibit 
showed average car miles an active 
freight car day slightly lower than the 
1947 average of 47.70 miles; that from 
the standpoints of utilization and move- 
ment of both loaded and empty cars 
there was no evidence of improvement 
since January, 1948; and that efficiency 
of yard service operations.had declined 
with consequent increased cost to the 
railroads. 


Paper and Pulp Industry 

E. W. Tinker, secretary, American Pulp 
and Paper Association, made a brief 
general statement for the industry, and 
was followed on the stand by Dr. John 
Lee Coulter, a consulting economist, and 
Dr. Louis T. Stevenson, economist, and 
assistant treasurer of the American Pa- 
per and Pulp Association. 

Throughout the testimony of the latter 
two witnesses, the phrase “turned the 
corner,” was used in connection with 
data on production, prices, volume of 
employment, money in circulation, and 
other factors indicating a leveling off or 
a decline in business in the postwar 
period. 


‘Inflationary Honeymoon’ Over 


Dr. Coulter said the rapidly rising 
curves of non-agricultural employment 
and industrial production, incidental to 
2, period of inflation, had flattened out 
and “the danger now confronting the 
nation is that the condition may not stop 
with a flattening of the curves but there 
may be a serious downward trend.” 
Saying the downward trend had “already 
started in some lines,” he added that the 
trends were so serious the government 
had recognized them and spokesmen for 
the government had been “attempting to 
convince the public that it is merely 
‘disinflation’ and not depression .. .” He 
continued: 

“Whatever we may call it, it is a very 
definite change in economic trends and 
means, among other things, a tendency 
to shift from a: seller’s to a buyer’s 
market, with more competition among 
producers, with declining prices, with 
smaller backlogs of orders, with higher 
inventories. The inflationary honeymoon 
is over. Lumber is a good illustration. 
There has been a radical change in the 
lumber picture, with sharply falling 
prices. Building costs generally have 
fallen between 10 and 20 per cent.” 


This was important in relation to the 
issues in the proceeding, Dr. Coulter 
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said, because under present conditions 
in many lines of industry the cost could 
not be passed on because prices were 
falling, and because it might be difficult 
for an industry to absorb them because 
of declining profit margins. 

One chart in his exhibt, he said, 
showed the total national income with a 
tendency toward flattening out and also 
the total bank deposits, plus currency 
outside of banks, which he said showed 
a still greater tendency to flatten out. 
In fact, he said, the currency line was 
now “almost static.” The tendency for 
the amount of money in circulation to 
decline confirmed other evidence that 
“we have turned the corner in an eco- 
nomic sense and that people have less 
money to spend,” said Dr. Coulter. He 
said there was a general decline in major 
industry of 485,000 workers, January, 
1949, under January, 1948. A chart show- 
ing the decline in employment, he said, 
had no upswing for any major group and 
added this meant, in his opinion, that 
“industry quite generally has turned the 
corner so far as employment is con- 
cerned.” He also said the decline in 
production workers had been greater 
than for manufacturing industries gen- 
erally showing there must necessarily be 
a decline in production. 

Referring to a chart showing the in- 
crease or decrease in wage and salary 
workers in all non-agricultural estab- 
lishments divided by trade groups, in- 
cluding the government, Dr. Coulter said 
manufacturing made the worst showing 
while government made the best show- 
ing. Asked what conclusion he drew, the 
witness said: 


“I draw the conclusion that while the 
workers in manufacturing are falling 
off, the workers’ in the government are 
very substantially increasing. This means 
to me that we are reducing the kind of 
production on which our people must 
depend for their real income and upon 
which the railroads must depend for the 
traffic and that we are increasing the 
government type of employment which is 
not really productive in terms of goods 
but calls for more taxes.” 


As his final point, Dr. Coulter said the 
Bureau of Labor Statistics, on February 
24, had announced the decline in the 
cost of living was now continuing for 
the fourth consecutive month. 


Paper Industry Situation 


Dr. Stevenson said the 1945 rail freight 
charges for members of the association 
were $135,800,000. He said the 1949 in- 
creases already authorized in Ex Parte 
168 for the membership amounted to 
$11,000,000 on an annual basis, while the 
additional increase requested would 
amount to $18,000,000 on the same basis. 
For the entire paper industry, he said, 
the increases would amount to $58,000,000. 

The “boom” the industry enjoyed in 
the postwar period was “very definitely 
over,” Dr. Stevenson said, that backlogs 
in orders had practically disappeared and 
that “we have very definitely turned the 
corner as to the relationship between 
orders and production and there is noth- 
ing whatever in the period lying ahead 
to indicate a different trend. In other 
words, the trend continues down.” 


The witness said there was a trend 
toward a drop in the production of fine 
papers, including writing paper, but that 
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all grades of paper were beginning to 
feel the effect of “this turning of the 
corner” with the possible exception of 
newsprint, the bulk of which, he added, 
was made in Canada. 

He estimated that there would be 
1,500,000 tons less production of papers 
in 1949 as compared with 1948. 

The industry, he asserted, was pecul- 
iarly subject to injury from freight rate 
increases because it was essentially a 
long-haul industry. In addition to the 
long haul on pulp, he said, there was 
normally a long haul on coal. 

He said integrated mills (defining an 
integrated mill as one that had a pulp 
mill directly connected with it) were 
larger than non-integrated mills—those 
making paper from pulp bought from 
other sources. He said there were 159 
integrated mills and 578 non-integrated 
mills in the country, the latter repre- 
senting 54.2 per cent of the industry’s 
production. 

He agreed with Dr. Coulter’s testi- 
mony as to the many factors indicating 
that the nation as a whole had de- 
finitely turned the corner in an economic 
sense, and said those factors would in- 
fluence the paper industry in the same 
way. After saying the industry had 
added about 3,000,000 tons annual ca- 
pacity in the last three years, he added, 
its large capacity made it subject to 
being hurt by anything adversely affect- 
ing the national economy. There had 
been no time in the past decade, he 
said, when the percentage relationship 
of production to capacity had been 
lower than now. 

Dr. Stevenson also called attention to 
“the dangerously low earnings of the 
non-integrated mills’ for the third 
quarter of 1948, and the downward trend. 
In this connection, Mr. Aronson, on 
cross-examination, had Dr. Stevenson 
cite the earnings related to investment 
of the industry. The witness gave the 
following rates of return for the years 
shown, for integrated mills: 1939, 4.9 per 
cent; 1945, 5.7 per cent; 1946, 12.1 per 
cent; 1947, 16.9 per cent; for the first 
1948 quarter, 18.2 per cent; for the sec- 
ond quarter, 17.8 per cent, and the third 
quarter, 15.8 per cent. 

For the non-integrated mills, he cited 
the following earnings: 5.3 per cent for 
1939; 6.3 per cent for 1945; 14.5 per cent 
for 1946; 19.9 per cent for 1947; 8.9 per 
cent for the first 1948 quarter; 6.1 per 
cent for the second quarter, and 3 per 
cent for the third quarter. 

Mr. Aronson commented that these 
rates of return were substantially in 
excess of the earnings of the railroads. 


Protective Service 


Glenn F. Vivian, manager of the sta- 
tistical bureau of the western railroads, 
in his testimony said that at no time 
since 1946 had tariff charges for bunker 
ice been sufficient to meet expenses, and 
as a result there had been a continuing 
deficit. 

As of February 1, 1949, using the 7-cent 
an hour wage increase granted non- 
operating employes, and including the 
cost of the recommended 40-hour week 
for those workers, Mr. Vivian said the 
cost of a ton of ice would be $6.13, as 
against $5.69 in 1948. 

He referred to an exhibit he offered as 
showing revenue and cost a ton of ice 
respectively, for the years shown, as fol- 


lows: $4.05 revenue against $5.68 costs; 
1947, $4.62 against $5.50; 1948, $5.30 against 
$5.69. 

The deficit indicated by tariff charges 
as compared with cost had been as fol- 
lows, he asserted: $9,401,854 in 1946; 
$4,732,003 in 1947; and $1,808,118 in 1948. 


Sea Food Traffic 


The Department of Agriculture offered 
another witness in V. L. Hodges, who ap- 
peared on behalf of the Virginia Fisher- 
ies Association, of Norfolk, Va. He as- 
serted that the company with which he 
was associated in the Hampton Roads, 
Va., area, had divided its 1946 traffic of 
18,381,548 pounds net weight of fish and 
oysters about “50-50” between the rail- 
roads and the trucks, about 70 per cent 
of the rail traffic moving in carload 
freight lots, and the remainder by Rail- 
way Express. 

He asserted there had been a trend to- 
ward decreased rail movement of sea- 
foods in the past year or more, estimat- 
ing that rail freight shipments made by 
his company had dropped in volume 
nearly 50 per cent since 1946. He said 
the trend appeared to be following the 
pattern of the period “around 1930 to 
1938” in which period, he added, “prac- 
tically all our movement of seafoods was 
by trucks.” When the railroads in South- 
eastern Territory readjusted and reduced 
their rates on seafoods, he continued, 
“within a comparatively short time our 
volume moving by the railroads increased 
sharply.” 

Speaking of an affiliated company in 
Atlanta, Ga:, he said it had received 
15.77 per cent of its traffic in 1946 by 
Railway Express, 57.77 per cent by rail- 
road freight, and 26.46 per cent by trucks. 
He said the company had “absolutely no 
desire” to see the affiliate engage in 
transportation, but added that “we are 
now seriously considering putting over- 
the-road trucks in operation again.” He 
had said the affiliate operated eight 
tractor-trailer trucks about 1938, princi- 
pally used for over-the-road transporta- 
tion, with only one tractor-trailer unit 
in 1946 in a fleet of 23 trucks, used almost 
entirely for local deliveries. 


He asserted that, since 1946, seafood 
prices had dropped 22.25 per cent, while 
railroad freight rates increased the 
equivalent of 50 per cent. He said the 
fisheries industry opposed any further 
increase in freight rates on the ground 
that neither the economic situation or 
the price trend existing in the industry 
“would bear it.” If an increase was 
granted, he said, it should have a maxi- 
mum. 

John S. Burchmore, for the National 
Industrial Traffic League, asked the wit- 
ness whether, if the railroads needed 
more money, he objected to their getting 
that “more money” on his company’s 
traffic, or if he wanted any increase put 
entirely on manufactured commodities. 

Mr. Hodges replied it was not a matter 
of choice. If the commodity could bear 
it, he added, he was friendly enough 
toward the railroads and would like to 
see them have it. However, he said, “we 
have to take the lowest-cost transporta- 
tion we can get.” He said there was “no 
more money” on that traffic, and it would 
move other than by rail or, perhaps 
would not move. He asserted, in an- 
swer to questions by Mr.Burchmore, 
that he had not been approached on the 
matter of rates since “in the late 30s,” 
but also said he had made no effort to 
discuss rates with railroad officials of 
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higher rank than commercial pre. 
sentatives, 

The witness said also that the in ‘ease 


in express rates had resulted in de- 
cline in express traffic, and th t he 
doubted the Railway Express Agen: ' had 
obtained any more revenue fro). the 
increased rates. 


Mr. Aronson drew a comparisc . be- 
tween a rate to Atlanta of 90 cits a 
hundred pounds on oysters, whi-h he 
said was nine-tenths of a cent < ton, 
and a 1946 price of 57 cents a pin’, and 
a 1949 price of 47 cents a pint, with 
100 pints making 100 pounds. He skeq 
if the freight rate was a small purt of 
the wholesale price, and when the wit- 
ness did not answer immediately, Mr. 
Aronson said he would not pursue the 
point. 

Mr. Burchmore suggested thai the 
witness was dealing with the quality and 
price of transportation and not the qual- 
ity and price of the product. 


Aluminum Increases 


Reynolds Metals Co. took the position 
that no increase should be applied to 
aluminum, its ores and products, and 
that, if the Commission should find in- 
creased freight rates necessary, the in- 
creases on aluminum, its ores and prod- 
ucts should be no greater in cents a 100 
pounds than those applying on iron and 
steel, according to its general traffic 
manager, L. E. Galaspie, of Richmond, 
Va., testifying in the Commission’s hear- 
ing before division 2 in Ex Parte 168, 
The railroads had asked for the full 13- 
per cent increase on aluminum. 


He said that in its decisions in Ex 
Partes 162 and 166, the Commission found 
the same increases should be applied to 
aluminum, its ores and products as were 
applied to iron, its ores and products. In 
those proceedings, he said, the carriers 
proposed increases on iron, its ores and 
products that were subject to maxima in 
cents a 100 pounds or a ton less than 
the full percentage, although on alumi- 
num, full percentage increases were 
proposed. In those proceedings, he said, 
Reynolds took the position that the 
limiting of increases on iron and steel 
without limiting the increases on 
aluminum would be unduly preferential 
of iron and steel and highly prejudicial 
to aluminum. 


The company, he said, had taken the 
position that the entire adjustment of 
aluminum rates was greatly in excess 
of reasonable maximum levels. He con- 
tinued: 

“In Ex Parte 166, we stated that a 
complaint was in preparation for filing 
with the Commission, bringing into issue 
the rates applying generally on alumi- 
num. The complaint has been prepared 
and made ready for filing; however, it 
is being withheld pending the outcome 
of negotiations with the carriers for 
voluntary adjustments. If the results are 
satisfactory, there will be no need for 
filing the complaint. We also stated 
to the Commission in Ex Parte 166 that 
we had made a thorough study of the 
advisability of engaging in private-cal- 
rier operations by motor truck and that, 
if the proposed increases were allowed 
to go into effect, we would have no al- 
ternative but to perform our own ‘rals- 
portation. Because of changes in our 
operations, and reductions in rates by 
common carriers, in a few instances, it 
was determined to postpone private-cal- 
rier operations until results of negotia- 
tions with carriers are determined, 9, 
it again becomes necessary to ccnsider 
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suc!. operations because of further in- 
creases in freight rates.” 


Iron and Steel Competition 


M-. Galaspie, who appeared on direct 
exaluination by C. E. Childe, observed 
the alumium industry was young, al- 
though its growth had been phenome- 
nal, the production in 1947 having ex- 
ceeded that of 1910 by more than 3200 
per cent. Aluminum, he said, was now 
competing with iron and steel in a great 
majority of its many uses and the com- 
petition was growing day by day. 

Manufacturing and _ transportation 
costs of aluminum were, of necessity, 
higher than on common grades of iron 
and steel, he said. Every ton of finished 
aluminum, he said, meant the transpor- 
tation of at least 12 tons of raw materials 
and products, no other metal in common 
use furnishing as much transportation to 
the carriers as aluminum. He said the 
production of a ton of pig iron, for ex- 
ample, required approximately two tons 
of ore, one ton of coke, and one-half ton 
of limestone. He said aluminum produc- 
tion had grown tremendously and with 
this growth the price trend had been 
“steadfastly downward.” He said that 
while the weighty density of aluminum, 
170 pounds a cubic foot, was one-third 
that of steel, it was far greater than 
the average of commodities transported 
by rail, and it was easily possible to load 
aluminum to the carrying capacity of 
freight cars. He said loss and damage 
claims on the commodity were negligible. 
Mr. Galaspie referred to an exhibit 
showing the aggregate of increases the 
Reynolds company would have to pay, 
from raw material to finished product, 
to deliver a ton of aluminum sheet at 
New York and other representative desti- 
nations, from its sheet mills at Lister- 
hill, Ala., Louisville, Ky., and McCook, 
Ill, manufactured from pig produced at 
Listerhill, Jones Mills, Ark., and Trout- 
dale, Ore., from aluminum produced 
from Arkansas bauxite ore at the Baux- 
ite, Ark., aluminum plant. 


The cumulative total of the proposed 
rises in freight rates, from raw material 
to the finished product, he noted, ranged 
from $5.54 to $10.65 a net ton. He said 
these cumulative increases would place 
a tremendous burden on Reynolds to 
absorb them in order to remain in a 
competitive market with iron and steel. 


Diversion to Trucks 


At present, he said, rates on aluminum 
products moving within Official, South- 
ern, and Western territories were gen- 
erally lower by truck than by rail and, 
as a result, a greater proportion of the 
tonage moving in those areas was han- 
dled by motor carriers. The diversion 
that had resulted from the increases 
received by the railroads in Ex Parte 
162 and 166, he said, was indicated by 
figures he submitted showing that the 
aluminum traffic moving by rail from 
Chicago to Official Territory points in 
1946 was 91.6 per cent; in 1947, 64 per 
cent; and in 1948, 12.3 per cent, as com- 

¢ with 8.4 per cent by truck in 1946; 
ec cent in 1947; and 87.7 per cent in 
. The figures, he said, also showed 
‘rom Chicago to Western Trunk 
‘nd Southwestern territories, the 
fenent by rail in 1946 was 93.6 per 
t7.3 per cent in 1947; and 37.7 per 
n 1948, as compared with 6.4 per 
y truck in 1946; 52.7 per cent in 

* and 62.3 per cent in 1948. 
vas the company’s judgment, he 
id, hat if the proposed rates on alu- 
lL. 1 were permitted to go into effect, 


it was probable the net result would be 
reduced carrier revenues on aluminum 
traffic because the proposed carload rates, 
for the most part, would be distinctly 
above the levels of what the traffic could 
reasonably bear and would cause still fur- 
ther diversion to other modes of trans- 
port. 

On cross-examination, Mr. Aronson, of 
the railroads, brought out, in question- 
ing Mr. Galaspie, that a sheet of alumi- 
num would be in competition with iron 
or steel on a square-yard basis, but that 
weightwise, steel was about three times 
as heavy as aluminum. From a com- 


- petitive sales standpoint, Mr. Aronson 


brought out, the rate on one sheet of 
aluminum would be about one-third of 
the rate on a sheet of iron or steel. He 
brought out that pricewise a square 
yard of aluminum was considerably less 
in price than a square yard of iron or 
steel. 

Mr. Aronson sought an answer from 
Mr. Galaspie as to whether, assuming 
the costs of transporting aluminum 1,000 
miles were greater than for transporting 
iron or steel 100 miles, would he favor 
the same hold-down in rates for both 
—the same maximum increase on long 
hauls as for unlike traffic on _ short 
hauls; but after comment from the 
bench did not pursue this line of ques- 
tioning. 

Mr. Galaspie, in the course of the 
cross-examination, said 1948 was one of 
the Reynolds company’s best years and 
that it was producing more materials 
than in the war period. 


In a discussion of earnings, John S. 
Burchmore, of the National Industrial 
Traffic League, asked Mr. Galaspie 
whether the Reynolds company were in 
a financial position to use other cheaper 
forms of transportation if they were 
available, even at the cost of supplying 
necessary facilities. Mr. Galaspie as- 
sented to this and to an assertion that 
it was not because of any “property” 
that the company asked for no further 
increases in rates. It was brought out by 
Mr. Burchmore and Mr. Childe that the 
request for no increase was based on the 
fact the traffic would not stand higher 
charges. 


Rail Operating Economies 


Railroad efforts and accomplishments 
in savings through operating efficiency 
and improvements were discussed by 
officials of western roads in the hearings 
in Ex Parte 168 before division 2 of the 
Commission, on March 7. The witnesses 
included R. L. Williams,-president of the 
North Western, V. S. Andrus, assistant 
to the president of the Southern Pacific, 
and L. B. Pritchett, assistant to the 
president of the Rock Island. 

Mr. Andrus, the first to be called, told 
the Commission the Southern Pacific 
would effect an annual savings of more 
than $35 million on various projects and 
improvements costing about $95 million 
that had been completed or were under- 
way. 

It had long been the S.P.’s policy, and 
that of other roads, “to seek out less 
costly ways of conducting operations 
which will at the same time improve 
service,” he said, in testifying in support 
of the railroads’ application for increased 
freight rates. 


Mr. Andrus cited as an example of the 
S.P.’s improvement program its project 
for ownership of 335 diesel locomotives 
that was expected to result in an annual 
saving of $26 million. He said a study 
being conducted jointly with the Battelle 
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Memorial Institute at Columbus, O., for 
improvement of locomotive combustion 
and fuel-burning practices was expected 
to bring about an approximately $1%- 
million-dollar-a-year saving. He said 
his company was carrying on intensive 
and continuing study of labor-saving de- 
vices, and had effected a saving of $97,- 
000 annually alone from the use of office 
calculating machines. 

The total $35 million annual savings, 
he said, would be derived from larger 
projects but they were by no means in- 
clusive of all that was being done in that 
direction. Smaller undertakings, includ- 
ing, among other things, the substitution 
of gasoline-driven shop switchers for 
steam switchers, were expected to save 
$350,000 annually, he said. 

Mr. Andrus said that in spite of its 
substantial economies and the rate in- 
creases and charges already granted by 
the Commission, the S.P. in 1948 had a 
rate of return of only 3.6 per cent on the 
value of its properties devoted to trans- 
portation. 

He called attention to the Arizona 
train-limit law prohibiting operation of 
freight trains of more than 70 cars, or 
passenger trains of more than 14 cars, 
enacted in 1912 and declared void under 
the federal constitution by the U.S. Su- 
preme Court in 1945 after long litigation 
in which the S.P.and others partici- 
pated. 

“With the provisions of the Arizona 
train-limit law no longer controlling in 
train-loading practice,” he said, “the 
Southern Pacific Co. was rewarded for its 
many years of effort by being able to go 
ahead with a program of necesasry siding 
extension and introduction of road 
freight diesel operation to obtain . 
$2,800,000 annual saving .. .” 


Labor Problems 


' He said that in 1948 the S.P. joined 
with other California roads in sponsoring 
an initiative measure to amend the Cali- 
fornia full-crew law so as to eliminate: 
requirements for unneeded brakemen on 
freight trains and give the public utili- 
ties commission authority to specify a 
minimum number of brakemen re- 
quired. He said the initiative petition 
became effective December 15, 1948, and 
the resultant saving to the S.P. was esti- 
mated to be approximately $1% million 
annually. 

Mr. Andrus said the railroads were 
prevented from effecting maximum 
economies in a large number of cases 
because of the awards to labor organi- 
zations by the national railroad adjust- 
ment boards. He said he had a memo- 
randum from wage and schedule officers. 
listing several cases where adjustment 
board awards prevented the maximum 
labor saving possible from mechaniza- 
tion methods. These, he said, were all 
cases where the carrier officers opposed 
the demands of the organizations but. 
were overruled by the various adjust- 
ment boards. 

On cross-examination, Mr. Andrus, in 
response to a question by James K. 
Knudson, of the Department of Agri- 
culture, said he was not certain whether 
the railroads had sought the temporary 
suspension by the Office of Defense 
Transportation of its heavy loading or- 
der, O.D.T. 18A. Asked if it would cost 
more to handle lighter loaded cars if 
that order remained suspended, Mr. 
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Andrus said an answer would be specu- 
lation on his part. 


Pritchett’s Testimony 


Mr. Pritchett, of the Rock Island, said 
his road spent $144,298,596 in capital in- 
vestments for the 12-year period from 
1937 to 1948, inclusive, to promote safety, 
increase efficiency, and reduce the costs 
of operation. Of that total, he said, $71,- 
765,000 was for roadway and structures. 
$67,845,810 for new and rebuilt equip- 
ment, and $5,452,021 for equipment ad- 
ditions and betterments. 

These expenditures had resulted in 
substantial increased efficiency and cost 
reduction, he said, citing as an example, 
a reduction of the number of locomotives 
assigned to freight service from an aver- 
age of 620 in 1937, to 385 in 1948, a re- 
duction of 37.7 per cent resulting from 
increased efficiency obtained from units 
of power in service. 

“To further illustrate the benefits 
which have accrued,” Mr. Pritchett said, 
“in 1937 we operated a total of 14,692,775 
freight-train-miles and handled a total 
of 7,927,001,876 ton-miles. In 1948, we 
operated a total of 14,602,999 freight- 
train-miles and handled 14,222,866,147 
ton-miles. In other words, the decrease 
in freight-train-miles 1948 under 1937 
was 0.6 per cent, but the ton-miles in 
1948 represent an increase of 179.4 per 
cent over 1937, with the result that the 
average net tons per train-mile increased 
from 540 in 1937 to 974 in 1948, or 80.4 
per cent.” 

The Rock Island, he said, was one of 
the pioneer roads to experiment in the 
use of radio for communications at large 
terminals, between trains and terminals, 
and re-establishing communication when 
snow and sleet storms interrupted the 
use of telephone and telegraph lines. 
He said at present, 2,528 track miles on 
the Rock Island were protected by 
modern automatic block signals com- 
pared with 1,866 miles in 1938. Cen- 
tralized traffic control, he said, was 
now installed over 747 track miles as 
compared with 191 track miles in 1938. 
The total of all automatic signals in- 
stalled on the system, including central- 
ized traffic control, he said, covered 3,276 
track miles as compared with 2,052 track 
miles in 1938. He said the expenditures 
incurred for such installations in the 
12-year period totaled $4,551,500. 


Mr. Knudson, on cross-examination, 
sought to have the witness express in 
“dollar value” the reductions in ex- 
penses resulting from dieselization. He 
also asked how much new rail the Rock 
Island expected to lay in 1949 if there 
were no further rate increases. Mr. 
Pritchett said his “recollection” was 
there would be 25,000 tons plus certain 
undelivered tonnage from 1948. Mr. 
Knudson brought out that the Rock 
Island, according to an exhibit filed with 
the Commission, expected to have 1,000 
fewer employes in 1949 than in 1948. 


C. & N. W. Head Testifies 


Mr. Williams, of the Northwestern, 
said the whole,purpose of his statement 
was to show the effect on the road’s im- 
provement program of capital expendi- 
tures. He testified that the rate of 
progress toward greater efficiency and 
economy in railroad operation was in- 
fluenced and in many instances abso- 
lutely controlled by the availability of 
capital money. He said the “expendi- 





tures of capital money, whether it is 
used for the purchase of modern ma- 
chines and tools, modern freight cars 
replacing the older cars, modern loco- 
motives, or improved maintenance prac- 
tices for roadway and track, show hand- 
some returns on the investment.” 

Mr. Williams said there had not been 
nearly enough capital money for the 
railroads to carry out all the meritorious 
improvement projects they would like to 
do, and added that “the situation with 
respect to capital money has become 
increasingly acute as price levels for 
wages and materials have increased.” 

Asserting that the railroads had spent 
billions of dollars on improvements in 
the last 25 years, he testified that there 
had been a general improvement in rail- 
road operating performance threughout 
the entire period, and “this obviously has 
a direct relation to the capital expendi- 
tures record.” 

Mr. Williams called the Commission’s 
attention to the fact that the railroads 
established some new efficiency records 
in 1948, and he expressed the opinion 
that a decline in freight and passenger 
traffic expected in the coming year would 
not have the effect of reducing this cur- 
rent high level of efficiency. 

“However,” he warned, “a more serious 
decline in traffic volume would undoubt- 
edly depress these efficiency indicators. 
You cannot hold to a high level of tons 
per train-hour unless you run full-ton- 
nage trains, and over-all operating costs 
are nearly as great with light-tonnage 
trains.” 

Mr. Williams said it was “of prime 
necessity to create and maintain a rate 
structure which, with realistic deprecia- 
tion accounting and tax regulaticns. will 
permit the railroads to have available 
sufficient funds to take advantage of all 
technological developments which tend 
to improve efficiency.” The railroads, he 
said, would not have sufficient funds to 
do this unless freight rates were in- 
creased. 

“Traffic volume,” he said, “is now 
declining—moderately, we hope. Yet the 
costs of materials, supplies, fue: and 
equipment are virtually at an all-time 
high. Likewise, wage costs are at the 
peak with no sign of declining. Our in- 
dustry has not caught up, pricewise, 
with these increases in unavoidable 
operating expenses. In this respect, it is 
far behind most other industries, for 
they have raised their prices promptly 
as their costs increased, and thereby 
have preserved a healthy margin of 
profit. It is common knowledge that 
almost everything else has gone up more 
than the charges for railroad service. 


“The drive for further economy and 
efficiency in railroad operation goes on 
with even greater intensity than before. 
But the process of improvement is a 
gradual one, and it cannot be expected 
to meet the increased operating costs. 
The modest rate increase requested is, 
in my opinion, the very minimum re- 
quirement toward keeping the railroads 
in a position to furnish adequate service 
and continue the essential process of im- 
provement in efficiency.” 


Southern Brick Manufacturers 


Southern brick manufacturers regis- 
tered their opposition to further freight 
rate increases as hearing in Ex Parte 
168 swung into its second week. 

C. M. Heath, executive secretary, 
Southern Brick & Tile Manufacturers 
Association, and secretary of the south- 
eastern industry-wide committee on 
transportation, said there had been no 
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change in the position since the © srlier 
hearing on the “interim” incre « at 


Montgomery, Ala. He said the :om- 
mittee represented those who prc ‘uced 
about 95 per cent of the structura clay 
products made in the  southe stern 
states. 

He said he had predicted in the « :rlier 
hearing that any further increz 2 in 
freight rates would decrease revel: ie to 
the railroads, and cited instanc s in 


which companies were trucking ‘heir 
own brick, or were building plar s in 
order to cut down the shipping dis: .nce. 
One shipper, he said, had purcha-ed a 
towboat and barges so its products ‘night 
be shipped by river. He offered a: ex- 
hibit to show that shipments in the 
month of June, 1946, if rerated to show 
the effect of the 13 per cent increase in 
rates asked, would have paid 59.6) per 
cent more in transportation costs. 

L. A. Gossage, traffic manager, W. G. 
Bush & Co., a brick and tile manufac- 
turing company of Nashville, Tenn., re- 
ferred to an exhibit he offered, showing 
rail shipments of all brick in June, 1946 
and June, 1948. Rail shipments in the 
earlier month were 49.2 per cent of the 
total, falling to 29.5 per cent of the total 
in the later month, a decrease of 338 
per cent. Trucks, other than the com- 
panies own, carried 7.2 per cent of the 
total production of the company in June, 
1946, he continued, while in June, 1948, 
they carried 18.7 of the total shipments, 
an increase of 65.1 per cent. 

Obviously, he said, rates that presently 
drove much traffic from the railroads 
and that eventually would deprive them 
of more net revenues than they would 
receive from the increases “cannot but 
run contrary to the public interest and 
make all transportation costs still 
higher, because the more traffic the rail- 
roads lose the higher the rates they will 
be compelled to charge on the remaining 
traffic.” 

He said brick, as a commodity of low 
value, should have special treatment and 
that no further increase in freight rates 
should be made. 


R. H. Bickerstaff, for Clay Products 
Exchange. of Columbus, Ga., said con- 
tract carriers who recently received their 
permits were trucking about 60 per cent 
of his company’s traffic. 


Rail Efficiency Questioned 


The Department of Agriculture re- 
turned to the attack on rail efficiency 
and offered C. E. Childe, a transportation 
consultant and formerly a member of 
the Board of Investigation and Research 
—tTransportation, established under the 
transportation act of 1940. 

He said his testimony would deal with 
two main points: (1) That railroad rates 
were now excessive for the service per- 
formed, and (2) that railroad operating 
expenses were unduly high, and service 
was below reasonably attainable stand- 
ards that were needed and should be 
provided in the public interest. 


James K. Knudson, counsel for the 
Department of Agriculture, referred 
a motion of the Secretary of Agricul 
ture calling for an,investigation of rail- 
road efficiency and of economies that 
might be effected if the railroads put 
into practice the suggestions embodied 
in reports of the federal coordination of 
transportation, appointed in the 1930's 
to study transportation and make recom 
mendations. Mr. Childe said his testl- 
mony would deal with matters covered 
by the motion, which was denied »y the 
Commission in December, but, 07 mo- 
tion in the opening phase of the preset! 
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hear ng, was again taken under con- 
side: tion. 

M:. Childe stated it as his opinion 
that for the past 30 years “progress in 
the «rt of rail transportation” had not 
kept pace with the industrial and com- 
mercial development of the country and 
that the railroads were not now being 
operated in accordance with the na- 
tional transportation policy. He added, 
as his opinion, that railroad freight 
service was relatively uneconomical and 
ineficient as to time, dependability, and 
overall cost; that rates and conditions 
of transportation were inequitable and 
unsatisfactory; that earnings were in- 
adequate for investors, largely because 
of failure of the railroads to coordinate 
their operations, use the most efficient 
techniques, eliminate avoidable wastes, 
and readjust their rates and charges 
with more reasonable relation to the 
cost and value of the service. 


Billion a Year Could Be Saved 


“T shall,” he said, “undertake to show 
that the present opportunities for lower- 
ing rail transportation costs are vast 
and should, in the aggregate, total well 
over one billion dollars a year, and be 
accompanied by improvements in trans- 
portation service which would attract a 
great amount of additional traffic and 
revenues to the railroads.” 

In the next section of his prepared 
statement, Mr. Childe described an ex- 
hibit, showing, by years since 1908, the 
average rates a ton charged by the rail- 
roads and the average haul of freight, 
as a chart, and as a table with average 
rates converted to index numbers to 
compare them with wholesale price in- 
dices, also shown on the table, with the 
relationship between the two charted, 
and with a chart showing the normal 
progression of freight rates with dis- 
tance used in obtaining the average 
rates. His exhibit then showed volume 
of tonnage and consist and their effect 
on railroad rate levels, in tables and 
charts. 


In connection with the progression of 
rates with distance, Mr. Childe said the 
composite average closely resembled the 
progression of the Eastern, Southern and 
Western Trunk-Line-Southwestern class 
rate scales established by the Commis- 
sion. Commissioner Aitchison said Com- 
mission studies had showed the coal rate 
progression very erratic, but Mr. Ghilde 
said the “zigzags” flattened out when 
related to the average for the country as 
a Whole. In answer to another question 
he said he did not have in mind the 
Waybill studies on coal made as part of 
the Commission’s current waybill 
analysis. 


The successive increases of 1948 and 
1949. Mr. Childe said, had pushed up his 
rate index to the “present all-time high 
of 225.” He compared that with the 
latest wholesale price index for February 
15 as 218.4. He asserted the reduction in 
the price index from 150 in 1921 to 131 
In 1929, and to 119 in 1940, showed “the 
constant improvement in industrial tech- 
nology and efficiency, the benefits of 
which, were passed on to the consuming 
Public in the form of a generally lower 
Price veflected in these indexes, as well 
aS im>roved quality which is not shown 
by th: index, but is a matter of common 
know!-dge. Industry in this period suc- 
cessft' iy met the problems of rising 
Wages increasing competition, and the 
ups a .d downs of business volume which 
= ited the railroads during the same 

Tilo. .”’ 


Ke. neth Potter, of the California state 





commission, sitting in cooperation, asked 
if the problems of the period had not 
been met by laying men off. Mr. Childe 
said they were met largely by improved 
methods and increased capital invest- 
ment in machinery, adding that labor- 
saving machinery always displaced labor. 


In further comparisons of his rate in- 
dex with that of the wholesale prices, 
Mr. Childe said they showed the extent 
to which the railroads dropped behind 
the general progress of industrial eco- 
nomy and efficiency in the period be- 
tween the two world wars. 

In addition to wanting to know if the 
period of which Mr. Childe spoke had 
not been characterized by “much in- 
dustrial wreckage,” Commissioner Ait- 
chison also asked “how much traffic” was 
contained in the price index. Mr. Childe 
said he did not know; that he was using 
the Bureau of Labor Statistics index 
which everybody used, and did not know 
the details, but did not think they would 
vitiate his comparisons. 

The commissioner also showed Mr. 
Childe a copy of the Commission’s 
monthly comment on _ transportation 
statistics showing the percentage of 
freight charges to value of commodities 
dropping from 8.4 in 1939 to 5 per cent in 
1946. 


Question as to Base Year 


Commissioner Splawn, asking about 
the year 1913, which Mr. Childe had 
chosen as his base year, wanted to know 
whether, with reference to commodities, 
demand was high relative to supply, and 
also whether the railroads had not built 
far ahead of the traffic and had capac- 
ity to handle a great deal more trans- 
portation than they could sell. Mr. 
Childe replied that his chart showed 
that the curve, 1908-1914, and even to 
1916, registered scarcely any change in 
the railroad rate level, adding it was a 
period when the railroads were “pretty 
prosperous.” Repeating his query, Com- 
missioner Splawn said he was raising 
the question whether in 1913 wholesale 
prices were relatively high while rail 
rates, because of overdevelopment of 
rail facilities, were at a relatively low 
level compared with the price level. Mr. 
Childe said he would not reach that con- 
clusion. 

Returning to his statement in this 
connection, Mr. Childe said that “never 
before in this century have rate peak 
levels penetrated above commodity peak 
levels,” and after making comparisons 
for earlier years said past experience in- 
dicated to him “the instability and dan- 
ger in the present situation of trying to 
maintain, to say nothing of increasing 
further, railroad rate levels when other 
prices are leveling off or turning down- 
ward.” 


Referring to sheets of his exhibit show- 
ing tonnage and consist of traffic, Mr. 
Childe said the tables and charts showed 
that the pattern of railroad tonnage re- 
mained surprisingly uniform in the re- 
lations of one commodity group to an- 
other, over the years. Gradual down- 
ward changes were noticeable in the 
proportion of less-than-carload tonnage 
and revenue, he said. In the war years, 
he continued, the proportion of manu- 
factured freight and high-grade freight 
generally, including less-than-carload, 
increased.. In the depression years of 
the 1930’s, he said, the proportion of re- 
latively high-rated manufactured and 
miscellaneous freight decreased some- 
what, adding that “in other respects the 
consist of rail tonnage has stayed about 
uniform.” 
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The remainder of Mr. Childe’s testi- 
mony, he said, dealt “with specific phases 
of the economy and efficiency of rail- 
road transportation and possible meth- 
ods of improvement.” In this section, 
after reading a summary of conclusions 
in a freight traffic report made for the 
Federal Coordinator of Transportation, 
Mr. Childe said each one thousand new 
Diesel locomotives installed should mean 
a saving of $100,000,000 or more a year 
in expenses to the railroads; that rea- 
sonably efficient car utilization would 
have handled more than 40 million an- 
nual carloads with a total car supply 
of a million to a million and a quarter 
cars instead of the two million cars now 
in service; that if 500,000 freight cars 
were cut off present car ownership the 
yearly saving in ownership costs alone 
would be $182,000,000. This figure Mr. 
Childe said he wanted to check. To it, 
he said, should be added the “substan- 
tial savings” in cutting down freight 
car running expenses of about 3 cents a 
car-mile. _There had been a _ shortage 
of efficiency, and not of freight cars, he 
asserted. 

He also asserted that if the average 
circuity of cars moving over indirect 
routes could be reduced to 10 per cent, 
it would mean a 6 per cent saving in 
ton-miles, which, on the basis of 650 bil- 
lion revenue ton-miles for 1947 would . 
mean an annual saving of $195,000,000, 
on the basis of out-of-pocket trans- 
portation cost that year of 5 mills a 
ton-mile. Commissioner Splawn ques- 
tioned the cost figure, but Mr. Childe 
said it was less than today’s cost. 


At the outset of the last phase of his 
testimony, Commissioner Aitchison ques- 
tioned the nature of the reports, which 
Mr. Childe had referred to as those of 
the Federal Coordinator of Transporta- 
tion. Later, Mr. Childe read from the 
cover of one of the reports, and indi- 
cated that they were staff reports which 
had been sent to the railroads by the 
coordinator with covering letters, but. 
without recommendations. Thus, in his 
prepared statement, Mr. Childe, referring 
to economies not included in the listing 
of possible savings in the _ reports,. 
changed a statement that “it is obvious 
that the total economies recommended 
by the coordinator amounted to more 
than a billion dollars annually,” to read 
the “total economies called to public at- 
tention” by the coordinator. 


When Mr. Childe said the railroads 
in recent years had improved rolling 
stock and facilities, increased average 
carload and trainload, economized on 
fuel and enlarged their potential freight- 
carrying capacity, but that “almost noth- 
ing has been done toward coordinating 
the operations of the separate carriers or 
getting freight more promptly, safely, or 
cheaply from the shipper to the con- 
signee,” Commissioner Aitchison asked 
if he knew what was meant by integra- 
tion in the report on freight traffic and 
observed there had been no changes in 
the antitrust laws. He asked if Mr. 
Childe was asking the Commission to 
give its approval to a recommendation 
made to the late Commissioner Eastman, 
as Federal Coordinator of Transporta- 
tion, by the author of the report on 
freight traffic, but which Mr. Eastman 
had never seen fit to approve. Mr. Childe 
replied that, if the Commission felt there 
was merit in the idea of coordination or’ 
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integration, he would urge its adoption 
and, if the antitrust laws needed amend- 
ment, the Commission should recommend 
it. 

Commission Splawn asked if Mr. 
Childe, as chairman of the Board of In- 
vestigation and Research, had found the 
carriers were studying the recommenda- 
tions. Mr. Childe said the carriers had 
made some studies after the reports were 
transmitted by Mr. Eastman, and added 
that their reactions were “generally 
negative.” Commissioner Splawn sug- 
gested that the reports were analogous 
to a proposed report of a Commission ex- 
aminer, or a proposed report of the Com- 
mission itself. 

Delays and utilization of freight car 
equipment presented “vast possibilities of 
economy,” Mr. Childe said, after telling 
Mr. Aronson he did not care to add to a 
preceding statement that he could not 
find any evidence in the rail estimates of 
operating expenses for 1949 that they 
took Diesel locomotive economies into 
consideration. 


Car Utilization 


After reviewing the report transmitted 
by the coordinator on the subject of car 
utilization, he said it had been concluded 
a freight car could make 40 revenue 
trips in 320 days a year, allowing six 
weeks for repairs and storage, the 2,100,- 
000 railroad-owned cars at that time thus 
having a computed capacity of more than 
80,000,000 carloads a year, as contrasted 
with actual carloadings of Class I rail- 
roads for 1932 of 28,000,000, and for 1929 
of 53,000,000. 

At present, he said, the average freight 
car should be able to make 35 to 43 reve- 
nue trips a year, so the two million cars 
in service should be able to handle 70 
million to 86 million carloads annually, 
and he here drew the conclusion that 
with those revenue trips a year “the 40- 
odd million annual carloads (of recent 
years) could have been handled with a 
total car supply of one to one and one- 
fourth million cars, instead of the two 
million cars now in service, which aver- 
ared only 22 revenue trips a year,” He 
centinued: 


“The so-called car shortage of the past 
several years, which has tended to slow 
down production, increase manufactur- 
ing and living costs, and reduce railroad 
revenues because of their inability to 
handle the tonnage offered, and called 
for a program of priorities for scarce 
steel to build new high-priced freight 
cars, was not a car shortage at all; it was 
‘a period of car surplus in which the only 
shortage was in efficiency of utilization.” 

In answers to questions from the bench, 
Mr. Childe said his criticism was of 
railroads and shippers alike. 


Also, in this connection, he told Com- 
missioner Splawn he was in favor of 
a money reward to shippers or consignees 
who would cut down the time they held 
cars to loading or unloading. Commis- 
sioner Aitchison wanted to know if that 
could be done under the interstate com- 
merce act, and Mr. Childe replied he 
thought it could. 

Mr. Childe also said that, while he 
could not say definitely what constituted 
a reasonable low ration of empty to 
loaded car-miles, but that, “in view of 
the fact that we are presently making 
a@ poorer record than during and before 
the first world war, it would seem that 
‘the performance of the past several years 


is not an efficient one.” He said in 1947 
there were 50.6 empty car-miles to every 
100 loaded car-miles, and that in the 
1940’s the ratio had gone as high as 59 
per cent. 

Chairman Mahaffie suggested that the 
figure might be reduced if the empty 
miles of special types of cars, such as 
refrigerator cars and tankers, were 
eliminated. 

Mr. Childe said most of the inefficiency 
in freight car utilization occurred in 
freight yards and terminals, the ma- 
jority of the rail traffic of the country 
moving over more than one rail line. 
He added the 41,000,000 cars that moved 
in 1946 required more than 72,000,000 in- 
terchanges. Unification and coordina- 
tion of freight terminals was the rem- 
edy for excessive delays and expense of 
interchanges and yard switching, he as- 
serted. 

Circuity Discussion 

On the question of circuity, Mr. Childe 
brought a question from Commissioner 
Alldredge as to whether or not the Sec- 
retary of Agriculture would actually sup- 
port his contention that certain degrees 
of circuity in the handling of grain were 
not required. The commissioner said he 
referred to fourth section application 
No. 16500 et al., a docket he said was 
pending before the Commission. He said 
a Commission examiner had recommend- 
ed in 1941 that there be no restrictions 
in the present routings for grain and 
grain products. That report, he said, 
was not accepted by the Commission, 
which caused a second report to be pre- 
pared by its Fourth Section Board in 
which restrictions were recommended. 
The report was set for oral argument last 
December, said Commissioner Alldredge, 
but that a number of petitions had been 
received from shippers and carriers in 
the west asking postponement and fur- 
ther hearing. 

In support of those petitions, he said, 
a letter had been written on behalf of 
the Secretary of Agriculture, from which 
the commissioner quoted to the effect 
that the farmers and grain producers 
would be injured by fourth-section ac- 
tion and that the imposition of unrea- 
sonable circuity limitations would un- 
doubtedly change the movement and 
flow of grain into the market. Commis- 
sioner Alldredge said that, because of 
the petitions and the letter, oral argu- 
ment had been cancelled and the pro- 
ceeding assigned for further hearing. 

In his prepared statement, Mr. Childe 
cited a number of routes authorized be- 
tween Chicago and Atlanta, Ga.; Chi- 
cago and Jacksonville, Fla.; St. Louis, 
Mo., to Richmond, Va.; Chicago to 
Houston, Tex.; Chicago to Seattle; St. 
Louis to Seattle, adding that he could 
continue at length with examples “al- 
most equally extreme.” It was here he 
said it was “hardly necessary to say that 
such circuity is not required in the public 
interest.” 

He said the freight traffic study trans- 
mitted by the coordinator showed aver- 
age carload freight traffic as of Decem- 
ber, 1933, was 11 per cent circuitous, 
while the Commission’s staff, from way- 
bills of 1939, had found from 5 to 21 per 
cent circuity for 33 commodity groups, 
with an average of 13 per cent. 


Truman Committee Report 
Mr. Childe referred to a report on the 
transportation situation in the summer 
of 1945 issued by the committee of which 
President Truman was then chairman, 
which the witness said showed that 28 
per cent of 2,245 cars in January, 1944, 





TRAFFIC ‘ort 
moved without any circuity. He  ideg 
that 59 per cent of the cars movec with 
less than 10 per cent circuity, whi: the 
remaining 41 per cent that moved ore 
than 10 per cent out of direct lin haq 
accumulated 53 per cent of the otal 
mileage. If those cars that had & oveg 
in excess of 10 per cent circuity haq 
been reduced to that degree of cir. uity, 
he said, the car mileage of the trai::c as 
a whole would have been reduced - per 
cent. From this he drew his esti ated 
annual saving of $195,000,000. 
Commissioner Aitchison asked i. the 
witness could state the average ci) :uity 
allowed in fourth-section orders, and 
added that in each case every on: ip- 
terested had been granted an o»ppor- 
tunity to protest. Mr. Childe said he 
thought it unnecessary to wipe out any 
circuitous route desired by shippers and 
carriers, but thought a premium rate 


. should be charged for excessive circuity, 


The witness also said he did not know 
whether circuity was greater, the same, 
or less, on carload than on less-carload 
traffic. 

In connection with Mr. Childe’s refer- 
ence to the Truman committee report on 
transportation, Commissioner Aitchison 
had made part of the record a joint 
letter of the Commission and the Office 
of Defense Transportation to the then 
Senator Truman in which, among other 
things, those agencies said the imposi- 
tion at that time (May 12, 1944) of rigid 
limitations on circuitous hauling for the 
purpose of preventing the use of unduly 
circuitous routes in connection with the 
small proportion of the total shipments 
which might move over such routes 
without good cause, would probably do 
more harm than good. The agencies 
also said general limitations on circuitous 
routing would undoubtedly tend to 
divert to the more direct routes addi- 
tional traffic and thus endanger the 
ability of the carriers to handle the 
war-transportation load. 


American Farm Bureau 


Allan B. Kline, president of the Amer- 
ican Farm Bureau Federation, on be- 
half of the 1,325,000 farm families he 
said were members of the organization, 
said that “we earnestly request that the 
freight rate increase petitioned for in 
Ex parte 168 be denied,” adding that 
“we subscribe wholeheartedly to the 
motion submitted by the Secretary of 
Agriculture.” 

He continued by saying it was time 
to call a halt to constantly increasing 
freight rates and that it was in their 
best long-time interest of the railroads 
to adopt a vigorous program of increased 
efficiency. The evidence indicated this 
could and must be done, he said, that 
farmers were being forced to turn 10 
other means of transportation, and that 
America needed -a good efficient, pr'- 
vately-owned system of rail transporta- 
tion. He added it was the obligation of 
the Commission to take steps to bring 
about more efficient transportation 
“rather than to continue to grant in- 
creases in freight rates.” 


Mr. Kline’s statement dealt with the 
position of the farmer, and the increast 
in rates on agricultural commodities. He 
asserted that the record high index o 
prices received by the farmer, 307, fo 
January, 1948, had fallen to 258 by Feb- 
ruary 15 of this year, while the prices 
paid had fallen from a high index of 25! 
in August, 1948, to 245 on February }, 
1949. 

He asserted that the present patter 
of falling farm prices and stable cr eve 
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risin. farm costs repeated the pattern 
of the farm price collapse beginning in 
1920. He then cited, as of February 15. 
1948 and 1949, prices being received by 
whea., corn, oats, barley, cotton, and 
soybe ins, and the per cent of parity the 
prices on those dates represented. Each 
showed a decrease and Mr. Kline said 
were i't not for government support price 
progr«ms in effect when the prices 
slipped to their present levels the pro- 
cedures would be “in sorry plight in- 
deed.” 
Mr. Kline said, as of February 10, the 
Bureau of Agricultural Economics an- 
nounced that for the first time in 10 
years farm operators realized a lower 
net income than for the previous year. 
He said the estimate for 1948 was $17.4 
pillion, more than 2 per cent below the 
$17.8 billion realized net income of farm 
operators in 1947. He said it seemed 
reasonable to expect the farmers real- 
ized net income for 1949 would be lower 
than it was in 1948. Against the back- 
ground of “these realistic facts,” he 
added, farmers viewed with great con- 
cern further increases in their inter- 
mediate marketing costs through in- 
creases in rail freight rates. 
Commissioner Aitchison asked if the 
witness knew that Pacific Coast water 
carriers were before the Commission 
asking it to raise railroad rates so that 
they could resume business, and that 
there was evidence in the record that 
west coast agriculture could stand the 
increase. Mr. Kline said there were seg- 
ments of the west coast agricultural 
community that were in a precarious 
position. He also said he did not know 
the fact, cited by Mr. Potter, that 174 
per cent of the intrastate traffic in 
California moved by truck. 


He cited various instances of diver- 
sion to trucks, mentioning the first ship- 
ment of apples from the state of Wash- 
ington ever trucked into Chicago. When 
Commissioner Aitchison said motor car- 
riers were before the industry asking 
that it issue a minimum rate order, Mr. 
Kline said he thought an industry could 
not be broke if it was buying trucks. 

Under cross-examination by Mr. Aron- 
son, Mr. Kline said he agreed that prices 
for the major agricultural commodities 
had increased at a greater rate since 
1939 than had railroad freight rates, but 
added 1939 farm prices were depressed, 
although he agreed they then had the 
support of government price programs. 
He also agreed some factors were present 
in the situation as of this year that 
were not present in the 1920 period he 
had referred to, specifically agreeing to 
mention of the European aid program 
= - support program of the govern- 

ent. 








































































The effects of past and proposed 
freight rate increases on New York state 
industries and on a group of automobile 
companies were told to the Commission 
by witnesses presented March 8 by 
Parker McCollester, of New York City, 
In the Ex Parte 168 hearings. 

Mr. MeCollester, speaking for the As- 
sociate1 Industries of the State of New 
York, and others, said the testimony 
offerec’ was in addition to evidence now 
before ‘he Commission and was related 
genera'iy to the question whether the 
tailroa’'s had been pricing themselves 
out of various markets or had been 
Natrow ng their operations to traffic 
that c: ald move at the higher rates. 
























His itnesses were: E. B. Ussery, of 
bea ston, D.C., for the Associated 
st 


es; 


John S. Coyle, Rochester, 











N.Y., assistant to the general traffic 
manager, Eastman Kodak Co.; Michael 
J. O’Mahoney, manager, traffic depart- 
ment, Utica (N.Y.) Chamber of Com- 
merce; J. J. Carroll, Oswego Falls Cor- 
poration, Fulton, N.Y.; R. R. Seberry, 
general traffic manager, Corn Products 
Refining Co., New York City; and 
Charles E. Bell, Washington, D.C., repre- 
senting the Hudson, Packard, Chrysler, 
Willys-Overland, and Studebaker motor 
companies, and Nash-Kelvinator Cor- 
poration. 


N.Y. State Questionnaires 


Mr. Ussery testified concerning two 
rate exhibits prepared by the Associated 
Industries of the State of New York, and 
concerning the content of answers to 
questionnaires sent to members. One of 
the rate exhibits was a 49-page analysis 
of less-carload and carload freight rates 
from representative manufacturing ori- 
gins in New York state to representative 
United States destinations. The other 
exhibit was a summary of rates on bi- 
tuminous coal from base and differen- 
tial districts in central and western 
Pennsylvania and northern West Vir- 
ginia to representative points in New 
York as increased under Ex Partes 162 
and 166 and as proposed by the car- 
riers. 


He said the Associated Industries asked 
a representative number of its members, 
about 700, for answers to 20 questions 
and replies were received from 231, who, 
he said, were “a fair cross section of 
industry generally in New York state.” 


Mr. Ussery said that 174 stated that 
freight charges were an important factor 
in the delivered prices of their products, 
24 having indicated that such charges 
were not an important factor. He said 
170 stated that the relationship of rates 
paid by them and their competitors was 
a matter of importance to them in mar- 
keting their products, and 33 indicated 
they were not interested in rate relation- 
ships, 28 failing to indicate their views. 
He said 117 indicated the proposed in- 
creases would curtail the volume of their 
shipments; and 101 indicated the length 
of their hauls would be reduced. 


With respect to a question whether the 
members would be able to pass on the in- 
creases in transportation costs to buyers 
in higher prices, Mr. Ussery said 116 said 
they would be unable to do so, and, of 
these, 111 indicated their inability to do 
so would either result in a reduction in 
their profits or reduce the volume of their 
shipments. 


Out of 231 replies, said Mr. Ussery, - 


133 members said they had diverted 
traffic from the rails to other forms of 
transport, mainly trucks, as a result of 
increases in Ex Parte 162 and 166, the 
amount diverted having ranged from 
five per cent up to as high as 75 per 
cent. He said 127 shippers indicated the 
increases proposed in Ex Parte 168 would 
result in a further diversion of their 
traffic from the railroads. He also said 
159 shippers indicated there had been 
no decrease in their sales prices for 1948; 
38 said reductions had been made; and, 
with regard to the year 1949, 144 shippers 
said they did not expect to decrease 
prices in the near future including the 
year 1949; and 43 said price reductions 
would be made this year. 


Mr. Coyle, of the Eastman Kodak Co., 
testified as chairman of the Associated 
Industries’ transportation council con- 
cerning the questionnaire. He said the 
association had between 1300 and 1400 
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members and the form was not sent to 
those not considered to be shippers. 


Eastman Traffic 


Asked about traffic of the Eastman 
Kodak Co., Mr. Coyle said about 40 per 
cent of the outbound traffic from 
Rochester in 1948 went by rail and about 
56 per cent by truck. Prior to the war, 
or from about 1930 to 1940, he said, 80 
per cent of the outbound went by rail 
and 20 per cent by truck. With each in- 
crease in the railroad rates, he said, a 
larger amount of traffic was diverted to 
other forms of transport. 

Inbound traffic in 1948, including 
cellulose acetate, the principal item, and 
various chemicals and iron and steel, 
amounted to approximately 355 million 
pounds, of which about 19 per cent was 
by truck, he said. 

The rate on bituminous coal inbound 
to the Eastman plant, he said, was $2.32 
in 1946, and was now $3.20 as a result of 
the interim increases. He said that un- 
der the proposed increases it would go 
to $3.42. 

In response to a question by James 
K. Knudson, of the Department of Agri- 
culture, Mr. Coyle said he did not expect 
his company’s business to fall off in 1949, 
but he did expect greater diversion of 
traffic with higher freight rates. 

Mr. O’Mahoney, of Utica, said that as 
a result of past increases in freight rates 
a number of Utica industries had with- 
drawn from certain markets and he cited 
a relocation of part of the operations of 
the Bossert Co., because of the increases. 
He said that company, manufacturing 
steel shapes for the automobile industry, 
moved part of its operations from Utica 
to Newcastle, Pa., because of a 118-per- 
cent increase in less-than-carload rates 
and a 59-per-cent rise in carload rates. 

Jacob Aronson, of the railroads, sought 
to bring out from the witness the fact 
that it would be natural for a company 
like this to be located somewhere between 
the Pittsburgh-Youngstown steel produc- 
ing area and the Detroit automobile area. 

Chairman Mahaffie asked the witness 
if the “cement case” had anything to 
do with the relocation of the operation. 
Mr. O’Mahoney said the plant manager 
told him the transportation cost was the 
cause of the move. 


Container Business Cut 


Mr. Carroll, of the Oswego Falls Cor- 
poration, said past freight rate increases 
had cut his company’s paper container 
traffic in the New York metropolitan 
area by 28 per cent and further increases 
would curtail its business in that market. 

Mr. Seberry, of the Corn Products 
Refining Co., limited his statement to the 
possibility of increases in the rate on 
corn syrup unmixed (glucose). He said 
any increase granted to keep the carriers 
in a healthy financial condition so they 
could supply adequate service was “agree- 
able to us,” and added that the company 
was only desirous of maintaining rela- 
tionships in related commodities. 


He said the railroads Ex Parte 168 
petition of October 12 asked a 13-per- 
cent increase on sugar with a maximum 
of 8 cents a 100 pounds. The requested 
increase on corn syrup unmixed, he said, 
was 13 per cent with no maximum. 

Corn syrup unmixed, he said, replaced 
sugar in such industries as confections, 
bakery goods, preserves, jellies, beer, fruit 
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canning, and chewing gum, and recog- 
nition to the corn syrup was given by 
federal pure food standards for many of 
these industries, “showing its close rela- 
tionship as a sweetening agent.” 

“Any difference in delivered price seri- 
ously affects the sale of corn syrup un- 
mixed and will result in a loss of re- 
munerative long-haul tank-car business 
to the rails, as most sugar is manufac- 
tured at seaboard,” he said. 

Observing that the Commission in its 
final Ex Parte 166 decision authorized the 
same maximum increase on syrup, grain, 
unmixed (glucose) as on sugar, he said 
his company asked that the same maxi- 
mum be granted corn syrup unmixed as 
was granted on sugar “due to its highly 
competitive features.” 

Mr. Knudson asked who bore the cost 
of transporting incoming corn to the 
company’s plant, whether it was taken 
out of the price paid the farmer. Mr. 
McCollester objected and was sustained. 

Mr. Bell, for the five automobile com- 
panies and Nash-Kelvinator, offered a 
statement which was copied into the rec- 
ord. It referred to comprehensive ex- 
hibits analyzing carload freight rates on 
passenger automobiles from representa- 
tive assembling points and Detroit, Mich., 
Toledo, O., South Bend, Ind., and Keno- 
sha, Wis., to representative destinations 
in all freight territories. He said the 
exhibits illustrated the cumulative effect 
on the railroad transportation costs of 
these companies, in competing with 
General Motors Corporation and Ford 
Motor Co., of permitting percentage in- 
creases in rates of differing levels with- 
out imposing a maximum limitation in 
dollars and cents on the increases au- 
thorized. 

He said the exhibits illustrated the rate 
disadvantage to which the companies he 
represented and their dealers had been 
subjected in shipping their automobiles 
to common destinations, in competition 
with General Motors and Ford, by the 
cumulative effect of applying the per- 
centage increases to the relatively much 
higher rates from Detroit, South Bend, 
Toledo, and Kenosha, than the rates 
from the assembly plants of General 
Motors and Ford. 

“It is the purpose of these exhibits,” 
his statement said, “to show how the 
additional percentage increases sought 
by the carriers in this proceeding would 
further aegravate the discrepancies.” 

The statement said that for years prior 
to Ex Partes 148 and 162 the railroads 
had maintained rates on a much higher 
level from the plants of his companies 
than the levels of the rates from the 
assembly plants of General Motors and 
Ford to common destinations. 

“Stated differently,” he said, “while 
the railroads have voluntarily established 
reduced rates from the assembly plants 
of General Motors and Ford ranging as 
low as 25 to 30 per cent of first class, 
they have refused to establish corre- 
sponding rates from Detroit, Toledo, 
South Bend and Kenosha, and, to a 
very large extent, have kept these rates 
on the maximum level permitted by the 
Commission or approaching 85 per cent 
of first class. The consequence of this 
has been that with each percentage in- 
crease the rate disparities have been 
magnified... .” 

Mr. McCollester said Chrysler and 
Studebaker both had assembly plants in 


California for certain models shipped to 
Pacific coast territory. The rates from 
these plants to the territory they served, 
he said, were substantial and on the 
same basis as rates from California as- 
sembly plants of General Motors and 
Ford, and for that reason “we don’t com- 
plain against those rates.” 


Lubrican’ Rates 


H. I. Johnson, vice-president in charge 
of sales of Freedom Valvoline Oil Co., 
Freedom, Pa., also spoke for the National 
Petroleum Association and the Western 
Petroleum Refiners Traffic Association. 

He said the position of the N.P.A. was 
not to oppose the establishment of a 
rate structure found necessary for the 
railroads, but to show the effect of large 
rate increases on the petroleum business 
and to advise the Commission of the loss 
of petroleum traffic of the railroads. 

The western Pennsylvania groups, he 
said, had a special problem in connec- 
tion with freight rates, in that they were 
largely “land-locked” and marketed a 
premium value lubricant, available at no 
other point in the country, 65 per cent of 
the production going west of the Missis- 
sippi and south of the Ohio River. There- 
fore, he said, the greater increase in 
Official Territory and interterritorially 
made it more difficult to market the 
lubricants in those distant areas in com- 
petition with lubricants produced in the 
south and southwest. 

He referred to an exhibit he offered 
in evidence, showing the per cent of 
demand for petroleum originated by rail- 
road in 1947 as 19.3, falling from a high 
of 52.5 per cent in 1929, and from 32.9 
per cent in 1938. He said movement of 
petroleum by pipelines, by water, and by 
truck was on the increase, and set out 
comparisons in rates on lubricants in 
tank cars and in packages from Oil City, 
Pa., to points in the west and south 
and the greater spread caused between 
those rates and rates from other origins, 
since 1938, because of percentage in- 
creases. 

He asked that if increases were grant- 
ed, they be no greater in the east than 
in other territories, and that there be 
a maximum in cents a hundredweight set 
to hold the differential between eastern 
refineries and those located in other ter- 
ritories. 


Mr. Gilbert Recalled 


Richard V. Gilbert, economist, and 
witness for the Department of Agricul- 
ture, took the stand again to offer a re- 
vision of his estimates of rail expenses 
and income, which he said Mr. Aronson 
had properly suggested ought to be of- 
fered, since his earlier estimates had not 
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In commenting on notes to his table, 
showing percentage changes in efficiency 
associated with percentage reduction in 
volume of traffic, from 1926-1927, to 
1937-1938, Mr. Gilbert said the signifi- 
cance of the figures was that they 
showed a _ decrease in effitiency of 
roughly one-fifth of the decrease in the 
volume of traffic. 

In connection with comments on a 
table showing the percentage of poten- 
tial volume the railroads carried, under 
the main commodity groups, Commis- 
sioner Splawn asked if Mr. Gilbert had 
given thought to the fact that a great 
deal of the production which formed 
the assumed 100 per cent potential iraf- 
fic was consumed in urban areas close 
to production and could not, therefore, 
ever offer the railroads any traffic. 

The Commissioner suggested it would 
be necessary to look at carloadings in 
1948 as compared with previous years in 
order to reach Mr. Gilbert’s conclusion 
that manufacturers and. miscellaneous 
traffic was “drying up.” Mr. Gilbert said 
all the material indicated was that the 
present prospect of the railroads was 
very serious. He said, if they were to 
“stay in the business” over the next 25 
years and stay out of the bankruptcy 
courts, they would “simply have” to stop 
raising rates, or taking advantage of the 
opportunity to raise rates and charges 
in the face of a declining market, find 
ways to increase efficiency of operations 
so they could better their financial situa- 
tion while holding rates or even reducing 
them in order to stimulate business, and 
develop new technical means of provid- 
ing better transportation service. 


Further exchange with the bench led 
Mr. Gilbert to say that if the local 
consumption of commodities was a pre- 
dominating factor, there would be “no 
help for the railroads.” 





‘Side’ Hearings in Ex Parte 168 Held 
To Take Testimony of Opposing Shippers 


Fertilizer, Bituminous Coal, Anthracite Coal, Brick and Clay and 
Iron and Steel Interests Bring Testimony at Hearing on ‘Interim’ 
Increase Up to Date in Two Separate Washington, D. C., Hearings. 


Examiner J. P. McGrath presided at 
a separate hearing in Ex Parte 168, on 
fertilizer and fertilizer materials, and 
other commodities. Examiner Burton 
Fuller held a separate hearing on coal, 
iron and steel. 

Fred S. Lodge, assistant to the pres- 
ident of the National Fertilizer Associa- 


tion, said that industry seriously objected 
to any further increases on fertilize! 
and fertilizer materials, and urged that 
the percentage increases “already pub 
lished under this proceeding” be cal- 
celed. 

In explanation of what he called “mul 
tiple freight revenues,” he spoke of sul 
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phur mined in Louisiana or Texas being 
shipped to Atlanta, Ga. one ton of 
which would be there manufactured into 
sulphuric acid, the result being about 
4% tons of acid to each ton of sulphur; 
the sulphur then being shipped to a 
super-phosphate plant and there mixed 
with 4.5 tons of phosphate rock shipped 
from Florida, the resulting mixture, he 
asserted, being nine tons of superphos- 
phate, which would then be mixed with 
nine tons of other materials to produce 
18 tons of mixed fertilizer. One ton of 
fertilizer, he continued, would produce 
about 2% tons of wheat, 5% tons of 
tomatoes, or 2%4 tons of peanuts, 3% tons 
of corn, 5 tons of potatoes, one-half ton 
of lint cotton, 1.9 tons of cottonseed, 1.5 
tons of soybeans or 4 tons of milk. 

On cross-examination by L. J. Huegel, 
assistant general attorney of the Balti- 
more & Ohio, elicited the fact that the 
figures used had been taken from farm 
surveys, but that the farmers had not 
stated whether the fertilizer was re- 
ceived by rail or by truck, or whether 
farmers had picked it up themselves. 

Sinclair B. McCoy, general traffic man- 
ager, International Minerals & Chem- 
ical Corporation, said his company was 
the largest single producer of phos- 
phate rock in the United States, and had 
32 fertilizer manufacturing plants. He 
asserted that car-mile earnings on 
phosphate rock, if the 13 per cent in- 
crease were granted, would be 109.7 
cents at Tifton, Ga. To more distant 
points, such as South Wilmington, Mass., 
and Mason City, Ia., he said, the car- 
mile earnings would be 43.9 cents and 
445 cents. He said he thought phos- 
phate rock was standing its share of 
the transportation and that no further 
increase should be granted on that com- 
modity. He said he meant no increase 
should be authorized, when asked if that 
was what he meant or merely that there 
should be no further increase. From 
some of the plants operated by his com- 
pany, he said, trucking of fertilizer was 
increasing. 

Mr. Huegel endeavored to develop 
data as to the current price of ferti- 
lier and was told it depended on analy- 
sis of the fertilizer. Mr. McCoy said he 
could not tell whether there was a 
change in the $44 or $45 a ton price he 
cited for a “3-12-12” compound after 
the Ex Parte 162 and 166 increases were 
granted, but said the price he cited 
included freight charges. Mr. Huegel 
asked if the price was susceptible to 
change with the change in freight 


charges and the witness said he thought - 


“we have reached the peak for passing 
on increased freight costs to our con- 
sumers.” In answer to a further ques- 
tion he said the increased freight rates 
had been passed on in the past, but that 
he seriously doubted “if we will be able 
to do it again.” 

Harry Barron, for the western rail- 
toads, addressed a series of questions to 
Mr. McCoy, among them questions con- 
cerning increases in the price of ferti- 
lizer as compared ‘with increases in 
freight rates. He said he did not have 
the information and when asked if he 
Would furnish it within a reasonable 
time, 1. T. Money, counsel for the ferti- 

€r interests, said that “we will not 
furnish any information at all after the 
hearin.” “Mr. Barron indicated he was 
going to ask the Commission to order 
the information furnished, upon which 
‘oney said if the Commission con- 

it pertinent, “we will furnish 


Mr. Money observed the prices were 


shown by the Bureau of Labor Statistics’ 
indices, and Examiner McGrath com- 
mented that “they only run to 1947.” 
The examiner then said the protestants 
had stated their petition and that “we 
will have to let the record stand that 
way. The examiner cannot compel them 
to furnish information against their will.” 
Mr. Barron then said he suggested that 
the Commission give consideration to is- 
suing an order requiring Mr. Money, on 
behalf of the industry, to furnish rep- 
resentative prices “over a period and 
bring it down to date.” The examiner 
said Mr. Barron should follow up his 
request with a written petition, and Mr. 
Money said that “I will say we will not 
do it, I do not care whether the Com- 
mission asks us or not.” 

Other witnesses offering testimony as 
to fertilizer and fertilizer materials were 
Robert T. Smith, general traffic manager, 
Davison Chemical Corporation; George 
E. Petitt, vice-president, Potash Co. of 
America; and F. D. Ross, assistant traffic 
manager, Consolidated Rendering Co. 


Power Transmission 


J. M. Davison, for the Multi V-Belt 
Drive and Power Transmission Associa- 


_ tion, read a brief continuation of a veri- 


fied statement offered at the earlier hear- 
ing in Ex Parte 168, saying conditions in 
the industry had changed since that 
time. He said plants were working on 
reduced production schedules and it ap- 
peared that “we are all approaching a 
period of severe competition.” 

Mr. Davison asserted that rail car- 
loadings had been substantially declining 
in 1949 as compared with 1948, and that 
truckloads by motor carriers had in- 
creased substantially. He said increases 
in less-carload rates on manufactured 
articles had already passed the saturation 
point, and had become an increasing 
burden on small business. 


Steel Situation 


Martin Schweppe, traffic manager, 
Granite City Steel Co., said his company 
did not believe the needed additional 
rail revenue could be obtained by in- 
creased freight rates because of resulting 
diversions of tonnage to other modes of 
transportation. 

He said the company’s plant at Gran- 
ite City was laid out with the expecta- 
tion that rail transportation would con- 
tinue -as its only means of distribution 
of manufactured products. As motor 
carrier transportation grew, he said, 
docks were provided, and that the com- 
pany now had 10 docks for truck load- 
ing, its rehabilitation program including 
three additional docks which, he said, 
would increase daily truck loading ca- 
pacity by another 300 tons. He said 
loading of motor equipment had become 
so efficient as to compare favorably 
with that of rail equipment, both as 
to time and costs, and that motor car- 
riers maintained schedules permitting 
the company’s products to reach over- 
night the docks of customers 300 to 
400 miles distant. 

Referring to an exhibit, he said there 
had been a small progressive increase in 
tonnage shipped by rail up to January, 
1949, but steady decreases in the per- 
centage of the total tonnage shipped 
by rail, while motor carriers showed large 
increases in tonnage and in their per- 
centage of total tonnage. He thought 


the January barge tonnage indicated a 
possibility for greater use of water car- 
riers in 1949. 

Motor carrier shipments, he con- 
tinued, were not confined to short haul, 
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adding that more than 2,100 tons of 
January truck shipments were to desti- 
nations 300 to 600 miles distant from 
the plant. He said the increasing trend 
of motor carrier and barge shipments 
would “render futile the hope of rail 
carriers to increase gross revenue 
through increased freight rates on rail 
shipments from our plant.” 

In cross-examination by Mr. Huegel, 
Mr. Schweppe said rail rates represented 
one factor in arriving at rates for con- 
tract motor carriage, and that if the rail 
rate were increased the contract carrier 
rate might be increased. 


Connecticut Manufacturers 


Irwin H. Tuthill, traffic manager, 
Manufacturers Association of Connec- 
ticut, said that state was one of the 
most important industrial centers in the 
United States, with products in common 
use sold throughout the country and 
keenly susceptible to competition. In 
past proceedings, he said, the association 
had endeavored to impress the Commis- 
sion with the decided advantages in 
dollars and cents that percentage in- 
creases gave competitors located in other 
sections of Official Territory. 

He said the full percentage increase 
on each commodity manufactured in his 
state resulted in advancing transporta- 
tion costs more than 80 per cent, rather 
than the 44.2 per cent which, he said, 
“was the overall advance in revenue as 
emphasized by carrier witnesses.” 

In support of a statement that many 
industries shipped almost entirely by 
motor to points in Official Territory, 
several to all points served by motor car- 
riers in the south, and some as far as 
the Pacific Coast, he cited comparative 
rail and truck rates from Hartford, 
Conn. 

In view of the comparative rates, he 
said, and with consideration given faster 
time via truck, it was not hard to under- 
stand why some companies in Connect- 
icut had changed their shipping prac- 
tices as indicated in an appendix to his 
statement. For example, he showed a 
manufacturer of chain shipping 60 per 
cent by rail and 40 per cent by truck in 
1944, and 20 per cent by rail and 80 per 
cent by truck in 1948. He showed such 
shifts for manufacturers of bearings, 
brass and products, sponge rubber prod- 
ucts, clocks, vacuum cleaners, and elec- 
trical appliances. 

He said it was the opinion of the 
association that no increase be author- 
ized in the proceeding, that the interim 
increase be rescinded, and that the 
Commission review increases previously 
authorized to ascertain whether or not 
certain carriers and commodities had not 
been unfairly treated in view of present 
conditions and contrary to the best in- 
terests of the rail carriers as a whole. 


Brick and Clay Interests 

The second day of the hearing before 
Examiner McGrath was taken up by 
witnesses for the brick and clay industry. 

E. J. Robinett, vice-president and 
traffic manager, Acme Brick Co., Fort 
Worth, Tex., appeared also for the Struc- 
tural Clay Products Institute, and the 
Clay Products Association of the South- 
west, and said he would deal primarily 
with southwestern rates. 

Among other things, he said the in- 
dustry “strenuously” opposed any further 
increases in the rates on common brick, 
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face brick, drain tile, and articles in the 
uniform brick list. He said conditions in 
the industry had not improved since the 
original hearings in 1943 in Ex Parte 148, 
when originated traffic by Class I rail- 
roads of common brick, brick and tile, 
N.O.S. was 7,529,000 tons and 960,000 less 
than in 1942. 

He said interstate rates on common 
brick and articles in the uniform brick 
list were now so high in Southwestern 
Freight Bureau territory that less than 
five per cent of the common brick pro- 
duced moved by rail. He said Arkansas 
and Texas railroads had reduced rates 
to meet truck competition and had re- 
covered traffic, but that the Oklahoma 
rail carriers had not done so, with the 
result that for the past 10 or 12 years 
more than 90 per cent of the tonnage 
had moved by truck. 

A. Engelhardt, traffic manager, Na- 
tional Fireproofing Corporation, Pitts- 
burgh, directed his testimony to Official 
Territory. He said he was chairman 
of the traffic committee of the Structural 
Clay Products Institute, and added it 
was the considered judgment of the In- 
stitute that the Commission should not 
permit another additional increase in 
the freiight rates on structural clay 
products. 

Clayton L. Wornson, traffic manager, 
Mason City Brick & Tile Co., Mason 
City, Ia., speaking for his and other 
companies, said those companies did not 
believe additional rate increases were 
warranted. He said it was felt they 
were paying more than their fair share 
of the freight burden. 

In a comparison with other commodi- 
ties, he said clay products paid from 2 
to 20 times as much freight for their 
value as the compared commodities. He 
asked the Commission to treat drain 
tile in the same manner as brick and 
related articles. 

R. O. Youngerman, general traffic 
manager, Mason City Brick & Tile Co. 
endorsed Mr. Wornson’s testimony. 

A. B. Hamilton, traffic manager, United 
Brick & Tile Co., Kansas City, Mo., also 
spoke for other manufacturers of clay 
products, and said it was the position of 
those companies that rail rates on brick 
and other clay products were now too 
high to permit normal movements by 
railroad in competition with other simi- 
lar building materials not “hampered by 
any such increases in freight rates.” He 
added that “we know that these rail- 
roads have already priced themselves 
out of a lot of clay products tonnage and 
we believe that this present proposal 
will do more of the same.” Any further 
increase in rail rates would increase the 
number of privately-owned trucks and 
increase tonnage carried in contract 
carrier trucks, he asserted. 


Coal, Coke, Ore Hearing 

Examiner Burton Fuller presided over 
a second “side” hearing in which coal, 
coke, and iron and steel were the sub- 
jects of testimony. 

E. F. Estes, traffic manager for the 
National Coal Association, explained an 
exhibit in which he included historical 
developments in connection with coal 
production and freight rates, competi- 
tion of other forms of fuel with coal, 
and the financial situation of the bitu- 
minous coal industry. 

Among other things, he said the ex- 
hibit of another witness would show that 





bituminous coal was a very profitable 
tonnage to the railroads and added that 
“we feel this might not be just the right 
thing for the railroads to have this trend 
toward the almost complete use of 
Diesels.” 

Under cross-examination, he said it 
was not felt any increases on coal were 
justified under present conditions be- 
cause “the additional revenue that would 
be derived from such increases will fall 
into the hands of people who are pros- 
perous and do not need the money.” 


‘Pure Bituminous’ Roads 


William E. Carpenter, a transportation 
traffic and cost analyst, offered an ex- 
hibit making comparisons between bitu- 
minous coal carriers as a group and the 
remaining railroads as another group. 
He grouped railroads into three divi- 
sions: Group A, whose total freight reve- 
nue accounted for only 7 per cent of the 
United States total, and which collected 
29 per cent of the U. S. bituminous coal 
revenue and originated 40 per cent of 
the bituminous coal tonnage. Group B 
roads realized 15 per cent of the total 
gross freight revenue of the country, 26 
per cent of the bituminous coal freight 
revenue, and originated 30 per cent of 
the tonnage. The Group C roads had 9 
per cent of the bituminous coal revenue. 


The first two selected coal road groups, 
he said, had 22 per cent of the gross 
freight revenue derived from all traffic, 
55 per cent of the bituminous coal freight 
revenue, carried 54 per cent of the coal 
tonnage, and originated 70 per cent. 

He said the Group A roads, “the purest 
bituminous coal roads,” accounted for 
only 6 per cent of the total operating 
revenues of all railroads, but realized 12 
per cent of the nation’s railway operat- 
ing income. 

He said those roads produced 5 per 
cent of the total freight-train miles, but 
earned 17 per cent of the railroad net 
income, and operated less than 4 per 
cent of the nation’s miles of road, but 
had dividend payments amounting to 
almost one-quarter of the dividends paid 
by Class I railroads. He said the Groups 
A and B railroads were almost twice as 
profitable as the balance of the rail- 
roads in the country, and said their 
profitability could largely be attributed 
to the greater efficiency with which the 
coal roads were operated. 

In cross-examination, while it was de- 
veloped that the New York Central and 
the Pennsylvania carried large amounts 
of bituminous coal, the witness said he 
had tried to eliminate as far as pos- 
sible the effect of passenger operation 
to get to “what we designate as pure 
bituminous coal roads.” 

On redirect examination, J. V. Nor- 
man, for the Property Owners Com- 
mittee, referring to remarks about leav- 
ing out the New York Central and the 
Pennsylvania, asked if it was Mr. Car- 
penter’s theory on which he constructed 
his exhibit that if he showed that all 
other railroads handling large tonnages 
of coal made satisfactory earnings, the 
failure of the New York Central and the 
Pennsylvania to do so with a consider- 
able coal tonnage must be due either 
to their inefficient operation or to some 
other factors that had nothing to do 
with coal? Mr. Carpenter replied that 
“that sums it up very well. That is the 
theory of this exhibit.” 


Retailer Testimony 


Paul E. Conrades, president, Merchants 
Ice & Coal Co., St. Louis, Mo., a retailer 
of coal, and vice-president of the Amer- 
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ican Retail Coal Association, saic rajj 
transportation charges were a very sub- 
stantial part of the retail price of « ton 
of bituminous coal, and that he dis not 
know of any commodity sold at ret 
which rail freight charges made : 
substantial a portion of the cost t» the 
consumer. 

He said the association had nc: ob- 
jected to the increases sought in Rx 
Parte 162 and Ex Parte 166, but now had 
reached a decision that any further in- 
creases to be applied to bituminous 
must be carefully examined from the 
standpoint of the entire coal industry 
and the railroads, so as not to price coal 
out of the market. He also said the 
method of non-percentage increases in 
freight rates had “particularly set up 
the market for truck competition.” If 
there was to be an increase, he agreed 
it should rather be on a percentage 
basis. 

W. F. Ehmann, manager, Wisconsin 
Coal Bureau, Inc., representing coal dock 
companies located on the west bank of 
Lake Michigan, said those companies 
were strongly opposed to all or any part 
of the increases proposed on lake cargo 
anthracite and bituminous coal. He said, 
in order to avoid duplication, he adopted 
the testimony of Mr. Estes, as did John 
A. Maher, manager, Maher Coal Bureau, 
St. Paul, Minn., representing commercial 
coal dock companies at the head of the 
Great Lakes. 

Coal Groups 


Further testimony on bituminous coal 
was offered by A. J. Christiansen, secre- 
tary, Northern Illinois Coal Trade Asso- 
ciation, also representing Middle States 
Fuel, Inc.; Walter Pedigo, director of 
traffic, Kentucky Coal Agency; R. A. 
Ellison, Island Creek Coal Co., and other 
shippers and coal dock operators han- 
dling rail-water and rail-water-rail coal 
through rail-river facilities at Hunting- 
ton, W.Va., and Cincinnati; Harold V. 
Scott, Coal Trade Association of Indiana; 
William DeBoer, traffic manager, Colo- 
rado Fuel & Iron Co.; R. B. Williamson, 
vice-president, Eastern Coal Sales Co, 
Bluefield, W.Va.; Albert F. Arbury, mar- 
keting counsellor, Pocahontas Operators 
Association; Charles E. Bell, executive 
secretary, Property Owners Committee; 
and William M. Maddox, assistant traffic 
manager, appearing in behalf of Harlan 
County Coal Operators Association, 
Hazard Coal Operators Association, and 
the Southern Appalachian Coal Opera- 
tors Association. 

Mr. Christiansen said there should be 
no increases in coal rates, and that his 
position was the same as that of the Na- 
tional Coal Association. If there was 
to be any increase, he added, it must be 
on some kind of a sliding scale, either 
percentagewise or in cents a ton. 

Mr. Pedigo said the Kentucky Coal 
Agency was neither approving nor Op- 
posing an increase in coal rates, but if 
the Commission found an increase net- 
essary, it should be made on a flat cents 
a ton basis in all rates with the excep- 
tion of rates to East St. Louis and Alton, 
Ill., for barge movement beyond. 

Mr. Ellison stipulated in the record 4 
verified statement he introduced 1 
Ex Parte 166. He went exhaustively 
into the rail-water and rail-water-rail 
situation, and among other things said 
little question existed as to the com- 
pensatory revenue derived from coal 
moving through Huntington and water 
beyond. He said the Chesapeake & 


Ohio had defended the proportion#! rat 
maintained. 
Mr. DeBoer said there should »e 1 
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creases “of no kind” in Ex Parte 168 
applicable to the movement of coal to 
Minnequa, Colo., where his company 
nas 2 plant, at least until such time as 
the increases to other mills were the 
same as to Minnequa. 

J. V. Norman, counsel for the Property 
Owners’ Committee, said that com- 
mittee, as did the National Coal As- 
sociation, opposed any increase in the 
rates on coal and “insist that the present 
interim increases should be removed.” 
He said coal was now paying more than 
its share of the transportation burden 
and that it was thought the association 
had demonstrated that. If the carriers 
needed more revenue, he said, they could 
not get it by increasing rates on coal, 
put would lose revenue under the present 
rates. He said the committee would 
offer witnesses to show what the market 
condition was. His witnesses were Mr. 
Williamson, Mr. Bell, and Mr. Aubry, 
who dealt with competitive conditions as 
between coal produced in various areas, 
and the competition of oil gas with 
bituminous coal. Mr. Bell offered an 
exhibit which he said was intended to 
portray a cross-section of the rate ad- 
justments on bituminous coal beginning 
with June 30, 1946, from Pocahontas 
Region to representative Official Terri- 
tory destinations. He said he had shown 
the measure of the increases and the 
disruptions in relationships resulting 
from the various increases already made 
and those that would result from in- 
creases Now proposed. 

Mr. Maddox said the groups he repre- 
sented took no position as to whether 
or not there should be an increase in 
coal rates, but if there was a permanent 
advance, it was their position that the 
decision should “include a positive di- 
rection that the recognized differentials 
in the rates on coal in effect June 30, 
1946, should be preserved in the publi- 
cation of the rates.” 


Iron Ore, Coke, Fluxing Stone 


Mr. Ellison, while he was on the stand, 
also testified for the Globe Iron Co. and 
the Jackson Iron & Steel Co., operators 
of blast furnaces at Jackson, O. He said 
the two companies owned and operated 
the only remaining merchant blast 
furnaces in the Hanging Rock, O., dis- 
trict, which district in 1910, he said, had 
16 merchant blast furnaces. He said 
their principal competitors were furnaces 
located on Lake Erie and Lake Michigan, 
while a rail haul was required on every 
ton of iron ore used at Jackson, the com- 
petitors on ‘the lake fronts having no 
inland rail haul from the lower lake 
ports. 

Growth of the blast furnaces at the 
lake fronts, he said, had been remark- 
able, and, among other things, asserted 
since no increase was proposed in either 
the line-haul rates or dock charges on 
iron ore to lake front furnace locations, 
the relationship of the Jackson, O., 
furnace became increasingly worse, add- 
ing that “their ability to compete with 
the lake front furnaces has steadily de- 
clined since July 1, 1946, when the cur- 
rent wave of separate increases on iron 
ore started.” 

After touching on proposals for in- 
> in coke and fluxing stone, he 
said whether inland industry could con- 

‘O exist under such an additional 
‘was to be doubted. He said the 
ion was whether the railroads could 

to drive the remaining inland 
-urnaces to the water front. 

e anthracite coal industry offered 
‘stimony before Examiner Fuller 


after the bituminous interests had com- 
pleted theirs. 

Cc. J. Goodyear appeared for the 
Anthracite Institute and the Eastern 
States Solid Fuel Conference, and said 
also he was chairman of the executive 
committee of the Anthracite Tidewater 
Emergency Board, set up jointly by the 
railroads and transshippers at North At- 
lantic ports to prevent undue detention 
of cars. He offered an exhibit bringing 
up to date an exhibit offered at the De- 
cember hearing. 

He said the exhibit showed, among 
other things, that New York, Pennsyl- 
vania and New Jersey took 75.31 per cent 
of the total tonnage and that anthracite 
had been gradually restricted to a 
“rather narrow area.” Also, he said, his 


exhibit showed that, in 1947, anthracite 


sales were 58 per cent of what they were 
in 1918. 

Mr. Goodyear asserted Dr. Parmelee’s 
showing of an earning of 12.13 per cent 
for coal mining in 1947 was “entirely un- 
reliable” so far as the anthracite indus- 
try was concerned. He had previously 
said that from 1928 to 1946 the industry 
“on the whole” was 4 cents “per ton in 
the red.” He said that, shortly after 
rail rate increases took effect in October, 
1947, trucking of anthracite had con- 
sistently increased in each period, except 
from October to December, 1948, when 
there was. a slight decline due to warm 
weather. He said there had been some 
development in the establishment of re- 
tail coal yards not served by railroad 
but that conducted a retail coal business 
in an orderly way, not relying on rail 
transportation. He expressed the opin- 
ion that increases in anthracite rates 
would “substantially foster” truck traf- 
fic, and indicated that anthracite had 
suffered in competition with other fuels. 

Mr. Goodyear was followed by T. R. 
Loizeaux, a retail fuel merchant of 
Plainfield, N. J., and chairman of the 
Anthracite Retail Solid Fuel Conference. 
He said the competition of oil with an- 
thracite was “terrific,” that more coal 
dealers were selling oil, and that few 
new homes were equipped to burn coal. 
He said retailers had absorbed the last 
rail increase, but that if “present rates 
are going to stick I expect and I be- 
lieve other dealers will also start to 
trucking coal from the mines.” He 
thought some dealers might even move 
off the rail lines. 


Change of Position 


Hugh Tompkins, manager director, 
Fuel Merchants Association of New Jer- 
sey, who said he kept in constant touch 
with retailers, said before the war “as 
far as our association is concerned,” the 
members were “pro-rail and anti-truck,” 
opposing the trucking coal into New 
Jersey. He said he had appeared “in 
defense of the rails” in opposing appli- 
cations for rights from the Commission. 
Since the war, however, he continued, 
“we have changed our attitude as an 
association,” feeling that prices had be- 
come so high that “we have to cut all 
the corners that we can .. .” and were 
assisting dealers wherever they showed 
a desire to obtain a: certificated carrier 
to bring some of their coal by truck. 


William G. Kurtz, vice - president, 
Household Fuel Corporation, New York 
City, said his company and affiliates 
operated yards from Portland, Me., to 
New Jersey. In the course of review- 
ing information from yards as to changes 
from coal to oil, the witness said it was 
understood that the “Big Inch” would 
end up at 123d Street in New York City, 
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about September, 1950, and, he added, 
“when that arrives we will have very 
considerable competition.” The witness 
referred to one real estate development 
on Long Island with 5,980 homes, each 
of which, he said, was equipped with an 
oil burner. 

Frank E. Whitaker, president, North 
American Coal Corporation, Cleveland, 
O., owning three subsidiary coal mining 
companies, offered an exhibit which he 
said showed the “adverse effect” that 
across-the-board increases in Ex Parte 
1155, Ex Parte 162, and Ex Parte 166 had 
had on the transportation cost for a mil- 
lion B.t.u.’s of Ohio No. 8 coals. He said 
it also demonstrated the “disastrous ef- 
fect” the 40 cents across-the-board in- 
crease requested by the railroads would 
cause. 

Much of his company’s market in Ohio - 
was experience trucking competition, the 
witness said, and that a percentage in- 
crease on an equitable basis would not 
hurt the company as much as a flat 40- 
cent increase. He also said the railroads 
and his company had already lost to 
truck coal a large portion of the “steam 
accounts” in the Youngstown area, as 
well as Canton and Akron. He added it 
was highly probable an increase of 40 
cents, or 16 per cent, in the rail rate 
would widen the trucking area so as to 
include a part of the Cleveland district. 
He asked the Commission to refuse a flat 
rate increase and, if an increase was 
necessary, to put it on a percentage basis. 


Coal Interests 


Hearing before Examiner Fuller was 
completed with the appearances of Fred 
G. Fate, traffic manager, North Amer- 
ican Coal Corporation; A. B. McElvany, 
assistant to the president, United East- 
ern Coal Sales Corporation; Joseph G. 
Cooper, vice-president in charge of traf- 
fic, Bethlehem Steel Co.; A. H. Lathrop, 
traffic manager, American Enka Corpo- 
ration, a manufacturer of rayon yarn, 
Asheville, N.C., testifying as chairman 
of the Carolina Coal Consumers Con- 
ference; and E. B. Ussery, a traffic con- 
sultant, also appearing for the Caro- 
lina conference. 

Mr. Fate said his company opposed a 
flat increase in cents a ton and said 
any increase determined to be necessary 
should be on a percentage basis and 
to a degree that would not burden the 
coal industry. Mr. McElvany agreed with 
the testimony of Messrs. Arbury, Bell, 
and Williamson, as to the change in 
the coal situation from a seller’s to a 
buyer’s market. 

Mr. Cooper appeared on behalf of 17 
independent steel companies, opposing 
the proposed increases on bituminous 
coal, coke, and iron ore. He said it was 
the belief of the steel companies that 
those commodities had for many years 
borne more than their fair share of the 
burden of maintaining the rail transpor- 
tation systems of the country and that 
no increase should be permitted in the 
rates or charges on them. 

Mr. Lathrop subscribed to the testi- 
mony of preceding witnesses as proving 
that no general increases on coal should 
be authorized in the proceeding, and 
that the carriers should be required to 
restore the rates in effect on January 
10, 1949. 

Mr. Ussery offered an exhibit showing 
tidewater and export tonnages to certain 
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states, moving at rates below normal, 
and said he would show the effect of 
those movements on weighted average 
rate levels for individual destination 
states as developed from the Commis- 
sion’s waybill study. He compared ter- 
minations in the Carolinas with those 
in Virginia as showing 10,735,672 tons in 
the Carolinas and 3,918,502 in Virginia, 
as part of his announced purpose of 
comparing the rate levels to the Caro- 
linas, on the one hand, as compared with 
the southeastern and Mississippi valley 
states on the other hand, and also as to 
Virginia on the north. 


Lenoir Argument Set 


The Commission, by a notice, has as- 
signed the proceeding in MC-96541, 
Lenoir Chair Co. Contract Carrier Appli- 
cation, for oral argument on April 21 
before the Commission in Washington. 
The case involves the status of the 
applicant, of Lenoir, N.C., as a motor 
carrier. The Commission had held that 
its operations were those of a private 
carrier. 
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Illinois Shippers Oppose 
State Class Rate Action 


Opposition to a proposal of the Illinois 
railroads to increase intrastate rates on 
classification-rated traffic, similar to the 
increases resulting from the Commis- 
sion’s decision in Docket No. 28300, Class 
Rate Investigation, 1939, was voiced by 
Arthur H. Schwietert at a hearing of the 
Illinois Commerce Commission in Chi- 
cago, in state Docket No. 36552, R. G. 
Raasch, et al. He appeared as traffic 
director of the Chicago Association of 
Commerce and Industry, and also on 
behalf of the Illinois Territory Industrial 
Traffic League. While member indus- 
tries of the two groups had supported 
in general principle the increases sought 
by the railroads in the past two years, 
they opposed the increased intrastate 
class rates proposed, because of “their 
disturbing effect upon the relationship 
between the rates in Illinois and those 
applying in the territory immediately 
west of llinois served by the same car- 
riers,” said the witness. 

“Western and southern railroad mile- 
age constitutes approximately 75 per 
cent of the rail mileage in Illinois,” de- 
clared Mr. Schwietert. “It is our posi- 
tion that these carriers should not 
charge higher rates for transporting 
traffic within the State of Illinois than 
they charge for transporting the same 
kind of traffic for the same distances in 
Zone 1 of Western Trunk Line Territory, 
or within the states of Iowa, Minnesota 
and Wisconsin.” 


He said that in the Commission’s class 
rate decision, the rates in Illinois and 
Illinois Rate Committee territory were 
included within Official Territory and 
“thus, an increase of 10 per cent was 
published on interstate traffic. It is this 
10 per cent increase which the carriers 
propose now to apply on Illinois intra- 
state traffic.” 

To illustrate the effect of the carriers’ 
proposal, Mr. Schwietert introduced an 
exhibit, which showed, for example, that 
tHe rate under the original Illinois scale 





for a 50-mile haul was 3 cents less than 
under the original Iowa scale for the 
same distance. 


“However,” observed he, “the present 
Illinois rate is 4 cents higher than the 
Iowa intrastate rate and, under the pro- 
posal, would become 10 cents higher. At 
170 miles the Illinois rate was originally 
1 cent less than the rate in Iowa for 
the same distance, but under the pro- 
posal would become 24 cents higher. 
Even at present, most of the rates are 
substantially higher in Illinois than in 
Iowa and in all cases they would be 
higher under the proposed basis with 
some .very substantial differences, par- 
ticularly in the range from 75 to 330 
miles.” 

The exhibit further indicated that 
under the proposed basis, the Illinois 
intrastate rates would exceed the Wis- 
consin intrastate rates for all distance 
blocks except one and that at 400 miles 
where the Wisconsin rate would be 2 
cents less than the Illinois intrastate 
rate. Mr. Schwietert said that the in- 
dustries he represented were in competi- 
tion with manufacturers and shippers 
located in Iowa, Wisconsin, Minnesota. 
Missouri and at other points. 


Says Illinois 4s ‘Buffer’ State 
Murray Billings, appearing for the 
Illinois Manufacturers’ Association, dis- 
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C.A.B. Considers Revision 
Of Regulations Affecting 


Nonscheduled Air Carriers 


Secretary M. C. Mulligan, of the Civil 
Aeronautics Board, has issued a “notice 
of proposed rule making” and an ex- 
planatory statement showing that the 
board has under consideration a revision 
of Part 42 of its civil air regulations, 
covering certification and operations of 
nonscheduled air carriers, and that, be- 
fore taking further action on the pro- 
posed rules, it will consider communica- 
tions received from interested persons by 
March 18. 


In the explanatory statement it was 
shown that the proposed rules included 
provisions under which about 400 multi- 
engined aircraft of types similar to those 
operated by scheduled carriers, now op- 
erated by nonscheduled carriers, would 
be subjected to “such equivalent stand- 
ards as the inherent differences in sched- 
uled and nonscheduled: oprations permit.” 


“New requirements are set forth to 
insure comparable airmen competency, 
aircraft equipment, maintenance, and 
operating limitations for passenger serv- 
ice,’ Secretary Mulligan said. 


Some of the proposed rules call for 
more rigid inspection of multi-engined 
aircraft, reduced the minimum flight 
altitude for day “visual flight rules” op- 
erations to 500 feet,:as against a present 
minimum of 1,000 feet, for nonscheduled 
carriers, and raised from 10,000 pounds to 
12,500 pounds the weight which would 
distinguish between rules applicable to 
“large” aircraft and to “small” aircraft. 
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cussed the history of the original J \linojs 
classification. Mr. Billings des:ribeg 
Illinois Freight Association Territury as 
a sort of “buffer state.” 

“The problem is to adjust the rate 
here to blend with those in the eas 
and west,” he said. 

H. R. Johnson, representing the Ij. 
nois Freight Association, was the chief 
carrier witness. He introduced three ex. 
hibits which compared intra- and inter- 
state rates between selected points. Mr 
Johnson asserted that the lower intrg- 
state rates discriminated against inter. 
state shipments. Mr. McElroy, rate ex. 
pert for the _ [Illinois commission 
presided. 


USMC NEWS 
TERE A BON ALAS RELL ERE LILO! TEETER” 


Seatrain Complaint Case 


The Maritime Commission has issued 
a notice assigning No. 675, Port Com- 
mission of the City of Beaumont, et al, 
v. Seatrain Lines, Inc., for further hear- 
ing April 14 in Washington, D.C., he- 
fore Examiner A. L. Jordan. The hear- 
ing will be held in room 4823, Depart- 
ment of Commerce Building, beginning 
at 10 a. m., eastern standard time. 




































Prior to March 18, the board’s secre- 
tary said, “interested persons may par- 
ticipate in the making of the proposed 
rules by submitting such written data, 
views, or arguments as they may desire. 
Communications should be submitted to 
the Civil Aeronautics Board, attention 
Bureau of Safety Regulation, Washing- 
ton 25, D.C.” 

The text of the explanatory statement 
concerning the proposed revision of the 
regulations in Part 42 follows: 

“When Part 42 of the civil air regula- 
tions, which established nonscheduled 
air carrier certification and operation 
rules, was promulgated, the board was 
cognizant of the fact that the applica- 
tion of these rules to nonscheduled op- 
erators should be kept under constant 
study and that changes in these rules 
would be required from time to time 
based upon operating experience. As 4 
result of this continued consideration, 
substantial changes have already been 
made in Part 42 to raise the required 
minimum level of safety; for example, 
additional provisions have since beet 
promulgated relating to fire prevention, 
pilot qualification, aircraft maintenance, 
pilot flight time limitations and weather 
minimums. These changes introduced 
requirements that were highly compara- 
ble with similar operating requirements 
for scheduled air carriers. 

“The last of the nonschedu!led aif 
carriers operating under the ‘grand- 
father clause’ of section 42.45 has beet 
inspected and granted an operating cél- 
tificate by the Administrator (o! Civil 
Aeronautics). An examination of the 
records obtained in the certi‘ication 
process indicates that there ar= more 
than twenty-six hundred nonsc’:eduled 
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operators, and that about four hundred 
multi-engined aircraft of similar types to 
those operated by scheduled carriers are 
peing operated by these carriers. 

The standards presently established by 
Par! 42 of these larger types of transport 
aircraft do not in all respects provide a 
comparable level of safety with the pre- 
scribed standards for scheduled opera- 
tions. The following amendments, there- 
fore, are designed to establish such 
equivalent standards as the inherent dif- 
ferences in scheduled and nonscheduled 
operations permit. New requirements 
are set forth to insure comparable air- 
men competency, aircraft equipment, 
maintenance, and operating limitations 
for passenger carriage. 

“After considering comments received 
from the previously published notice of 
proposed rule making, the board has 
raised, from 10,000 to 12,500 pounds, the 
weight which will distinguish between 
rules applicable to ‘large’ aircraft and 
to small aircraft. There are a few air- 
craft in the range between 10,000 and 
12,000 pounds whose operational and 
maintenance characteristics more closely 
correspond to those generally recognized 
as ‘small’ aircraft than to the larger 
transport category type airplane. Ex- 
amination of pertinent irregular air car- 
rier statistics indicates that fewer than 
a score of airplanes will be affected by 
the change. 

“The revised part will require an ap- 
plicant for a certificate to own or have 
the exclusive use of at least one stand- 
ard (NC) certificated aircraft, and no 
operator will be permitted to use a large 
aircraft (aircrift with a maximum cer- 
tiflicated take-off weight of 12,500 
pounds or more) for any type of service 
unless such aircraft has been specially 
inspected by the Administrator and 
found to be safe for the service to be 
offered. This will enable the Administra- 
tor to re-examine all large aircraft to de- 
termine whether or not they are equipped 
and maintained in accordance with the 
required standards. 

In order to expedite the adminstra- 
tive problems under the Part, it is re- 
quired that each air carrier shall 
promptly notify the Administrator of 
any change in his principal business 
office, operations or maintenance base, 
and that he shall keep copies of per- 
tinent airman and maintenance records 
at his operations base. 


For passenger operations under IFR 
conditions the Part requires multi-engine 
aircraft with specified performance 
characteristics; and land aircraft op- 
erated over water beyond power-off glid- 
ing distance from shore are also re- 
quired to be multi-engine. These are 
the principal restrictions affecting op- 
erators of small aircraft. In addition, 
all aircraft are required to have installed 
&@ carburetor heater and carburetor tem- 
perature gauge for each engine when 
used under any conditions other than 
VFR day. 


‘The Part provides for a minimm flight 
altitude for day VFR operations of 500 
feet above the surface and 1000 feet 
from a mountain, hill or other obstruc- 
tion from flight provided that there is 
4 minimum ceiling of 1000 feet. Pre- 
Vious!y, the minimum flight altitude was 
1000 feet. The effect of this rule is to 
prevent VFR flight when the ceiling is 
less “han 1,500 feet. In view of operating 
experience since adoption of the require- 
men’, the Board believes that it imposes 
an impractical and unduly high require- 
Men: for many operations, especially 
thos’ in small aircraft to which Part 42 


is largely applicable. It is not believed 
that safety will be adversely affected 
by this change in minimum flight al- 
titudes. 

“Tt will be noted that the flight time 
limitations currently in Part 42 have 
not been revised. The board is cur- 
rently considering new flight time limi- 
tations for all flight crew personnel, and 
expects to apply such requirements as 
it finds necessary, after affording due 
opportunity for public participation in 
the rule-making process, to all flight 
crew personnel utilized by air carriers 
and commercial operators. It will also 
be noted that current oxygen require- 
ments are unchanged; revised require- 
ments for all operators are currently 
being considered by the board. 

“This revision is the result of a study, 
over a 30-month period, of operation 
under the present provision of Part 42 
and an investigation of accidents in- 
volving nonscheduled air carrier air- 
craft. Notice of proposed rule making 
was given both in the Federal Register 
... and by a widely circulated draft re- 
lease. The board believes that a 15- 
day period for submission of comment 
will afford ample opportunity for any 
additional comments that interested 
persons may wish to submit on changes 
made since the original proposal.” 


C.A.B. Brands Feeder 
Route ‘Uneconomical’, 
Denies Extended Relief 


By an opinion and order issued in 
docket No. 3511, Florida Airways, Inc., 
Temporary Certificate Amendment, the 
Civil Aeronautics Board has denied a 
request of the applicant, a feeder airline 
operating local service in Florida, for 
extension of the expiration date of its 
temporary certificate of public conven- 
ience and necessity approximately 10 
months beyond March 28, 1949. 

The airline was certificated by the 
board for a three-year period on March 
28, 1946, and began operations early in 
1947. 

The carrier had previously been denied 
authority by the board, in the so-called 
Additional Service to Florida Case, 
docket No. 1668 et al., decided September 
1, 1948, to expand its route services and to 
extend the expiration date of the cer- 
tificate for five years. In that case the 
board said the dictates of sound de- 
velopment of air transportation “militate 
against continued experimentation with 
public funds in this area without more 
positive assurance that the proposed 
service would be responsive to a vigorous 
public need and that it could eventually 
be operated at a reasonable cost to the 
government commensurate with the 
service used.” 

The instant decision affirmed the 
board’s findings in the previous case and 
stated that after judging the present 
request of the carrier by the “standards 
of public convenience and necessity as 
determined by operational data and 
other pertinent evidence,” these data did 
not justify the continuance of the route 
beyond the present termination date. 
The conclusion was inescapable, said the 
board, that the involved route, No. 175, 
was an uneconomical route. 

The board pointed out that in October, 
1948, the carrier received $55,000 in mail 
pay as against postal revenue on mail 
transported by it amounting to ap- 
proximately $12,000, and said it agreed 
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with the position of the Post Office De- 
partment that the cost in mail pay for 
this carrier’s operations was out of all 
proportion to the service rendered and 
that reasonably adequate postal service 
was being or could be rendered to all the 
points on the route by other available 
transportation facilities. The carrier, 
said the board, was paid by the govern- 
ment approximately 30 cents for each air 
mail letter carried by it an average of 
122 miles as compared to a nation-wide 
average payment of 6.74 cents for an air 
mail letter carried an average of 1,401 
miles. 

The airline had urged, as one of the 
basis for extension of its certificate, said 
the board, that termination costs would 
be less if the certificate was extended for 
a year than if terminated on March 28, 
1949. It asserted, the board added, that 
“liquidation” costs at March 28, 1949, 
would amount to approximately $164,000, 
whereas at March 31, 1950, such costs 
would amount to $73,000, a difference or 
$91,000. Of the estimated saving of 
$91,000, approximately $80,000 repre- 
sented flight and ground equipment, de- 
preciation, and $11,000 represented em- 
ployes’ notification compensation which 
the carrier would not expect to pay if the 
termination aate were March, 1950, the 
board said. 

“The board has not yet had occasion to 
pass upon the question of whether the 
government must or should assume re- 
sponsibility for ‘liquidation’ costs,” said 
the board, adding: 

“However, even assuming, arguendo, 
that such costs would be assumed Flor- 
ida’s argument is unsound since it fails 
to consider that to effect the economy of 
$91,000 in liquidation costs, the govern- 
ment necessarily would have to pay in 
excess of $385,000 in mail compensation 
to sustain Florida’s operation for the ad- 
ditional year. Moreover, since the ma- 
jority of the $91,000 is represented by 
depreciation expense, that expense would 
have been paid by the government in 
mail compensation and the saving, if 
any, would be limited to the employees | 
termination pay of $11,000. More accu- 
rately stated and using the applicant’s 
own estimates, the fact would seem to be 
that by allowing the certificate to expire 
on March 28, 1949, the government would 
effect an economy of at least $220,000, 
the difference between the $165,000 pres- 
ent termination costs and the $385,000 
‘break-even’ mail pay.” 


Service Charge Plan 
Dropped by Airlines 


Eight of the nation’s major airlines 
which filed tariffs with the Civil Aero- 
nautics Board proposing collection of a 
$1 surcharge on tickets sold after March 
15 have now decided to abandon the 
plan, according to the Air Transport As- 
sociation of America, organization of the 
scheduled airlines. The association said 
it was requesting the C.A.B. to. withdraw 
the tariff revisions. ' 

The surcharge was proposed after a 
number of southern and eastern railroads 
inaugurated a speeial service charge 
ranging from 50 cents to $1 on advance 
coach reservations. 

‘Five of the eight airlines, Eastern, 
American, National, T.W.A., and United 
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proposed collection of the $1 charge on 
all tickets, while the remaining carriers, 
Braniff, Delta and Mid-Continent, con- 
templated collection of the charge on cer- 
tain routes. It was understood that the 
carriers decided to drop the plan because 





of their inability to obtain nation-wide 
uniformity of the charge. Officials said 
the association also had been authorized 
to cancel a proposed 40 cents surcharge 
on tickets sold by Southwest Airlines, 
also filed to become effective March 15. 


COURT NEWS 





Sues over Misdescriptions 
On Bills of Lading 


A railroad charged with allegedly is- 
suing negotiable order bills of lading 
bearing false descriptions and increased 
weights, in “malicious and _ reckless” 
violation of its duty, was sued for $80,000 
in a recent action filed in the federal 
district court in Chicago. The plaintiff, 
California Bag & Metal Co., of Portland, 
Ore., asked total claims of $120,000 from 
Paul K. Exel, dba X-L International, 
Chicago, and the Soo Line Railroad, 
Minneapolis. 

In September, 1948, according to the 
complaint, X-L contracted with thse 
plaintiff to sell 10,000 kegs of nails, at 
$9.25 a 100 pounds, f.o.b. Chicago, each 
keg to weigh 125 pounds, and the nails 
to comprise a specific assortment of 
types and sizes. In September, X-L 
shipped six freight carloads of nails, each 
described by bills of lading and shipping 
invoices as the nails ordered. When the 
cars arrived in Portland, according to 
the plaintiff, he discovered the nails were 
not of the type ordered nor the weights 
prescribed, but inferior and wholly un- 
usable. The complaint charged that the 
Soo Line had issued negotiable order 
bills of lading bearing net weights 25 
pounds higher than appeared on the 
straight bills of lading, and bearing de- 
scriptions different from those on the 
straight bills; it asserted that the rail- 
road should have issued its negotiable 
bills of lading with exactly the same 
weights and descriptions as on the 
Straight bills. The railroad’s alleged 
negligence, according to the plaintiff, 
enabled the shipper to obtain $38,399.06 
from the plaintiff. 





Keeshin Reorganization 


Several last-minute amendments in 
proposals for reorganization of Keeshin 
Freight Lines, Inc., were filed early in 
March in the federal district court in 
Chicago. A hearing on the three plans 
and amendments and objections thereto 
will be held March 24 before District 
Judge Walter J. LaBuy. 

Trustees William F. Drohan and Daniel 
Carmell filed amendments to their plan 
of reorganization. Proposed debentures 
would be payable seven years after date 
of issuance, and proposed indentures 
would be entitled to the benefits of a 
sinking fund equal to 20 per cent of the 
new annual earnings, instead of 15 per 
cent, as originally proposed. 

Certain minor amendments to the 
Keeshin-Ratner plan of reorganization 
(see Traffic World, February 12, p. 23) 
were also filed. The new plan, like the 
original plan, provides for $600,000 in new 
funds to be provided through the pur- 





chase of new preferred and common 
stock. Subordination of the general 
claims of John L. Keeshin and of the 
Keeshin Tire & Supply Co., aggregating 
$171,717, is mentioned in the amended 
plan. 


Supreme Court Declines to 
Review State Rule Against 
‘Subterfuge’ by Truck Line 


Its effort to obtain relief in the Su- 
preme Court of the United States having 
failed, Atlantic Freight Lines, Inc., of 
Uniontown, Pa., will have to obtain 
intrastate operating authority from the 
Pennsylvania Public Utility Commission 
if it wants to transport property between 
points in Pennsylvania and may not op- 
erate between such points over an inter- 
state route for which it has authority 
from the Interstate Commerce Commis- 
sion if a shorter intrastate route is 
available. 

That is the situation in which Atlantic 
Freight Lines finds itself as a result of 
denial of certiorari by the Supreme 
Court on March 7 in No. 518, Atlantic 
Freight Lines, Inc., petitioner, v. Penn- 
sylvania Public Utility Commission. 

In its certiorari petition, Atlantic 
Freight Lines said that, under authority 
of a certificate granted by the I.C.C., 
it transported property over various 
routes including a route in Pennsyivania, 
Maryland and New Jersey on which Phil- 
adelphia was an intermediate point. It 
said that on October 28, 1946, the Penn- 
sylvania commission issued a complaint 
alleging that Atlantic Freight Lines had 
violated a Pennsylvania law prohibiting 
the furnishing of service by a public 
utility without a certificate of public con- 
venience and necessity from the state 
commission by engaging in transportation 
between Philadelphia and McKeesport, 
Pa., via Baltimore, Md., the character 
of which, according to the state com- 
mission, was inter-intrastate rather than 
interstate. It quoted an observtaion by 
a state commission member that the 
question for determination was “whether 
the Pennsylvania commission may pro- 
hibit the respondent from carrying prop- 
erty originating at a point in Pennsyl- 
vania for delivery at another point in 
Pennsylvania over a route partly in Mary- 
land, transportation over this route hav- 
ing been authorized by the Interstate 
Commerce Commisssion.” It said the 
answer of a majority of the state com- 
mission to that question was “yes.” 

The state commission, it said, found 
that the shipment (30,000 pounds of sug- 
ar) was interstate transportation, and 
that the use of the authorized interstate 
route was a subterfuge to evade the 
Pennsylvania laws, and the state com- 
mission thereupon issued a cease and 
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desist order against Atlantic Fy ight 
Lines, forbidding the conduct of such 
operations by the carrier except a: au- 
thorized by a Pennsylvania motor c: ‘rier 
certificate. The respondent carrier saiq 
it had no such certificate. It saic the 
state commission conceded that F-nn- 
sylvania law did not require Atintic 
Freight Lines to obtain a certifica's to 
engage in interstate transportation over 
Pennsylvania highways. It stated that 
the Superior Court of Pennsylvani:. af- 
firmed the state commission’s orde”, in 
a decision dated July 27, 1948, and ‘hat 
Atlantic’s timely petition for allownce 
of appeal to the Pennsylvania Supreme 
Court was denied September 29, 1943. 

The state commission’s order, Atlantic 
contended, prohibited this carrier from 
“accepting for transportation goods 
which the terms of the I.C.C. certifi- 
cate require the petitioner to accept and 
transport,” and invaded federal juris- 
diction over interstate, commerce. 

In an answer to Atlantic’s certiorari 
petition, the tariff and enforcement sec- 
tion of the Philadelphia chapter of the 
Pennsylvania Motor Truck Association 
and five individual truck lines contend- 
ed that Atlantic’s transportation between 
Pennsylvania points via an interstate 
route was a subterfuge to evade state 
commission regulation and that the state 
commission had jurisdiction to deter- 
mine whether or not such transportation 
constituted a “subterfuge.” Those truck- 
ing interests said that the interstate 
route used by Atlantic was 348 miles 
long, while intrastate routes ranging in 
length from 287.44 to 313 miles were 
available, and that the intrastate rate 
on the sugar transported by Atlantic 
was 49 cents, while the interstate rate 
was 35 cents. They said the motor ve- 
hicles used in the allegedly illegal opera- 
tions by Atlantic were leased with driv- 
ers from Eastern Freight Lines. 

The Pennsylvania commission, in its 
reply to the certiorari petition, said that 
the certificate Atlantic had obtained 
from the I.C.C. did not authorize trans- 
portation between Philadelphia and 
Pittsburgh via Maryland of shipments 
originating in Philadelphia and destined 
for the Pittsburgh area. 


Supreme Court to Decide 


Taxicab Anti-Trust Case 


The Supreme Court of the United 
States on March 7 noted probable juris- 
diction in No. 563, United States of 
America, appellant, v. Yellow Cab Co. 
et al., a case in which one of the ques- 
tions presented, according to the gov- 
ernment’s appeal, is “whether the bring- 
ing under one control of the Parmelee 
Transportation Co. and companies which 
hold 80 per cent of all Chicago taxicab 
licenses constitutes a restraint on p0- 
tential competition for the inter-station 
transfer business carried on by Parmelee, 
coming within the prohibition of the 
Sherman act.” 


The federal government alleged, in the 
federal district court for the northerm 
Illinois district, that the defendants had 
violated the Sherman act by conspiring 
to restrain and monopolize interstate 
commerce (1) in the sale of cabs to the 
principal companies operating cabs Im 
Chicago, New York City, Pittsburg: and 
Minneapolis, and (2) in the transnorta- 
tion of interstate railroad passengers 
between railroad stations in C/:icago 
pursuant to contractual arrange nents 
with railroads and railroad associz tions. 
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The district court, in its decision of No- 
vemoer 1, 1948, held that the evidence 
failed to establish any violation of the 
Sherman act. 


Deiial of Broker License 
Ap»ealed to District Court 


In what was called at the Commission 
a “model complaint,” Maurice Kressin, of 
Washington, D.C., has asked the federal 
district court for the District of Colum- 
bia to set aside an order of the Com- 
mission, in MC-12335, Maurice Kressin 
Broker Application. 

In a single typewritten page, the com- 
plainant alleges that the Commission, in 
that proceeding, overruled a recommen- 
dation of joint board No. 261 proposing 
issuance of a broker’s license to serve 
the public in connection with the trans- 
portation of household goods by motor 
vehicle from Washington, D.C., to various 
points in the United States. A petition 
for further consideration, the complaint 
said, was denied by the Commission. 

The complainant said the action of the 
Commission in overruling the recommen- 
dation of the joint board was not sup- 
ported by substantial evidence, the find- 
ings were unreasonable and contrary to 
the evidence, an incorrect rule had been 
applied in making the decision, and the 
action taken was beyond the constitu- 
tional and statutory power of the Com- 
mission. 

The complaint was docketed as civil 
No. 790-49, Maurice Kressin v. United 
States of America. 


MOTOR ACT PROSECUTIONS 


(Digests of statements issued by the 
Secretary of the Commission concerning 
prosecutions, in federal courts, for vio- 
lations ef motor carrier provisions of the 
interstate commerce act or of Commission 
= and regulations thereunder, appear 
elow.) 


Ohio southern district, eastern division, 
at Columbus. Lester John Bray, of 
Zanesville, O., on February 16, was fined 
$800 following entry of a plea of guilty 
to an information charging him with 
permitting and requiring drivers to op- 
erate vehicles for excessive daily hours, 
with failing to require drivers to show 
all required information on drivers’ logs, 
and with failing to file a monthly hours- 
of-service report with the Commission. 
The fine was required to be paid. 

Ohio southern division, eastern divi- 
sion, at Columbus. On February 16, 
Loren LeRoy Erskine, dba L. L. “John” 
Erskine, of Cambridge, O., was fined 
$4,000 following entry of a plea of guilty 
to an information charging operation as 
@ common carrier of property for com- 
pensation without a Commission cer- 
tificate authorizing the particular opera- 
tions, and with failing to preserve copies 
of receipts or bills’of lading. The fine 
Was paid. 

Connecticut district, at New Haven. 
W. & W. Transportation Co., Inc., of 
West Haven, Conn., on February 18, was 
fined $1,100 following entry of a plea of 
guilty to an information charging fail- 
ue “o remit C.O.D. monies within the 
time specified in the defendant’s tariff, 
failirs to have on file certificates of 
phys’al examination covering new driv- 
ers, end failing to require drivers to keep 
drive-s’ logs. The court required that 
$200 of the fine be paid. Imposition of 


sentence with respect to the balance of 
the fine was suspended for a three-year 
probationary period. 

Northern Ohio district, eastern di- 
vision, at Cleveland. McCullough Trans- 
fer Co., of Youngstown, O., was fined 
$850 and costs, February 24, following 
entry of its plea of guilty to an informa- 
tion charging it with operating as a 
common carrier of property without a 
certificate authorizing the described op- 
erations, and with permitting and re- 
quiring its drivers to drive and operate 
motor vehicles for excessive daily hours. 
The fine and costs were paid forthwith. 

Louisiana district, Shreveport division, 
at Shreveport. Fines totaling $600 were 
imposed February 21 on Andrew Lee 
Moore and Woodrow Moore, doing busi- 
ness as A. L. & W. Moore, of Bossier 
City, La., following entries of their 
separate pleas of guilty to an informa- 
tion charging them with transporting 
oil field equipment and supplies as a 


common carrier from a point which it. 


was not authorized to serve. The fines 
were paid forthwith. 

Eastern Wisconsin district, at Mil- 
waukee. Green-Bay-Chicago Lines, of 
Green Bay, Wis., was fined $200, Feb- 
ruary 21, following entry of its plea of 
guilty to an information charging it 
with failing to file its quarterly reports 
of revenues, expenses, and statistics with 
the Commission. The fine was required 
to be paid. 

New Jersey district, at Newark. Albert 
Maund, Inc., of Kearny, NJ., was per- 
manently enjoined, February 21, from 
transporting property by motor vehicle 
in interstate commerce for compensa- 
tion without having on file with the 
Commission approved evidence of bodily 
injury and property damage liability 
insurance. The action was instituted 
because the defendant had so trans- 
ported several shipments of property 
during a period when evidence of such 
insurance was not on file with the Com- 
mission. 

Northern New York district, at Albany. 
Moore Northern Haulers, Inc., of Water- 
town, N.Y., was fined $685, March 1, fol- 
lowing entry of its plea of guilty to an 
information charging it with failing to 
require its drivers to keep drivers’ logs, 
to have on file certificates of physical ex- 
amination for new drivers, and with op- 
erating as a common carrier for com- 
pensation without a certificate author- 
izing the described operations. The fine 
was required to be paid. 
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New Jersey district, at Newark. A fine 
of $890 was imposed, February 25, on 
Hudson Transit Lines, Inc., of Mahwah, 
N.J., following entry of its plea of guilty 
to an information charging it with per- 
mitting its drivers to operate motor vehi- 
cles for excessive daily hours and to re- 
main on duty for excessive weekly hours, 
and with failing to have on file cer- 
tificates of physical examination for new 
drivers. The court required that $500 of 
the fine be paid and the balance was sus- 
pended. 

Northern New York district at Albany. 
Vollmer Transportation, Inc., of Am- 
sterdam, N.Y., was fined $1,000, March 1, 
following entry of its plea of guilty to an 
information charging it with operating 
as a common carrier for compensation 
without a certificate authorizing the de- 
scribed operations, with failing to show 
required information on freight bills, 
with failing to have on file certificates of 
physical examination for new drivers, 
and with failing to remit C.O.D. monies 
within the time specified in its tariff 
The fine was required to be paid. 

District of Massachusetts, at Boston. 
Bianchi Motor Transportation, Inc., of 
Quincy, Mass., was fined $750, February 
28, following entry of its plea of guilty 
to an information charging it with op- 
erating as a common carrier for com- 
pensation without a certificate author- 
izing the described operations and with 
failing to present freight bills within the 
period specified in the Commission’s 
credit regulations. 


Fined on Elkins Act Charge 


The Commission, in a memorandum 
for the press, has announced that it has 
been advised that on February 24, in 
the Illinois southern district federal 
court at Peoria, the Toledo, Peoria & 
Western Railroad Co. entered a plea of 
nolo contendere to three counts of an 
information consisting of 10 counts, 
charging violation of the Elkins act. It 
said the court imposed a fine of $3,000 
on the carrier and the remaining seven 
counts were nolle prossed. 

The Commission said the information 
charged the T.P.&W. with faliure to 
observe the provisions of its published 
tariffs, in violation of section 1 of the 
Elkins act, by failing to assess and col- 
lect switching charges on cars switched 
by it for the International Harvester Co. 
at Canton, Il. 


TRANSPORTATION 
LEGISLATION 





P.O. Dept. Expects to Be 
Ready for Rail Mail Case 
Hearing Before July, ‘50 


Attorneys in the Post Office Depart- 
ment solicitor’s office have advised the 
House appropriations committee that 
they expect to be ready for “trial” of the 
railway mail pay case before the Inter- 
state Commerce Commission some time 
between March and June, 1950. 

Testimony of Post Office Department 
witnesses concerning the railroads’ pe- 


tition, now pending before the Commis- 
sion, for an increase of 65 per cent in 
their compensation for transportation of 
mail appeared in printed hearings on 
the appropriation bill for the Treasury 
Department and Post Office Department 
for the fiscal year ending June 30, 1950 
(H.R. 3083). The House passed that bill, 
providing a total of $1,027,608,403 for the 
Treasury Department and $2,045,209,500 
for the Post Office Department, the 
afternoon of March 3, and sent it to the 
Senate. 


In its report on H.R. 3083, the House 
appropriations committee said that the 





56 


| LEGISLATION 


total provided by it for the Post Office 
Department for fiscal year 1950 was 
$187,904,675 above that for fiscal year 
1949, “including the amounts carried in 
the first deficiency bill, 1949, which has 
been passed by the House of Representa- 
tives and is now pending in the Senate.” 
It cited Budget Bureau estimates of 
postal deficits of $526,441,972 for fiscal 
year 1949 and $403,672,300 for fiscal year 
1950. It said the Post Office Department 
was “under a considerable handicap in 
that applications for increases in trans- 
portation rates are pending before both 
the Interstate Commerce Commission 
and the Civil Aeronautics Board.” 


“The railroads of the country,” said 
the committee, “have filed an applica- 
tion for an increase of 45 per cent in 
their (mail pay) rate structure and 
subsequent to that filing amended the 
application by requesting a 65 per cent 
increase. Pending the final determina- 
tion of this request, the Interstate Com- 
merce Commission has granted a 25 per 
cent temporary increase.” 


Yield of Postal Rate Increases 


The committee noted that some postal 
rate increases had become effective Jan- 
uary 1, 1949, pursuant to Public Law 900, 
80th Congress, and said it had been esti- 
mated that approximately $78,500,000 of 
additional revenue for the Post Office 
Department would be forthcoming in 
fiscal year 1949 as a result of those in- 
creases. 


After observing that detailed sug- 
gestions transmitted to Congress by the 
Postmaster General for additional in- 
creases in certain postal rates had been 
incorporated in provisions of H.R. 2945 
(see Traffic World, March 5, p. 14), the 
committee said that it was “most anxious 
that favorable action be taken by Con- 
gress on this subject as it feels that the 
rates should be so adjusted that the 
postal service, especially for commercial 
users, will be conducted on a more 
nearly self-sustaining basis.” 


“Tt is estimated by the Postmaster 
General,” the committee said, “that ap- 
proximately $250,000,000 of additional 
revenue per annum would result from 
enactment of the recommendations car- 
ried in the above-mentioned bill. This 
would result in a reduction of the postal 
deficit for 1950 from approximately 
$403,000,000 to $153,000,000 which is ap- 
proximately the amount required to 
cover the cost of official penalty mail, 
franked mail, airline subsidies, and other 
costs not properly chargeable to the 
users of the postal service. 


“The department’s estimates for 1950 
are based on the theory that practically 
every phase of its business will continue 
to increase. This theory is contrary to 
other current business trends and the 
committee prefers to hold the budget 
at lower levels pending developments.” 


Testimony by Wiprud 


Arne C. Wiprud, attorney in the 
solicitor’s office in the Post Office De- 
partment and former head of the trans- 
portation rates section of the Justice De- 
partment’s anti-trust division, said in 
his testimony before the committee con- 
cerning the railway mail pay case that 
the railroads were asking for $110,000,- 
000 a year and that, over a period of 20 
years, that would amount to $2.2 bil- 
lion. He said the case demanded “the 


utmost, diligence and care of a very 
skilled staff to handle.” 

Not until May 13, 1948, had the rail- 
roads agreed with the Post Office De- 
partment on the principle that a field 
study should be made to get facts essen- 
tial to the fixing of fair and reasonable 
rates for rail transport of mail, said Mr. 
Wiprud. He said the Commission was 
relying on the result of such a study, 
and added that 25 years had elapsed since 
the last field study of this kind had been 
made. It was not until August 30, 1948, 
that the Post Office Department was able 
to obtain a stipulation from the railroads 
for the conduct of a joint study, he said. 

Earlier, Paul Aiken, Second Assistant 
Postmaster General, testified that the 
railroads had started to “make a study of 
all the stations in the United States;” 
that the study now was about 25 per cent 
complete; that “already the railroad 
representatives and the Post Office De- 
partment have come to an agreement 
that the study is worthless;” that it was 
his impression the “I.C.C. representative” 
felt the same way, and that “there will 
very shortly be started a station labor 
study based on the sampling technique 
we first advocated.” 

“We expect to complete the joint study, 
compile and analyze the vast amount of 
material involved, and prepare the de- 
partment’s case, including all exhibits, 
ready for trial some time between March 
and June, 1950,” said Mr. Wiprud in his 
testimony. 

He said the rates to be fixed by the 
Commission would be made under a new 
“comprehensive plan” of the Postmaster 
General for transportation of mail by 
the railroads. 

The Postmaster General, he said, had 
acted “under section 557 of title 59 of the 
U. S. Code” in requesting information 
from the Commission with respect to the 
cost of movement of express, so that he 
could apply this information and “equal- 
ize” the mail rates. 


President Asked to Defer 
Panama Canal Toll Raise 


Chairman Bland, of the House mer- 
chant marine committee, has made 
public the text of a letter he sent to 
President Truman, asking for defer- 
ment until September 1, 1949, of the ef- 
fective date of the President’s proclama- 
tion of March 26, 1948, subsequently re- 
vised so as to become effective April 1 
this year, under which the rates of toll 
to be paid by vessels transiting the Pan- 
ama Canal would be increased (see Traf- 
fic World, Sept. 11, 1948, p. 44). 


Such deferment of the effective date 
by the President was requested, Chair- 
man Bland said, in view of passage by 
the House, February 28, of H. Res. 44, 
authorizing a study of Panama Canal 
tolls and fiscal affairs by the House mer- 
chant marine committee or a subcom- 
mittee thereof and calling for a report 
pa —— on such study before June 


“To allow adequate time for any Con- 
gressional action deemed desirable after 
the submission of the committee’s re- 
port,” Chairman Bland wrote, “it is 
respectfully requested that the effective 
date of Presidential Proclamation No. 
2775 be deferred until September 1, 1949.” 

The President’s proclamation called 
for revision of present toll charges of 90 
cents a net vessel ton for laden cor- 
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mercial vessels, 72 cents a net vessel -on 
for vessels in ballast, and 50 cents per ‘on 
of displacement on warships, including 
transports, by substitution of a scale of 
charges ranging upward from 55 certs 
a net displacement ton on certain flost- 
ing craft including warships other than 
transports, colliers, hospital ships and 
supply ships, to $1 a net vessel ton of 
100 cubic feet each of actual earning 
capacity on merchant ships, army and 
navy transports, colliers, hospital sh:ps 
and yachts, carrying passengers or carzo. 


R.R.B. Views on Military 
Service Credit Subject of 


House Committee Criticism 


A conclusion by the Railroad Retire- 
ment Board that any voluntary military 
service which a railroad employe might 
have begun on or after June 24, 1948— 
the date of enactment of the selective 
service act of 1948—would be creditable 
under the railroad rétirement act to any 
individual who would otherwise qualify 
therefor, was criticized by the House ap- 
propriations committee in its report on 
H.R. 3333, the appropriation bill for the 
Labor Department, Federal Security 
Agency and related independent agencies 
for the fiscal year ending June 30, 1950. 

The bill made provision for expendi- 
ture by the R.R.B. of a total of $715,889,- 
000 in fiscal year 1950, an increase of 
$73,473,000 over the total appropriated 
for the board for fiscal year 1949. 

It was pointed out in the committee 
hearings on the bill that the R.RB. 
was a self-sustaining agency, operating 
on funds derived from taxes paid by 
railroads and railroad employes, except 
that sums needed to cover the cost of 
crediting military service were appro- 
priated from the general funds of the 
Treasury as provided by law. 


Revision of R.R.B. Financing 


Recommending a change in the meth- 
od of handling the money collected for 
and used by the R.R.B., the House com- 
mittee, in discussion in its report of 
R.R.B. salaries and expenses, retirement 
functions (trust fund), said: 

“The committee has adopted the 
budget proposal to provide for salaries 
and expenses of the (Railroad Retire- 
ment) Board in administering retire- 
ment functions by authorizing expendi- 
tures from an allocation directly from 
the retirement trust fund and has ap- 
proved the amount requested, namely, 
$5,104,000. Procedure in previous years 
has been to appropriate for such ex- 
Ppenses by annual appropriations from 
the general fund and subsequently re- 
imburse the general fund by deducting 
@ corresponding amount from the re- 
tirement tax collections otherwise to be 
appropriated to the retirement trust 
fund. The new arrangement is a sim- 
plification of the previous practice . ..” 


Military-Service-Credit Issue 

With respect to the position of the 
R.R.B. on military service credit under 
the railroad retirement act for railroad 
employes entering military service after 
enactment of the selective service act 
of 1948, the committee presented the 
following discussion and comment in its 
report: 

“When the committee was considering 
the 1949 appropriations it was found that 
the country was still in a period of a- 
tional emergency for purposes of crecit- 
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March 12, 1949 


ing retirement benefits under the pro- 
visions of the statute referred to (the 
railroad retirement act of 1937) and 
thus individuals then leaving the rail- 
road industry to enter military service 
were entitled to such credits. Since 
actual fighting had ceased more than 
two years prior thereto, the committee 
couid see no valid reason—nor could the 
poard—why the military service credit 
provisions should accrue to individuals 
then currently entering military service 
voluntarily and, accordingly, inserted 
language Which terminated on June 14, 
1948, the national emergencies for pur- 
poses of the military-service-credit law. 
The committee learned recently that the 
poard has concluded that the approval 
by the President on June 24, 1948, of the 
selective service act of 1948 (Public Law 
759) marked the beginning of another 
war-service period for the purposes of 
crediting military service under section 
4 of the railroad retirement act of 1937. 
Therefore, under the board’s conclusion, 
any voluntary or involuntary military 
service which began on or after June 
24, 1948 (in other words, 10 days after 
the President approved the 1949 ap- 
propriation act), would be creditable 
under the railroad retirement act to any 
individual who would otherwise qualify 
therefor. There is no provision in the 
1950 budget or the accompanying bill to 
meet whatever additional obligation 
would accrue against general funds if 
such an interpretation were ultimately 
deemed to be correct, but as to funds 
which may be requested in the future 
the committee is constrained to com- 
ment on the situation... . 

“It appears to the committee that the 
position taken by the board in respect 
to individuals involuntarily taken from 
railroad employment into the military 
service through the processes of selec- 
tive service as provided by the selective 
service act of 1948, is sound . . . On the 


other hand, the committee can find no ° 


basis for agreeing with the conclusion 
that voluntary military service begun by 
a railroad employe on or after June 24, 
1948, would be entitled to military 
service credits .. .” 

The committee said that the Budget 
Bureau recommendations with respect 
to the R.R.B. did not include provisions 
for appropriation from general funds 
for military service credits with respect 
to eligible individuals who had entered 
military service after 1936, but that it 
had been “importuned” to reverse the 
budget recommendation and make an ad- 
vance appropriation of $166,852,293 for 
that purpose for fiscal year 1950. After 
extensive discussion, the committee said 
that, in view of all the considerations, 
it was “persuaded to believe that it 
would be more advisable under present 
circumstances to accept the premise of 
the budget action in this matter.” 





Chcinge Made in Reference 
Of 3 Oil Transport Bills 


_ The Senate has acted to discharge its 
Judicary committee from consideration 
of ©. 571, S. 572 and S. 573, bills intro- 
duc by Senator Gillette, of Iowa, and 
dire-'ed against ownership of oil trans- 
por. ion facilities by producers, refiners 
anc marketers of petroleum products, 
anc as referred those bills to the Senate 
int tate and foreign commerce com- 
mit (see Traffic World, Jan. 22, p. 14). 
_U er §. 571, interstate common car- 
Mei sipelines would be prohibited from 








transporting commodities in which they 
had any interest. S. 572 provides for 
divorcement of the business of produc- 
ing, refining and transporting of petro- 
leum products from that of marketing 
such products, and S. 573 would prohibit 
producers, refiners and marketers of 
petroleum products from operating tank- 
ers and barges. 


Resolutions on Pending 
Transport Bills Adopted 
By N.A.R.U.C. Committees 


Resolutions opposing repeal or sub- 
stantial modification of section 5a of the 
interstate commerce act (the Reed-Bul- 
winkle act providing anti-trust immunity 
for carrier agreements approved by the 
Commission) and proposing amendment 
of each of three aviation bills now pend- 
ing in Congress so as to reserve state 
jurisdiction over intrastate air carrier 
operations were adopted at a joint meet- 
ing of the executive, legislative and co- 
operation committees of the National 
Association of Railroad and Utilities 
Commissioners, in Washington, D.C. 

The resolutions relating to the Reed- 
Bulwinkle act set forth opposition to 
H. R. 104, the O’Hara bill to repeal that 
act, and H. R. 2167, the Celler hill to 
amend section 5a so as to make ineffec- 
tive the antitrust immunity provision 
contained in that section. 

Aviation bills to which the N.A.R.U.C. 
committees proposed amendments, in 
other resolutions they adopted, were: S. 
1, introduced by Senator McCarran, of 
Nevada; S. 423, introduced by Senator 
Brewster, of Maine; and S. 445, intro- 
duced by Senator Johnson, of Colorado. 

Typical of the amendments the N.AR. 
C.U. agreed to offer in connection with 
those bills was the following proposed 
proviso to be attached to the definitions 
of “interstate air commerce” and “inter- 
state air transportation” which the bills 
contained: 

“Provided, That carriage in interstate 
commerce between places in the same 
state, on flights beginning and ending at 
such places, performed by a person law- 
fully engaged in operation between such 
places under a certificate or permit 
issued by a board in such state having 
authority to grant or approve such cer- 
tificates or permits, shall not be sub- 
ject to regulation under this act unless 
such interstate carriage has been solic- 
ited by the carrier or unless such car- 
riage is performed under a common con- 
trol, management, or arrangement for 
a continuous Carriage or shipment under 
joint through rates to or from a point 
within such state.” 

Another aviation bill amendment 
on which the N.A.R.U.C. committees 
agreed called for addition to section 401 
(f) of the civil aeronautics act of 1938, 
as amended, of the following new sen- 
tence: 

“No term, condition, or limitation of 
a certificate shall restrict the right of 
an air carrier to engage in intrastate 
air transportation, or air commerce and 
air transportation excepted from regula- 
tion under this act, in accordance with 
a certificate or permit issued by a state 
board having authority to grant or ap- 
prove such certificates or permit.” 

The N.A.R.U.C. committees, in an- 
other resolution they adopted, expressed 
opposition of their association to “crea- 
tion of the additional federal transporta- 
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tion agencies proposed to be created by 
S. 126.” That bill, introduced by Sena- 
tor Hill, of Alabama, provides for crea- 
tion of a Federal Transportation Au- 
thority, a Public Transportation Coun- 
sel, and a National Transportation Ad- 
visory Committee (see Traffic World, Jan. 
8, p. 12). 

In other resolutions, the N.A.R.U.C. 
committees favored repeal of the federal 
tax on transportation of property and 
repeal or reduction of the tax on trans- 
portation of persons; enactment of S. 
255, the Reed bill amending section 205 
of the interstate commerce act relating 
to joint boards, and enactment of H. R. 
2770, amending section 77 of the bank- 
ruptcy act so as to reinstate and pre- 
serve the jurisdiction of state commis- 
sions respecting the regulation of intra- 
state service and rates of railroads un- 
dergoing reorganization. 





Purpose of ‘Price Policy’ 
Moratorium Bill Outlined 


In Report by Committee 


In its report on H.R. 2222, the Walter 
bill to “provide a moratorium with re- 
spect to the application of certain anti- 
trust laws to individual, good-faith 
delivered price systems and freight- 
absorption practices” (see Traffic World, 
March 5, p. 11), the House judiciary com- 
mittee said it wished it to be made 
plain that “the legislation does not con- 
stitute in fact a waiver of or exception 
from the anti-trust laws, but rather a 
temporary respite from the unfortunate 
consequences of the uncertainty as to 
the meaning of those laws.” 


The committee pointed out that the 
bill proposed a temporary moratorium 
until July 1, 1950, on the application of 
the Federal Trade Commission act and 
the Clayton act to the independent use 
by individual companies of delivered 
price systems or of freight absorption 
practices in order to meet distant com- 
petition in good faith, provided there 
was no conspiracy or combination in 
restraint of trade involved. It said the 
bill provided that the moratorium 
should not apply to those cases which 
were pending in the federal courts on 
March 1, 1949. Its report continued as 
follows: 


Background of Legislation 


“For many years a large segment of 
American industry has employed one 
form or another of delivered price sys- 
tems in the marketing of its products. 
At the present time the legal status of 
such systems is uncertain. Much of 
this uncertainty originates in the ad- 
ministration of the antitrust laws and 
in court decisions interpreting the ap- 
plication of those laws to particular 
price systems. 


“The latest important pronouncement 
of the Supreme Court on the subject in 
the case of Federal Trade Commission 
v. The Cement Institute, et al., (333 USS. 
683) on April 26, 1948, served to obscure 
further an already complex situation. 
In the course of its decision the court 
said, by way of dicta, that individual 
or concerted conduct which falls short 
of being a Sherman act violation may 
constitute an “unfair method of com- 
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petition” prohibited by the Federal Trade 
Commission act and that the existence 
of a “combination” is not an indispens- 
able ingredient of an unfair method of 
competition under the act. While dicta 
have been characterized as “mere pro- 
bationers in the legal hierarchy,” they 
may occasion much mischief. The mis- 
chief in the particular case was the 
fear produced in business circles that 
the decision might be interpreted to out- 
law freight absorption or sale at de- 
livered prices by a seller acting inde- 
pendently in good faith to meet com- 
petition in distant markets. 

“The threatening tone of the April 28, 
1948, release of the Federal Trade Com- 
mission subsequent to the decision in the 
Cement case did little to dispel the fears 
of the business fraternity when it gratui- 
tously emphasized the court’s obiter 
dictum that the combined effect of the 
decisions in the Cement and Glucose 
cases was to forbid the adoption for sales 
purposes of any basing point pricing 
system. Nor have the public statements 
of the Federal Trade Commission since 
that time engendered any confidence that 
the commission would ultimately be con- 
tent with anything less than a strict 
f. 0. b. mill system of pricing. 

“From November 9 through December 
8, 1948, hearings were conducted by the 
trade policies subcommittee of the Sen- 
ate committee on interstate and foreign 
commerce pursuant to Senate Resolution 
241. While a formidable amount of data 
was collected having direct bearing on 
the subject, it has not as yet resulted 
in legislation that has been acceptable 
to the committee holding the hearings, 
and at the moment the bill resulting 
from the hearings (S. 236) is pending 
before the Senate judiciary committee 
without much prospect of passage. 


The Case for a Moratorium 


“In the meantime business is in a 
serious dilemma. Strict application of 
what many conceive to be the true mean- 
ing of the Cement decision might neces- 
sitate a violent and sudden relocation 
of many industries throughout the coun- 
try. The impact upon the nation’s 
economy would be serious. The specter 
of ghost towns, which even now haunts 
many areas of concentrated cement pro- 
duction, might be a common sight 
throughout the land. It is submitted 
that visitation of such troubled possibili- 
ties upon business is needless, unwar- 
ranted, and calls for at least a breathing 
period during which a proper orienta- 
tion may be had in the light of additional 
clarification from the Supreme Court. 


“The virtues of a bill providing a 
moratorium at this time are manifest. 
On January 31, 1949, the Supreme Court 
granted certiorari to review the case 
of Clayton Mark & Co., et al., v. Federal 
Trade Commission (the so-called Rigid 
Steel Conduit case), decided by the Court 
of Appeals for the Seventh Circuit on 
May 12, 1948, and involving problems 
paralleling in part those in the Cement 
case. It is expected that at its fall term, 
1949, the Supreme Court will render an 
opinion which will set at rest the doubts 
raised in the Cement decision. Should 
those doubts be resolved in favor of the 
validity of delivered pricing and freight 
absorption as such, there may well be 
no need for permanent corrective legisla- 
tion. On the other hand, should the 





court pronounce more firmly the vague 
dicta of the Cement decision, then the 
Congress will have, by force of this re- 
ported bill, until July 1, 1950, to under- 
take the passage of legislation expressing 
its intent with respect to the legal status 
of delivered-price systems. 

“Again, the period of the moratorium 
will provide affected industries with some 
opportunity of adjusting themselves to 
whatever may be the shape of require- 
ments imposed by this strange, unrealistic 
philosophy of pricing. 

“The committee wishes it to be made 
plain that the legislation does not con- 
stitute in fact a waiver of or exception 
from the antitrust laws, but rather a 
temporary respite from the unfortunate 
consequences of the uncertainty as to 
the meaning of those laws. Nor, by ex- 
press language, does it countenance any 
delivered-price systems founded upon 
contracts, combinations, or conspiracies 
in restraint of trade. 

“Section 3 of the bill constitutes a 
saving clause exempting from the scope 
of the bill those cases pending in federal 
courts on March 1, 1949. The obvious 
object here is to permit Congress, in 
determining the need for and manner of 
permanent legislation, to have the bene- 
fit of additional case law, particularly 
with reference to the pendency in the Su- 
preme Court of the Rigid Steel Conduit 
case.” 





Bland Bill on E.C.A. Cargo 
Transportation in American 


Vessels Reported to House 


The House committee on merchant 
marine and fisheries has reported fa- 
vorably to the House H.R. 1340, a bill 
introduced by its chairman, Representa- 
tive Bland, of Virginia, to require that 
at least 50 per cent of cargoes procured 
in the United States with government 
funds in connection with the Economic 
Cooperation Administration’s program be 
carried in U.S.-flag vessels. 

The legislation was the outgrowth of 
an announcement made last December 
by Administrator Paul Hoffman, of the 
E.C.A., to the effect that discontinuance 
of the use of American-flag vessels in 
ocean transportation of E.C.A. cargoes 
was contemplated, under an interpreta- 
tion of the applicable provision of the 
foreign assistance act of 1948 by E.C.A. 
counsel. Section 111(a)(2) of the for- 
eign assistance act provides that at least 
50 per cent of the gross tonnage of E.C.A. 
commodities procured in the United 
States should be transported in U.S.- 
flag vessels “to the extent such vessels 
are available at market rates.” It was 
the position of Mr. Hoffman and the 
E.C.A. that American-flag vessels were 
not available at world market rates and 
that substantial savings in E.C.A. trans- 
portation costs could be effected by use 
of foreign-flag vessels. 

After objections had been raised by 
members of Congress and by the Mari- 
time Commission to the announced E.C.A. 
policy on shipping of E.C.A. cargoes, 
Administrator Hoffman agreed to post- 
pone effectuation of that policy until 
about April 1. 


Scope of ‘50-50’ Provision 
The House merchant marine commit- 
tee, in its report on H.R. 1340, said that 


the bill went further than section 111(a) 
(2) of the foreign assistance act, in that 
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it specified that not less htan 506 per 
cent of the E.C.A. commodities shou! : be 
transported in U.S.-flag ships unde: iny 
US. government-financed program-- sot 
merely under the E.C.A. procure: ent 
program within the United States 

“This bill provides,” the report —>1n- 
tinued, “that to the extent that U~ ‘ted 
States flag vessels are avaiable in :.:ff- 
cient numbers and at market rates for 
United States flag vessels, such ve:sels 
shall be used to carry at least 50 per 
cent of commodities procured for tr -ns- 
portation by water under any govern- 
ment-financed program providing lcans, 
grants-in-aid, or credits or funds there- 
for. The determination of the degree of 
participation by American flag shipping 
in government-financed cargoes shall 
be made both with reference to the gross 
tonnage thereof and the gross freights 
thereon, irrespective of the points of 
origin or destination of the commodi- 
ties. The committee feels that no fair 
evaluation of United States fiag par- 
ticipation can be made unless the freight 
revenues are taken into account as well 
as the gross tonnages. 


Protection of U.S. Shipping 


“Moreover, it is intended that the 
computation will be made on a country 
by country basis rather than on an over- 
all resulting average . . . The elimination 
of the ‘country-by-country’ provision 
would be destructive to American ship- 
ping in the North Atlantic trades in 
particular. It happens that the so-called 
‘maritime nations,’ which have protested 
most strongly against this provision are 
concentrated in Scandinavia and north- 
ern Europe. At the present time strictly 
commercial cargo is moving in these 
areas in very small volume because it is 
being displaced by grants-in-aid cargoes. 
If no commercial cargo is available over 
these routes and if our American ships 
cannot carry at least half of the E.C.A. 
grants-in-aid cargoes, United States flag 
shipping lines which traditionally have 
been operating over these routes would 
be practically put out of business... 

“Your committee considered proposals 
that cargoes which neither originate in 
or are designated for ports of the United 
States, its territories or possessions, 
should be excluded from the scope of 
the bill. The committee is of the opin- 
ion, however, that American shipping 1s 
entitled to at least 50 per cent of all 
cargoes purchased by funds made avail- 
able under programs financed by our 
government, irrespective of points of 
origin or destination .. 


“The bill further provides that the 
computation shall be made _ separately 
for dry bulk carriers, dry cargo liners 
and tanker services, in order that all 
segments of the American merchant 
marine may receive equal treatment. In 
this connection, only 23 per cent of 
E.C.A. petroleum cargoes has been cal- 
ried by United States flag tankers ..- 
This bill would remedy this situation and 
greatly increase the number of United 
States flag tankers . . . so necessary for 
our national defense, on the high seas. 


Certification of ‘Unavailability’ 

“Your committee recognizes that there 
are conceivable circumstances under 
which United States flag vessels may 
not, at a particular time, be avail*ble in 
sufficient numbers or at market rates 
for United States flag vessels to effec- 
tuate the purposes of the bill. T. meet 
such eventualities, provision is m:dde for 
the United States Maritime Comr ission, 
when and if such circumstances a: ise, 10 
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cert.fy to the department, agency or in- 
stru nentality of the government charged 
with: the administration of the laws un- 
der which funds are made available for 
the procurement of commodities for a 
particular aid program, that United 
States vessels are not available in suf- 
ficient numbers or that the rates are in 
excess of market rates for United States 
flag vessels ... 

“Tt appears that American-owned ma- 
rine insurance companies are being de- 
prived of a large amount of insurance 
business, which but for the policy of the 
E.C.A. would be available for the 
strengthening of this very important 
element of the American merchant ma- 
rine. The Congress has several times 
in the past forcefully stated its position 
with regard to fostering the growth of 
the American marine insurance market. 
... your committee is advised that the 
E.C.A. is presently endeavoring to re- 
view its policies in regard to insurance 
to cooperate with the marine insurance 
industry. 

“There was likewise discussion of the 
American freight forwarding industry 
.. . Here again it is the consensus of 
your committee that the fullest use of 
the services of American freight for- 
warders should be made in carrying out 
government-financed programs for for- 
eign relief, rehabilitation and recovery. 

“It is the unanimous opinion of your 
committee that H.R. 1340 is highly im- 
portant iegislation and will permit the 
most effective carrying out of the con- 
gressional intent previously expressed 
with regard to United States flag parti- 
cipation in government-financed pro- 
grams and is essential to the interest of 
the American merchant marine. Your 
committee therefore unanimously reports 
this bill and urges its enactment.” 





Senators Would ‘Free’ M.C., 


.C.C. from Reorganization 


Chairman Johnson, of the Senate in- 
terstate and foreign commerce commit- 
tee, and Senator Maybank, of South 
Carolina, have joined in preparation of 
an amendment intended for inclusion in 
S. 526, a bill prescribing procedure for 
reorganization of government depart- 
ments and agencies, their amendment 
having as its purpose the prevention of 
transfer of seven named agencies to an 
executive department as part of a re- 
organization plan which the President 
might transmit to Congress. 


Among the seven agencies proposed to 
be so protected by the Johnson-May- 
bank amendment are the Interstate 
Commerce Commission, the Maritime 
Commission, and the Civil Aeronautics 
Boarc. The amendment would insert in 
the bi!l a subsection reading as follows: 

“(b) A reorganization plan providing 
for reorganization affecting any 
agenc’’ named below in this subsection 
may ~ot provide also for a reorganiza- 
tion \hich affects any agency not so 


name’: except that this prohibition 
Shall -ot apply to the transfer to such 
agenc, of the whole or any part of, or 


the y ole or any part of the functions 


of, an agency not so named. No pro- 
Vision contained in the reorganization 
plan all take effect if the reorganiza- 


tion | .n is in violation of this subsec- 


tion. “he agencies above referred to in 
this s »section are as follows: Interstate 
Com: -rce Commission, Federal Com- 
muni. ‘ions Commission, Federal Trade 


Commission, United States Maritime 
Commission, the Securities and Ex- 
change Commission, and Civil Aeronau- 
tics Board.” 


Clarify Limitation Period 
Issue on Overcharge Suits 
By U.S., 1.C.C. Suggests 


As chairman of the Commission’s 
legislative committee, Commissioner 
Splawn, in a letter to Chairman John- 
son, of the Senate interstate and foreign 
commerce committee, has offered some 
suggestions and some adverse criticism 
with respect to S. 1095, Chairman John- 
son’s bill to establish a Federal Traffic 
Bureau (see Traffic World, March 5, p. 
60). 


Included in Commissioner Splawn’s 
letter was a suggestion that a provision 
to clarify the question whether there 
should be a period of limitation within 
which suits on behalf of the government 
against carriers for recovery of over- 
charges would have to be filed might be 
considered for inclusion in S. 1095. The 
suggestion was made in the following 
statement on behalf of the I.C.C. legis- 
lative committee: 


“Section 10(d) of the bill would re- 
quire all actions and suits against the 
director of the (Federal Traffic) Bureau 
for ‘unpaid charges’ to be brought 
within a period of two years. This pro- 
vision is similar to the requirement of 
the interstate commerce act governing 
suits by rail carriers against ordinary 
shippers. The bill is silent, however, 
with respect to suits on behalf of the 
government against carriers for recovery 
of overcharges. The question whether 
there is any period of limitation apply- 
ing to such suits by the government is 
at present a subject of controversy, 
which might well be clarified in the 
course of any legislation such as is pro- 
posed here.” 


Criticism of Definitions 


Commissioner Splawn wrote that the 
definitions of “government traffic” and 
“government shipments,” over which 
the. proposed Federal Traffic Bureau 
would have jurisdiction, were sufficiently 
broad to include parcel post mailing, 
“although that may not have been in- 
tended.” 


He said that the “far-reaching scope” 
of the proposed bureau was indicated in 
section 3 of the bill. That section, he 
said, would require the transfer to it of 
“all the powers, duties and responsibili- 
ties of all departments and agencies of 
the government . . . with respect to the 
following matters, which are hereby 
vested exclusively in said bureau: (1) 
The negotiation and making of all con- 
tracts for the transportation of govern- 
ment traffic; (2) the routing, diversion, 
or reconsignment of government ship- 
ments...” 


“This provision,” Commissioner Splawn 
wrote, “would have the effect even of 
prohibiting any other department or 
agency from sending a package by ex- 
press, since such a transaction would 
involve the making of a contract for the 
transportation of government traffic. 
Under the bill a shipment of this kind 
would have to be handled by an em- 
ploye of the bureau assigned to a depart- 
mental or agency branch office (as pro- 
vided in section 9). It would be prac- 


tically necessary to have departmental 
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branch offices in all other government 
agencies, even though the volume of 
government shipments by many of them 
might be comparatively small, as in the 
case of this Commission, for example. 


Division of Authority 

“The employes of the bureau in the 
branch offices would be _ responsible 
solely to the director of the bureau under 
section 9 of the bill and not the offi- 
cials of the department which they 
served. Such an arrangement in all 
probability would lead to friction and 
controversy particularly in the case of 
military traffic, for example, the han- 
dling of which must frequently be co- 
ordinated with strategic programs. Under 
the bill the military departments would 
be deprived of control of ‘the routing, 
diversion, or reconsignment’ of their 
shipments. Whether this condition would 
make for administrative efficiency is 
doubtful.” 

Commissioner Splawn’s letter ended 
with the statement that “the broad 
question involved in the consideration 
of this bill whether there should be a 
new agency with certain powers per- 
taining to government transportation, 
such, for example, as the auditing of 
freight bills now assigned to the Gen- 
eral Accounting Office, is one of policy 
for the Congress, upon which we express 
no opinion.” 


N.F.A.S. Endorses Bland 
Bill to Ease Situation 
Of U. S. ‘Merchant Marine 


After Chairman Bland, of the House 
committee on merchant marine and 
fisheries, had introduced H. R. 3289, en- 
titled “a bill to amend the merchant 
marine act, 1936, as amended, to further 
promote the development and mainte- 
nance of the American merchant ma- 
rine,” President Frazer A. Bailey, of the 
National Federation of American Ship- 
ping, Inc., issued a statement in which 
he said the bill incorporated proposals 
recommended by the N.F.AS. 


Those proposals, he said, would clarify 
and expand certain provisions of the 
1936 merchant marine act “to meet 
changing shipping conditions since the 
measure was enacted 13 years ago.” 


“The proposals are designed,” he said, 
“to create economic conditions which 
will permit the building and operation of 
urgently needed merchant ships, pri- 
marily of the passenger type, to balance 
the merchant marine for national de- 
fense; and to permit true economic 
parity in competing with foreign-flag 
ships in international commerce. The 
proposals would also aid vessels of U‘S. 
coastwise and intercoastal trades which 
have never fully reestablished their pre- 
war services.” 


Provisions of the Bland bill were sum- 
marized by Mr. Bailey as follows: 


(1) The authority of the Maritime 
Commission to determine “realistically” 
the differential in construction costs in 
American and foreign shipbuilding yards 
would be clarified. 

(2) The present interest rate paid by 
shipowners on deferred payments would 
be reduced to conform to the rate which 
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the government paid for money so 
loaned. 

(3) Builders or purchasers of passen- 
ger vessels may have the privilege under 
their mortgage to return the vessels to 
the government free of encumbrances 
and in good operating condition, sacrifice 
their current investment (minimum 25 
per cent down payment) and be relieved 
of the risk of deficiency judgment. 

(4) The eligibility age for trade-in of 
old vessels would be reduced to 12 years 
from 17 years, and fair trade-in values 
would be established, to permit early 
beginning of an orderly ship replacement 
program. 

(5) Construction reserve fund provi- 
sions would be clarified and liberalized, 
and an extension of time for use of such 
funds would be granted. 

(6) Accelerated depreciation not in 
excess of 20 per cent in any taxable year, 
if applied against any existing govern- 
ment mortgages, would be permitted. 

Chairman Bland also has introduced 
H. R. 3337, bearing the same title as 
H. R. 3289 but described as a measure 
advocated by the Association of Ameri- 
can Ship Owners. 

Representative Hart, of New Jersey, 
has introduced H. R. 3291, entitled “ag 
bill to amend the shipping act of 1916, 
as amended, to provide for the develop- 
ment of the American merchant ma- 
rine.” 


Postmaster General Points 
To Deficits in Advocating 


Increases in Postal Rates 


As he advocated enactment of H. R. 
2945, the postal rates increase bill in- 
troduced by Chairman Murray, of the 
House post office and civil service com- 
mittee (see Traffic World, March 5, p. 
14 and p. 60), in a hearing held by that 
committee March 7, Postmaster General 
Donaldson contended that the Post Of- 
fice Department should not be required 
to sell its services at rates and fees far 
below the cost of the service and pass 
this cost on to the taxpayers, and that 
the users of the mail should pay for 
the service the department performed. 

He said the Post Office Department 
deficit in the fiscal year ended June 30, 
1948, was about $310,000,000, or 22 per 
cent of the revenues, while the deficit 
for the current fiscal year would be about 
$550,000,000, or more than 30 per cent 
of the revenues. He estimated that the 
bill would, if enacted, produce about 
$250,000,000 in additional revenue for 
fiscal year 1950, thereby reducing the 
estimated deficit to about $153,000,000. 
The latter amount, he said, was “about 
what the deficit should be when we take 
credit for the free services, such as pen- 
alty mail, franked mail, air mail sub- 
sidy, etc.” 

The Postmaster General said his de- 
partment had little control of the ex- 
penditures in the operation of the Postal 
Service. He said Congress fixed the sal- 
aries and hours of all employees, while 
the Interstate Commerce Commission 
and Civil Aeronautics Board fixed the 
rates of pay for transportation of the 
mail by rail and air, respectively. The 
cost for salaries and transportation of 
the mail, he added, comprised 95 per 
cent of the Post Office Department’s 
total expenditures. 


“Payments to railroads this year will 
be about $86,000,000 greater than in the 
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year 1945, and the payment to airli:es, 
both domestic and foreign, will be about 
$67,000,000 greater than in 1945, but part 
of this increased cost is attributable io 
increased volume of mail, while ‘he 
major portion of the increase is brou-ht 
about by increased rates,” he said. 

“The cost of handling second, third 
and fourth-class mail is far in excess of 
revenues derived therefrom. The excess 
expenditure over revenue in the handling 
of these three classes of mail for the 
current fiscal year will be about as ‘ol- 
lows: Second class (newspapers and 
magazines), $207,000,000; third class (cir- 
culars and advertising matter), $129,- 
000,000; fourth class (parcel post), $82,- 
000,000.: 

“The excess expenditures over rev- 
enues for the special services in the cur- 
rent fiscal year will be about as follows: 
Registry—paid, $12,000,000; C.O.D. mail, 
$9,300,000; insured mail, $1,600,000; spe- 
cial delivery, $16,400,000; money orders, 
$31,600,000; postal notes, $4,900,000 ... 

“Because of greatly increased rates on 
express shipments, a large volume of 
parcels handled by express have been 
channeled to parcel post. This has 
really put the Post Office Department 
in the freight business. We have insuf- 
ficient distributing space, platform 
space, terminal facilities, trucks and 
suitable railway cars to cope with the 
situation, and all this makes our opera- 
tions more expensive. Actually, the 
Postal Service is being taxed as never 
before in its long history ... ” 


Small Business Says 


Keep Bulwinkle Law 


The Conference of American Small 
Business Organizations has adopted a 
series of resolutions bearing on trans- 
portation subjects. One of these said 
that the rate bureau method of estab- 
lishing common carrier rates was “of 
vital interest to and for protection of 
small shippers” and that any other sys- 
tem of rate-making “would be a great 
handicap to small business because of 
danger of rate discrimination and would 
adversely affect the service rendered by 
carriers.” For these reasons, the reso- 
lution said, the conference wanted to go 
on record as “being unalterably opposed 
to the repeal of the Reed-Bulwinkle 
act.” 

Other resolutions favor “the continu- 
ance of the voluntary allocation of ade- 
quate steel for the construction of 4 
sufficient supply of freight cars to move 
the commerce of the country and for 


national defense,” and the repeal of war- 


time taxes on freight and passenger 
transportation, and on communications. 


Money for N.M.B. 


The House appropriations committee 
has reported H.R. 3333, the appropria- 
tion bill for the Department of Labor, 
Federal Security Agency and related In- 
dependent offices for the fiscal year end- 
ing June 30, 1950, carrying a total of 
$928,500 for the National Mediation 
Board, including the National Railroad 
Adjustment Board. 

The.committee report showed tha’ the 
amounts provided for the N.M.B. and 
the N.R.AB. were the same as ‘10S€ 
proposed’ by the Budget Bureau and ‘hat 
the total of $928,500 exceeded by $61,950 
the amount appropriated for those a“en- 
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cies for the current fiscal year. Of the 
increase, $45,900 was for N.R.A.B. sala- 
ries and expenses. The committee said 
in its report that it had “always found 
these agencies to be very modest in their 
pudgetary requests and to exercise a 
commendable conservatism in the ex- 
penditure of funds granted for their 
operations.” 

President Truman has sent to the 
House supplemental estimates of appro- 
priation for the current fiscal year, in- 
cluding an item of $37,600 for the Na- 
tional Railroad Adjustment Board, of 
which $25,600 would be provided to per- 
mit continued use of neutral referees in 
deadlocked cases before the N.R.A.B. 
Acting Director Lawton, of the Bureau of 
the Budget, said that “a greater number 
of deadlocked cases has developed than 
had been anticipated in estimates ore- 
viously submitted for fiscal year 1949.” 


Widell Criticizes Bill on 
Review of 1.C.C. Orders 


In a letter he has sent to Representa- 
tive Hobbs, of Alabama, concerning the 
Hobbs bill (H.R. 2916) providing for re- 
view of certain orders of the Interstate 
Commerce Commission and the Maritime 
Commission (see Traffic World, March 5, 
p. 61), C. E. Widell, transportation direc- 
tor, of the Tennessee Manufacturers As- 
sociation, Nashville, Tenn., urged dele- 
tion from the bill of a section giving the 
Attorney General responsibility for and 
control of the interests of the govern- 
ment in such court proceedings. 

“This provision should by all means 
be stricken from the bill, and ‘control’ 
should be vested in the Commission 
which properly should defend its own 
orders on review,” Mr. Widell wrote. 

“The country has, in my opinion, 
largely lost confidence in the Attorney 
General’s office. ‘That is one reason. 
Another is that sometimes the Attorney 
General ‘confesses error’ and thus sub- 
stitutes his own judgment for that of the 
Commission. In other words, the legis- 
lative branch is pushed aside by another 
branch in matters purely legislative in 
origin and purpose. We might as well, 
then, abolish the Commission and let the 
Congress say to the Attorney General— 
you fix rates. 

“The whole thing is wrong in principle 
and contrary to the constitutional checks 
against encroachment of the two other 
branches of government against the 
legislative. May we urge you, therefore, 
to amend your bill accordingly.” 


Senate Group Approves 
Nomination of Coddaire 


After a hearing in which some of its 
Members expressed criticism of various 
operaticns of the Maritime Commission, 
the Senate interstate and foreign com- 
merce committee on March 9 unani- 
mously ordered reported favorably to the 
Senate the nomination of David J. 
Codda of Haverhill, Mass., to be a 
membe of the Maritime Commission for 

r term expiring April 16, 1954. 
\ddaire received a recess appoint- 
the commission from President 
on June 29, 1948, the Senate 
ailed to act on the nomination 
)ddaire which the President had 
© Several days earlier (see Traffic 
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World, June 26, 1948, p. 1967, and July “Mr. Coddaire has practiced law in 
3, p. 35). He was nominated to succeed Boston for 28 years. He is a member of 
Richard Parkhurst, of Boston, Mass. the Haverhill Bar Association, Essex 
whose term on the commission expired County Bar Association, and the Boston 
April 16; 1948, and was sworn in as a Bar Association. He was admitted to 
commissioner on July 12. practice before the Supreme Court of the 

Most of the sharp interrogation con- United States in 1931. He was for seven 
cerning activities and alleged deficiencies years Chairman of the Board of Appeals, 
in management of the Maritime Com- City of Haverhill. Mr. Coddaire served 
mission, at the hearing March 9 on the jn 1943 in Washington, D.C., as Litigation 
Coddaire nomination, was conducted by Counsel for the Federal Public Housing 
Senator Manguson, of Washington. Authority. 

At the beginning of the hearing, Sen- be 
ator han: of Fo nae read a brief For the past 16 years, he has been 
biography which included the following: Judge advocate of the Franco-American 

“Mr. Coddaire, a resident of Haverhill, War Veterans, and is a member of the 
Mass., has held the position of assistant American Legion. Mr. Coddaire is a 
attorney general of Massachusetts for the Veteran of World War I. In 1922, he 
past three years, a post from which he Was appointed to serve with the Commis- 
resigned to accept the appointment as sion of Necessities of Life for the state 
United States Maritime Commissioner. of Massachusetts. His appointment was 
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made by the then governor of the state, 
Calvin Coolidge. 

“Mr. Coddaire was born in Haverhill, 
Mass., May 6, 1893. He studied at St. 
Joseph’s College, St. James High School, 
Northeastern University and North- 
eastern School of Law. His father was 
for many years publisher of the news- 
paper ‘La Journal,’ published in Massa- 
chusetts. Mr. Coddaire is married to the 
former Miss Ruth Dauphinee of Chester, 
Nova Scotia.” 


Bill Affecting Transport 
Of Ore on Lakes Reported 


Passage of H.J. Res. 143, introduced 
by Representative Weichel, of Ohio, to 
authorize Canadian vessels to transport 
iron ore between U.S. ports on the Great 
Lakes in the period from March 15 to 
December 15, 1949, inclusive, was recom- 
mended by the House merchant marine 
committee in a report on that resolution. 

The committee said in the report that 
the resolution would suspend the coast- 
wise shipping laws which prohibited 
Canadian vessels from transporting be- 
tween U.S. ports on the Great Lakes. 
The need for such suspension arose, it 
said, because earlier legislation of this 
nature had been repealed by S.J. Res. 123, 
80th Congress—“a general repealer termi- 
nating wartime emergency legislation.” 

After stating that passage of H.J. Res. 
143 had been recommended by the Na- 
tional Security Resources Board, the Of- 
fice of Defense Transportation, the Mari- 
time Commission and the Lake Carriers 
Association, and after observing that the 
letter association had said the American 
fleet would be unable alone to transport 
American ore requirements this year, 
estimated at not less than 83,000,000 tons, 
the committee said it recommended pas- 
sage of the resolution in view of “the 
great need for ore products and the fact 
that the American ship operators on the 
Great Lakes recommend this temporary 
suspension.” 


House Commerce Committee 


Subcommittees Appointed 


Chairman Crosser, of the House com- 
mittee on interstate and foreign com- 
merce, has appointed a ten-man sub- 
committee on transportation, headed by 
Representative Beckworth, of Texas, and 
has named three other subcommittees— 
one on public health, science and com- 
merce; another on petroleum and federal 
power, and still another on the Securi- 
ties and Exchange Commission, Federal 
Communications Commission and Fed- 
eral Trade Commission. 

Members of the subcommittee on 
transportation, to which legislation re- 
lating to railroads, aviation, trucks, 
busses and inland waterways will be re- 
ferred, are the following, in addition to 
Chairman Beckworth: Representatives 
Harris, of Arkansas; Rogers, of Florida; 
Klein, of New York; Sullivan, of Mis- 
souri, and McGuire, of Connecticut, all 
Democrats; Representatives Wolverton, 
of New Jersey, Hinshaw, of California, 
Leonard W. Hall, of New York, and 
O’Hara, of Minnesota, Republicans. 

Representative Priest, of ‘Tennessee, 
heads the subcommittee on public health, 
science and commerce; Representative 
Harris is chairman of the subcommittee 
on petroleum and federal power, and 
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Representative Bulwinkle, of ‘orth 
Carolina, has the chairmanship o° the 
S.E.C.-F.C.C.-F.T.C. subcommittee. 
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Trainmen, Conductors 


Plan New Rules Drive 


General chairmen of the Brotherhood 
of Railroad Trainmen and the Order of 
Railway Conductors, following a recent 
joint meeting in Cleveland, announce 
they would shortly serve a series of 
demands for changes in working rules 
on the nation’s railroads. Among the 
new demands are the following: 

The 40-hour week, with time and one- 
half for work performed by yard service 
employes on Sundays and holidays. 

An increase in the basic daily rate 
for car retarder operators. 

A demand that the daily rate for yard 
foremen who also act as yardmasters be 
not less than one hour’s pay in excess 
of the yard foremen’s rate. 


The basic daily rates for all classes 
and grades of road train service employes 
and conductors and brakemen in yard 
service shall be established on a grad- 
uated basis so as to maintain money 
differentials between train and yard 
service employes and engine service em- 
ployes. (Union officials said they wanted 
a formula to provide a relationship be- 
tween rates of pay and weight on drivers 
of the locomotive.) 


Standardization of rates among ter- 
ritories. 

A basic day in passenger service of 
100 miles or less, five hours or less, ex- 
cept as provided in short turn-around 
passenger service rule, to constitute a 
day’s work. 

Passenger service overtime shall be 
paid for on a minute basis at the rate 
of time and one-half. 

Initial terminal delay shall be paid 
for on the minute basis, at the regular 
hourly rate for the class of service per- 
formed, such pay to be in addition to 
road trip pay. 

Expenses away from home terminal 
for road train service men shall be paid 
at a minimum allowance of $5 a trip. 


Baggagemen and other trainmen re- 
quired to handle up to three linear feet 
of U.S. mail shall be allowed one-half 
cent for each mile operated, plus one- 
half cent a mile for each additional three 
feet of mail or portion thereof. 

Dining car proposals include one fo 
a basic month of 205 hours, with overtime 
pay thereafter, a minimum day’s pay o 
eight hours, and other improvements. 


Demand Action on Vacations 


Chairmen of the two unions announced 
that, unless action was forthcoming s002 
on their joint demands for 15 days’ al 
nual vacation with pay (see Traffic 
World, November 6, p. 48), a strike ballot 
would be spread among the more than 
200,000 rail workers involved. 

The new rules demands of ‘he two 
unions were first announced in a gen: 
eral. way last November by President 
A. F. Whitney, of the Trainmecn, and 
have now been crystallized in “he pro 
posals listed above. The conduc‘ors an 
trainmen have cooperated in recent nego 
tiations with the railroads. T!e thre 
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rem2ining operating unions, representing 
approximately 150,000 engineers, firemen 
and switchmen, also have vacation de- 
mands pending. 


se 
TRANSPORTATION 
STATISTICS 
a ee 


Rails Earned 4.35 Per 
Cent in 12-Month Period; 


Jan. Revenue Figures 


Class I railroads of the United States 
in January, 1949, had an estimated net 
income, after interest and rentals, of 
$14,000,000 compared with $19,000,000 in 
January, 1948, according to reports filed 
by the carriers with the Bureau of Rail- 
way Economics of the Association of 
American Railroads. 

Class I railroads in January, 1949, had 
a net railway operating income, before 
interest and rentals, of $33,244,420 com- 
pared with $41,297,152 in January, 1948, 
said the A.A.R., and added: 

“Net railway operating income repre- 
sents the amount left after the payment 
of operating expenses and taxes but be- 
fore interest, rentals and other fixed 
charges are paid. 

“For the 12 months ended January 
31, 1949, the rate of return on property 
investment after depreciation averaged 
435 per cent compared with a rate of 
return of 3.33 per cent for the 12 months 


ended January 31, 1948. Property in- 
vestment is the value of road and equip- 
ment as shown by the books of the rail- 
ways including materials, supplies and 
cash, less accrued depreciation. 

“This compilation as to earnings for 
the month of January is based on re- 
ports from all Class I railroads, repre- 
senting a total of 226,686 miles. 

“Total operating revenues in January, 
1949, amounted to $730,686,347 compared 
with $750,734,787 in the same month of 
1948, a decrease of 2.7 per cent. Operat- 
ing expenses in January amounted to 
$616,269,017 compared with $615,855,516 
in January, 1948, an increase of 0.1 per 
cent. 

Thirty-eight Class I railroads failed to 
earn interest and rentals in January, 
1949, of which 12 were in the Eastern 
District, four in the Southern Region 
and 22 in the Western District. 

Data by districts follow: 


Eastern District 


Class I railroads in the Eastern District in 
January, 1949, had an estimated net income, 
after interest and rentals, of $14,000,000 com- 
yout with $1,000,000 in the same month of 


Those same roads in January, 1949, had a 
net railway operating income, before interest 
and rentals, of $24,978,568 compared with 
$11,906,764 in the same period in 1948. 

Operating revenues of the Class I railroads 
in the Eastern District in January totaled 
$348,565,705 an increase of 2 per cent com- 
pared with the same period of 1948, while 
operating expenses totaled $285,162,265 a de- 
crease of 2 per cent below 1948. 


Southern Region 


Class I railroads in the Southern Region 
in January, 1949, had an estimated net in- 
come, after interest and rentals, of $6,000,000 
— with $7,000,000 in the same period 
re) , 

Those same roads in January had a net 
railway operating income, before interest and 
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rentals, of $9,386,015 compared with $10,567,- 
699 in the same period of 1942. 

Operating revenues of the Class I railroads 
in the Southern Region in January totaled 
$106,606,783, a decrease of 3.8 per cent com- 
pared with the same period of 1948, while 
operating expenses totaled $85,734,966 a de- 
crease of 1.5 per cent below 1948. 


Western District 


Class I railroads in the Western District in 
January, 1949, had an estimated deficit after 
interest and rentals, of $6,000,000 compared 
with a net income of $11,000,000 in the same 
period of 1948. 

Those same roads in January had a net 
railway operating deficit, before interest and 
rentals, of $1,120,163 compared with a net 
railway operating income of $18,822,689 in 
the same period of 1948. 

Operating revenues of Class I railroads in 
the Western District in January 1949, totaled 
$275,513,859 a decrease of 7.6 per cent com- 
pared with the same period in 1948, while 
operating expenses totaled $245,371,786 an in- 
crease of 3.2 per cent above 1948. 


Airlines Report Large 
Freight Ton-Miles Gain 


Ton-miles of freight transported by 
the nation’s 16 domestic trunk airlines 
totaled 17,178,140 in November, 1948, as 
against 4,144,633 in November, 1947, or 
a gain of 73.19 per cent, according to 
latest statistics made available by the 
Civil Aeronautics Board. 

For the 12 months ended with Novem- 
ber, 1948, freight ton-miles amounted to 
67,269,239, as compared with 22,299,623 
= the 12 months ended with November, 
947. 

Other major figures given by the board, 
for November, 1948, compared with No- 
vember, 1947, showed a 4.45 per cent in- 
crease in revenue miles flown, from 24,- 
280,280 to 25,361,088, a 3.11 per cent gain 
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_ ROUTE FOR PACIFIC SHIPPING 


5 RAIL LINES 


54 TRUCK LINES 


115 STEAMSHIP LINES 


By rail, truck, or air, PORT OF 
LOS ANGELES is closest to 
eastern industrial areas, sav- 
ing valuable shipping time for 
exporters, importers, and traf- 
fic men. 


PORT OF LOS ANGELES ware- 
house—nearly 500,000 square 
feet of storage space at ship- 
side for trucking directly to 
assigned space in warehouse. 


Specify PORT OF LOS AN- 
GELES facilities . . . the Port 
that was planned and built 
for shipping. 


Write for free Brochure on 
Port facilities. 


WRITE FOR BROCHURE ON PORT OF LOS ANGSLES 


BOARD OF HARBOR COMMISSIONERS 
City Hall, Los Angeles 12, California 
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in the number of revenue passenger- 
miles, from 427,686,000 to 440,971,000, a 
30.35 per cent increase in U. S. mail 
ton-miles flown, from 2,577,834 to 3,360,- 
145, and an 8.44 per cent decrease in ex- 
press ton-miles, from 2,545,319 to 2,- 
330,573. 

The airlines flew 95.69 per cent of 
their schedued mileage in November, 
1948, according to the board. Of the 
34.24 average available seats a mile, it 
said, 53.76 per cent were occupied by 
revenue passengers, as compared with 
31.53 average available seats of which 
57.79 per cent were occupied by revenue 
passengers for November, 1947. 

Other figures covering operations for 
the 12 months ended with November, 
1948, compared with the 12 months end- 
ed with November, 1947, showed an in- 
crease in revenue miles flown, from 314,- 
221,213 to 314,625,998, a decrease in reve- 
nue passenger miles, from 6,081,559,000 
to 5,781,452,000, an increase in U. S. mail 
ton-miles, from 32,647,800 to 36,100,060, 
and a gain in express ton-miles, from 28, 
774,627 to 29,845,971. The revenue pas- 
senger load factor, per cent of seats oc- 
cupied, dropped from 66.35 to 58.72. 





Rail Passenger Statistics 


Passenger revenue, other than com- 
mutation, of Class I steam railways, 
exclusive of switching and -terminal 
companies, totaled $41,095,780 in coaches 
and $26,489,682 in parlor and sleeping 
cars for November, 1948, as against 
$41,637,551 and $26,311,187, respectively, 
for November, 1947, a decrease of 1.3 
per cent in coach revenue and an in- 
crease of seven-tenths of one per cent 
in parlor and sleeping car revenue, ac- 
cording to a compilation by the Commis- 
sion’s Bureau of Transport Economics 
and Statistics of passenger traffic sta- 
tistics, other than commutation, state- 


ment M-250. 
For the eleven months ended with No- 
vember, 1948, passenger revenues 


amounted to $500,722,535 in coaches and 
$302,936,806 in parlor and sleeping cars, 
as compared with $504,813,783 in coaches 
and $307,317,582 in the eleven months 
ended with November, 1947, in parlor 
and sleeping cars, decreases of eight- 
tenths of one per cent and of 1.4 per 
cent, respectively. 

Revenue passengers carried in Novem- 
ber, 1948, totaled 19,441,787 in coaches 
and 2,111,671 in parlor and sleeping cars, 
as against 24,049,577 in coaches and 2,- 
352,726 in parlor and sleeping cars for 
November, 1947. 

For the eleven months ended with No- 
vember, 1948, revenue passengers Car- 
ried in coaches totaled 261,364,426 and in 
parlor and sleeping cars, 25,460,903, as 
compared with 301,502,596 revenue pas- 
sengers carried in coaches, and 28,160,002 
carried in parlor and sleeping cars in 
the eleven months ended with Novem- 
ber, 1947. 





February Rail Car Deliveries 


Domestic freight car deliveries in Feb- 
ruary totaled 10,315, the American Rail- 
way Car Institute, New York City, an- 
nounced. The institute said it was the 
third highest production month since 
the 10,000-cars-a-month program was 
initiated in March, 1947. January pro- 
duction was 8,913 cars. 

Of February deliveries, 7,421 were from 
the car builders and 2,894 were built in 
railroad shops. Production figures on 
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the leading types of cars were 
1,854; hopper, 5,192; gondola, 1,34:: 
frigerator, 1,348, and tank, 470. 

Orders during February totaled 


Box, 
re- 


32 to 


the car builders and none to the ra iroag 
shops. The backlog of orders «as of 
March 1 the Institute reported, wa:: Car 
builders, 52,638; railroad shops, ~3,33¢, 


for a total of 85,974. This compare 
96,464 on February 1, and to 121 
year ago. 





Freight Unloaded at Ports 


Carloads of export and coastal freight, 
excluding coal, unloaded at Atlantic, 
Gulf and Pacific ports totaled 81,529 in 
February this year as compared with 
87,494 in February, 1948, or a decline of 
7 per cent, according to a report issued 
by G. C. Randall, manager of port traffic, 
Association of American Railroads. 

Export grain unloaded accounted for 
22,494 carloads in February, 1949, as 
against 13,146 carloads in the same 
month last year, or an increase of 7 
per cent. Exports, other than grain, 
totaled 53,455 carloads in February this 
year as compared with 67,913 carloads 
in February, 1948, or a decline of 21 per 
cent. 

Coastal traffic unloaded for the month 
totaled 5,580 carloads, as against 6,435 
carloads in February, 1948, or a decrease 
of 13 per cent. 





Airports and Aircraft 


As of February 1, 1949, there were 
6,409 airports on record with the Civil 
Aeronautics Administration, of which 
2,942 were of the commercial type, ac- 
cording to latest statistics made available 
by the C.A.A. On the same date last 
year, the number on record was 5,815, of 
which 2,904 were commercial airports. 
Scheduled air carrier aircraft for the 
comparative periods increased from’ 969 
to 1,048. 


Freight Car Report 


U. S. railroads reported an average 
daily surplus of 63,280 freight cars and an 
average daily shortage of 595 freight 
cars for the week ended February 26, 
according to the car service division of the 
Association of American Railroads. 

The surplus was made up as follows: 
Plain box, 16,953; auto box, 232; flat, 554; 
gondola, 1,587; hopper, 35,621 (793 cov- 
ered); stock, 5,326; refrigerator, 2,433; 
and miscellaneous, 574. 

The shortage was made up as follows: 
Plain box, 157; flat, 65; gondola, 252; 
hopper, 71; and refrigerator, 50. 





Air Express Traffic 


Air express shipments handled in the 
New York metropolitan area for the 
week ended February 15, marked up 4 
increase of 9.8 per cent over the com 
parable week in 1948, the Air Express 
Division of Railway Express Agency Te 
ported today. ; 

There were 26,745 shipments dis 
patched through La Guardia Field, 
Newark Airport and Idlewild (N. Y. In- 
ternational Airport) for the domestic, 
certificated airlines serving New York, 
compared with 24,337 shipments in the 
similar weekly period in February, 
Gross revenue of this traffic incre 
10.6 per cent for the same period, the 
report indicated. 
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Pan-Am, Western Announce 


Joint Tenancy Agreement 


A joint tenancy agreement between 
Pan American Airways and Western Air 
Lines involving Pan American’s moving 
to new quarters in Western’s terminal 
building, hangar and general offices on 
the north side of the Los Angeles air- 
port has been announced by the two car- 
riers. Under the agreement, Pan-Am 
will move its traffic, press relations and 
operations activities to the new quarters 
in March. The joint announcement said 
one of several advantages in the new ar- 
rangement was that it would provide a 
convenience for international passengers 
from the Pacific and Mexico to connect 
with domestic carriers. Pan-Am’s activi- 
ties will occupy 26,000 square feet in 
Western’s general headquarters building. 
































Air Express Service Map 


A newly-designed map of the nation- 
wide domestic air express system of the 
United States—the Air Express Service 
Map—is being distributed to shippers 
by the Air Express Division of Railway 
Express Agency, New York City. More 
than 40,000 individual requests for the 
four-color map were received in advance 
of printing, it said. The map measures 
22x21 inches and can be used as a wall 
or desk-top piece. It shows the 87,000 
route miles and connections of the 
scheduled, certificated airlines, includ- 
ing points in Canada, Newfoundland, 
Cuba and Alaska. A supplementary 
panel at the bottom of the map (not 
shown in photo) lists, alphabetically by 
states, the more than 1,200 points that 
receive direct air express service. 






























































































































































Braniff Safety Program 


Another aviation safety feature a low. 
tension ignition system, will be placed 
on all the airline’s DC-6 transport planes 
at a cost of $100,000, R. C. Shrader, vice- 
president of operations, announces. The 
system, to be installed on the four en- 
gines of each Braniff DC-6 plane, was 
developed by the Scintilla magneto divi- 
sion of Bendix Aviation Corporation. 
Mr. Shrader said that advantages of the 
ignition conversion would be passed on 
to the traveling public in the form of 
Sreater safety, reliability, and the elimi- 


hation «* flight delays to a considerable 
extent. 






















Pan-4» Plane Goes To Museum 




























The t'»y, single-engine, four-passenger 
monoplse which made the first com- 
mercial light along the west coast of 
South - -nerica is en route to the new 
Nations. Air Museum, a subsidiary of 
the Sr hsonian Institute, in Wash- 
ington, °».C., officials of Pan American- 











NEW SERVICES AND PRODUCTS 
IN TRANSPORTATION 


Grace Airways, Inc., announce. As 
Panagra’s first airplane, the fragile 
pioneer craft made its first flight be- 
tween Lima and Talara, Peru, on Sep- 
tember 13, 1928, to inaugurate com- 
mercial air transportation along the 
west coast of South America. The 
plane’s 200-horsepower engine provided 
an average speed of 86 miles an hour. 





Flight Test Made For 


Safe-Transit Program 


The first commercial airline flight test 
to determine effects of landings and 
other flight conditions on packaged, 
finished products through the use of a 
two-way ride recording device was made 
at the Mansfield airport through the 


cooperation of Air Cargo, Inc., and 
Trans-World Airlines. 

The two-way ride recorder was 
shipped to the west coast, back to 


Newark, N. J., then reflown to Mans- 
field. Government and safe transit com- 
mittee members will officiate at the 
opening of the recording device. The 
nation’s airlines joined other national 
carrier groups in promoting the com- 
mittee’s work which is expected to ma- 
terially reduce damage to crated, fin- 
ished products while in transit. 

The committee, organized last year, 
has been working out methods for manu- 
facturers to follow to establish in ad- 
vance whether or not their products are 
properly crated to withstand normal 
handling in transit. Manufacturers or- 
ganizations throughout the country have 
joined in support of the group’s work. 


Scandinavian Airlines’ Service 


In anticipation of increased demand 
for transatlantic airline space to Europe 
this spring and summer. Scandinavian 
Airlines plans to schedule nine round 
trips a week from New York, it is an- 
nounced by Harold Gyllensward, general 
traffic manager of the airline. All flights 
will be made with new DC-6’s and the 
new schedule will be in effect May 16 
through October 15. 

The present schedule of four flights 
a week will be increased to five round 
trips weekly on April 1. 

Venezuelan Airlines (LAV) has been 
appoined general agent for Scandinavian 
Airlines in Venezuela. 





Braniff’'s Lima-Rio Service 


Several government and civic officials, 
and publishers, headed by Joseph J. 
O’Connell, chairman of the Civil Aero- 
nautics Board, and his wife, were guests 
of Braniff International Airways on the 
line’s inaugural flight from the United 
States to Rio de Janeiro, Brazil, March 8. 
The party left the Houston, Tex., gate- 
way, March 6, for Lima, Peru, ac- 
companied by Executive Vice-President 
Charles E. Beard and Mrs. Beard as 


(Continued on page 71) 
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With Towmotor Mass Handling, men and production ma- 
chines operate at peak efficiency. Maximum production 
at lowest.cost is the result. Towmotor Fork Lift Trucks and 
Tractors, gasoline powered for full-time, full-power service, 
offer you every advantage and benefit of modern lift 
truck operation. There is a size for every type of plant, 
small or large. Numerous accessories and attachments 
further increase the adaptability of Towmotor Mass Han- 
dling to your particular handling job. Get maximum pro- 
duction at minimum cost all the way down the line. Use 
Towmotor, the Fork Lift Truck preferred by professional 
handlers everywhere. 


TOWMOTOR CORPORATION © Div. 10, 1226 East 152nd Street, Cleveland 10, Ohio 


Representatives in all Principal Cities in U. S. and Canada 


Redesign Your Plant Layout in Miniature 


Determine in advance how you can use Towmotor 
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Don't Neglect 
The Details 


HE RELATIONSHIP of pack- 

age engineering to freight 
protection seems so obvious as not 
to need comment. The fact is, 
however, that there still are many 
traffic men, intensely interested 
in the prevention of freight loss 
and damage, who have not come 
to a full appreciation of the need 
for soundly engineered packages 
and packing as factors in that 
regard. They understand, of 
course, that cartons, boxes and 
crates must be stout enought to 
carry freight safely to its destina- 
tion but, for the most part, they 
consider the specifications imposed 
by the classifications as sufficient 
standards in that regard. To 
them, special designs to fit their 
products, pretesting in  labora- 
tories and under actual trans- 
portation conditions have not as 
yet proved themselves as insur- 
ance against loss and damage. 

Similarly, it might be added, 
there are packaging specialists 
who, however skilled they may be 
in designing protective packing 
and expreienced at judging the 
performance potentialities of 
packages, fail to understand the 
importance of what many con- 
sider the minor factors—things 
such as clear and legible marking; 
and who, however well they may 
appreciate the need in a pack- 
age for bearing various mechani- 
cal stresses and strains, do not 
understand that a good package 
may well be pilfered as readily as 
a@ poor package. 

Because these things are true, 
it is a wise step for officials of the 
Freight Claim Section of the 
American Trucking Associations 
to include in the programs for 
their periodic joint sessions with 
shippers occasional demonstra- 
tions of these neglected phases of 
good shipping. At the most re- 
cent of such meetings, in St. Louis, 
shippers, packaging specialists 
and truck operators present 
watched demonstrations of vari- 
ous devices for package marking 
and for the protection of freight 
en route against thievery and hi- 
jacking. 

To some of those present, these 
demonstrations may have seemed 
elementary. The proof that they 
were of value, and not out of 
place in the group, lay in the in- 
terest expressed and the questions 
asked of those who spoke. Wé 
don’t know who it was first said 
that “trifles make perfection; but 
perfection is no trifle.” But it 
certainly is true that attention 
must be paid to these details by 
everyone connected with packing 
and shipping if the job is to be 
well done.—THE EDITOR. 
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President of Merchants Motor Freight, Inc. Describes 


‘Carousel’ Conveyor System Recently Installed In the 


Merchants’ Terminals in St. Paul and St. Louis. 


Has 


Cut Truck Departure Time One To Four Hours. 


Advantages of Overhead Conveyor 


System for Motor Truck Depots 


HE “CAROUSEL” overhead conveyor 

system is a comparatively new de- 
velopment in the field of motor freight 
handling. The recent installation of this 
type of conveyor at Merchants’ St. Paul 
terminal (together with a similar instal- 
lation by Murphy Motor Freight Lines, a 
St. Paul neighbor) was the first in the 
middle west, and was followed shortly by 
another installation at our St. Louis ter- 
minal. I am told that the only other 
overhead conveyor installations of this 
type are in Los Angeles and Oakland, 
Calif., Portland, Ore., and at the Railway 
en Agency terminal in New York 
ity. 

Our conveyor system in St. Paul con- 
sists of 56 small four-wheeled trucks, 
measuring about 3x5 feet, hooked by 
chains to an overhead trolley system run- 
ning the full circuit of the dock. The 
conveyor tows the loaded (and empty) 
trucks around the dock floor. Eliminated 
is the hand labor of moving freight 
across the dock from the incoming to the 
outbound side. Wear and tear on the 
freight is reduced to a minimum. All 
freight moves from pick-up truck to the 
conveyor trucks to the over-the-road 
trailer. No piece of freight touches the 
dock floor, 

By combining this conveyor system 
With an inter-communication system and 
a Pneumatic tube system, we believe we 
have achieved one of the fastest motor 
freight handling layouts in the nation. 

vantages of the conveyor system 

t the shipper’s dock. There the 
iriver tends to load the ship- 

operly, because he must unload it 

‘vhen he gets to our dock. There- 
ill keep shipments together and 

them properly. 

1.2 back at our dock, the freight 
d from the pick-up truck di- 
® the small trucks of the car- 

yem. Each conveyor truck is 

‘ With a small blackboard upon 

_ written a code number desig- 
® particular terminal destina- 


By Stanley L. Wasie 


President, Merchants’ Motor Freight, Inc. 


President Stanley L. Wasie, of Merchants Motor Freight, Inc., 
here describes the ‘‘carousel’’ conveyor system recently installed 


in the St. Paul and St. Louis terminals of Merchants. 


According 


to Mr. Wasie, use of the conveyor system reduces physical freight 
handling to an absolute minimum, and reduces loss and damage 


to freight correspondingly. 


The new method of unloading and 


loading freight has shortened truck departure time by from one to 
four hours, he declares. 

In conjunction with the conveyor system, Merchants uses a pneu- 
matic tube system and an inter-communication system to speed the 
handiing of bills of lading and the billing of freight. 
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tion. The freight is checked against the 
bills of lading and the bills deposited in a 
pocket attached for that purpose to the 
truck. 

On 'the outbound side of the dock each 
door or bay is marked with a number 
corresponding to the code. When ready 
to load, the foreman turns on the con- 
veyor system and the small trucks begin 
their circuit round the dock floor. 

At each bay, spotters watch for their 
code numbers. Trucks marked with cor- 
responding numbers are pulled off the 
line. As the loaders handle the freight, 
the spotter checks it from the original 
bills of lading. As each conveyor truck 
is emptied, the bills are placed in a clear 
plastic cylinder and shot through the 
pneumatic tube into the business office 
to be processed. This operation is re- 
peated until the contents of all conveyor 
trucks marked for a particular destina- 
tion are loaded in the trailer. 

Any snags or errors can be discussed 
immediately by use of the inter-com sys- 
tem. Speakers are located between every 
other bay. 


Advantages of Conveyor System 


Use of the conveyor system eliminates 
the conventional hand-powered, two- 
wheeled truck. The capacity of the two- 
wheeler is usually limited to six or less 
pieces of freight each trip across the 


dock, which often results in splitting 
shipments and increases the hazard of 
misloading freight, with subsequent loss. 

Then, a two-wheeled truck, in “break- 
ing” a stack of freight, frequently sub- 
jects the bottom cartons to undue pres- 
sure, resulting in breakage. The steel 
blade of a two-wheeled truck is a factor 
in creating damage claims. In using two- 
wheelers, dockmen sometimes utilize 
them to push freight into position with 
subsequent damage to containers. 

The conveyor truck is sturdily built. 
Each truck has a platform area of 15 
square feet, and a’ loading capacity of 
approximately 52 cubic feet. This area 
and Capacity are adequate for most less- 
truckload shipments. Each shipment is 
conveyed from the pick-up unit to the 
outbound unit in one trip, impact and 
complete, thereby eliminating the loss 
caused by splitting the order. 


‘Minimum of Physical Handling 


The conveyor system reduces physical 
handling of freight to an absolute mini- 
mum, since it is handled only from the 
pick-up truck to the conveyor truck, and 
from the conveyor truck to the trailer. 

Frequently, freight must be held on a 
terminal floor for certain brief periods— 
either for the purpose of combining 
freight for certain destinations, or be- 
cause no trailer is immediately available 





68 


or because of the nature of particular 
freight which may require special han- 
dling or additional space in a trailer. 
The use of the conveyor system makes 
it possible to leave the freight on a con- 
veyor truck during this waiting period 
rather than having to handle it on and 
off the floor. 

We have found that in the use of con- 
veyor trucks, each piece of freight is 


placed on the truck individually, with the 
result that the. loaders observe each car- 
ton, and consequently make few errors. 
With two-wheeled trucks, there was al- 
ways the tendency to move freight in 
stacks without regard to markings on the 
individual cartons. 

The conveyor system. because it moves 
all freight mechanically, permits the 
dockmen to use all their energy in 


Above, the incoming shipment is unloaded from the pick-up truck directly onto the conveyor 
truck and hooked onto the carousel. A code number is written on the blackboard of the truck. 


The truck is conveyed around the floor to the outgoing side. 
platform and a loading capacity of approximately 52 cubic feet. 


Each conveyor truck has a 3x5 
The conveyor in the St. Paul 


terminal is a Link Belt unit; that in the St. Louis terminal is made by Jervis B. Webb. 


Below, here the conveyor truck has made its circuit of the loading dock and is being pulled 
off the line by a spotter, who noted his code number on the blackboard affixed to the truck. The 
freight, which never touches the freighthouse flcor, is loaded directly onto the outgoing trailer. 
Use of the conveyor system, according to President Wasie, has cut physical handling to a min- 
imum, reduced freight loss and damage, shortened truck departure time as much as four hours. 
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checking and carefully loadir. the 
freight. Gone is the fatigue i: dent 
to pushing freight across the floc 

The conveyor system gives the ° 
dockmen opportunity to select 
freight for proper stowing inst 
inducing them to load all types of 
together. 


All bills carry a complete record 
handling of the shipment from th: 
up at the shipper’s dock to and in: 
its loading on the outgoing trailer. The 
shipper’s. original bill of lading rc nains 
with the freight until it is checke: and 
loaded on the outbound unit. This tends 
to insure the: simultaneous arrival of 
freight bills at destination with the 
freight. 

The pneumatic tube system eliminates 
the loss of bills of lading on the dock, as 
the bills are shot into the office imme- 
diately after the freight is loaded. As 
each conveyor truck is emptied, the bills 
go to the business office via pneumatic 
tube. This enables us to have the billing 
done as the freight is loaded and gets 
the truck on the road in a matter of 
minutes after loading is completed. 

The system provides for an automatic 
check of all freight. It is checked off the 
inbound unit and into the outbound unit. 
It gives us a complete record of every 
individual person who handles the ship- 
ment from pick-up until delivery to con- 
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Levels Off ‘Peaks’ 


The conveyor system tends to absorb 
peak periods of incoming freight and to 
hold over the reserve on conveyor trucks 
until the outbound loaders can conven- 
iently load on outbound units with con- 
tinuous speed and consistency. We avoid 


both the extreme rush and the periods of 
lull. 

The conveyor system has several aa- 
vantages over the fork truck. The fork 
lift as a means of conveyance is still de- 
pendent on the human element and the 
movement of a fork truck in a terminal 
results in certain collisions and contact 
with freight, with subsequent damage. 

The conveyor system reduces physical 
handling to an absolute minimum. Phys- 
ical handling is the source of most loss 
and damage claims by truck. The con- 
veyor has put our operation on a pro- 
duction-line basis. It has eliminated 
confusion and congestion by making each 
man responsible for one job. 

The conveyor divides the terminal into 
two sections, and eliminates all cross 
truck traffic with its resulting confusion. 
A state of order and system prevails, 
which is essential to efficiency in an) 
freight handling operation. It has given 
us closer supervision of dockmen and 
drivers. We can pin all responsibility 
down to one man. The checker is com- 
pletely responsible for every shipment on 
the trailer. He must sign every bill after 
the freight is loaded. 

Interline shipments constitute a larg 
percentage of our tonnage. There 1s a 
delay on such shipments with use of the 
conveyor system. 


Damages Are Eliminated 


Because of the conveyor system, ow 
damages have been practically = 
nated. With the aid of certain adition 
changes and innovations which we a 
template, we expect shortly to « imina® 
the word “claim agent”—in fac', that 
our goal for 1949. , 

Since installing this overhead —_—, 
system, Merchants has shortened st 
departure time of trucks fro its 
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Louis terminal by from one to two hours, 
and from St. Paul by two and one-half 
pours. Our intrastate operating neigh- 
por, Murphy Motor Freight, St. Paul, has 
shortened its departure time by four 
hours since installing the conveyor sys- 
tem. ‘We feel that the assembly-line 
operations of the overhead conveyor sys- 
tem have proved their efficiency when 
applied to the handling of highway 
freight. We believe we have achieved 
one of the fastest motor freight handling 
operations in the nation. 


Nyquist to Address Detroit 


Materials Handling Meeting 


Colonel Buford R. Nyquist, of the Air 
Force headquarters, will discuss the Ber- 
lin air lift, March 30, at a meeting of 
the Michigan Division, Society of In- 
dustrial Packaging and Material. Han- 
dling Engineers, in the Rackham Build- 
ing, Detroit. Cooperating are the Mate- 
rial Handling Institute and the material 
handling branch of the American Society 
of Mechanical Engineers. The speaker’s 
talk, which stresses the material han- 
dling aspects of the Berlin operation, will 
be supplemented by a sound movie. I. E. 
Thomas, of the Ford Motor Co., is chair- 
man of the joint committee handling 
alrangements. 


Push-Pull Metal Pallet 
Offered by Automatic 


A new corrugated metal pallet and a 
push-pull attachment for Skylift electric 
fork trucks to make possible mechanized 
shipments of merchandise without the 
us of pallets in transit are announced 


by the Auomatic Transportation Co., 
Chicago. 


The pallet has two sets of openings 
which permit the truck to lift the load 
and pallet together or to remove the 
load from the pallet. Before a load is 
palletized, it is placed on a sheet of heavy 
paper. When removed from the pallet 
for shipment, it can be positioned in a 
box car by being pushed into place, ac- 
cording to the manufacturer. At the re- 
ceiving point, the fork truck’s pull unit 
grasps the paper and pulls the load onto 
the multiple forks. This system is said 
‘o permit a completely mechanized ship- 
bing operation without the pallet leaving 
the plant. The pallet is a permanent 
storage item, and return freight costs 
for pallets are eliminated. The merchan- 
dise travels without pallets. but is ready 
for mechanized handling at the delivery 
point. 

Automatic Transportation officials said 
that the savings which could be effected 
ettoption of this method were impos- 
ible to calculate. The system was de- 
signed t> overcome an obstacle to mate- 











MATERIAL 
HANDLING 


Here, for a fact, ts... 


e Industry’s No. 1 handling job ... 
that multitude of items weighing 
200 to 1000 Ibs. 


e@ Industry’s No. 1 opportunity . . . for 
substantial savings .. . and 


e Industry’s No. 1 answer... the 
CLARK TRUCLOADER. 


age roeate ert 


Take fruits and vegetables, for instance, 
or other perishables— here 24 boxes of apples 
are handled without pallet by the Truc- 
loader and Clark’s Clamp-Lift, designed 
for that very job, at big savings of time, 
storage space and handling costs. 

Wool and cotton bales, too—here two 
bales of fine blanket wool are taken by 
the Trucloader via 3000-lb. elevator to 
second floor storage; and a once tedious 
chore is done easily. 


Rolls of fabric or paper weighing 450 to 
600 pounds each are handled easily by 
the Trucloader. Damage losses practically 
ended. 

Handling metal parts, setting up ma- 
chining jobs, hustling castings to storage, 
replacing dies—there are literally a thou- 
sand-and-one jobs for the Trucloader. 

Do not these successful applications sug- 
gest many ways.by which you, too, can rea- 
lize substantial savings with the Truc- 
loader? This versatile machine can be 
either gas-powered or electric battery-pow- 
ered. A practical first step is to CONSULT 
CLARK. 

For helpful reading send for ‘‘Material 
Handling News.”’ 


for the CLARK 
TRUCLOADER 


these are naturals 


FRUITS and 


VEGETABLES 
by the box 


\ ole) HO) Be), 
...by the bale 


TEXTILES, 


PAPER 
...by the roll 


METAL ITEMS 
...by the hundreds 























CLARK Fork TRUCKS 


AND INDUSTRIAL 


INDUSTRIAL TRUCK DIV., 













TOWING TRACTORS 


PMENT C 
REPRESENTATIVES IN PRINCIPAL CITIES THROUGHOUT THE WORLD 
AUTHORIZED CLARK INDUSTRIAL TRUCK PARTS AND SERVICE STATIONS IN STRATEGIC LOCATIONS 
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‘FIBREEN METHOD of 
‘UNITIZED LOADING 





Shippers of cartons 
using this modern 
carloading method 
are FOR it! Once 
you have tried it, 
you'll want it, too! 
It prevents Cases 
from falling into 
those ‘‘voids” or 
“wells”, at either 
end of the car, 
caused by jolts a 
freight car gets 
during switching or 
other normal han- 
dling. At little cost 
per car, and only a 
few minutes’ time, 
shippers can save 
real money with the 
FIBREEN METH- 
OD of UNITIZED 
LOADING. 





MAIL 

COUPON 

for details 
Peseaens =e 
© & 
$ The SISALKRAFT Co., Dept. TW - 
g Chicago 6, Ill. an 
© Please send details on the FIBREEN METH: § 
8 OD of UNITIZED LOADING, and sample 8 
of FIBREEN reinforced waterproof paper. : 
| 4 
OS a A Ce 8 Ot ae Ee OT i 
r (Your Name) A 
4 t 
a a 
| eeccccccccccccccescscccccceccsesseceeeccesccesccccesccesccgecsecseccceseccosossoss ¥ 
a (Company Name) a 
4 a 
EEE ee eRe en nO OE Ee a 
; (Street Address) : 
’ a 
t scesccenececnecsesscessscssceccsucsonascascsscecensscseseceenscsscscescsenscsonses - 
M (City, Zone & State) z 


FiBREEN 


_ REINFORCED 
pROOF PAPER 


s\o TER 
WA. . @ product of 
The SISALKRAFT Co. 


205 W. WACKER DRIVE, CHICAGO 6, ILL. 
NEW YORK 17 © SAN FRANCISCO 5 


of returning pallets to the point from 
which they were shipped. 





Sage Adds New Line of 


Gravity Roller Conveyors 


A new line of roller conveyors available 
for portable or permanent use has been 
announced by the Sage Equipment Co., 
Buffalo, N.Y. The conveyors are made in 
5- and 10-foot lengths and widths from 
6 inches to 36 inches, in increments of 2 
inches. Rollers are 2 inches in diameter, 
made of 16-gauge steel with special ball 
bearings on both ends. 

Roller axles are made of 7/16-inch 
hexagonal steel, set in hexagon holes in 
the frames so that shaft or cone does not 





turn on the axle. Special spring locks 
hold the axles in place and allow the 
rollers to be removed from frame without 
the use of tools, according to Sage. Both 
straight and curved sections are of 
welded steel construction. Their light 
weight and simple connectors are said 
to make them suitable for one-man as- 
sembly and handling. 





Mercury Industrial Trailers 


A 16-page catalog illustrating the com- 
pany’s line of industrial materials han- 
dling trailers has been published by the 
Mercury Manufacturing Co., Chicago. 
The catalog discusses the efficiency and 
economies possible with trailers, particu- 
larly when used in the “trackless train” 
system. Specific applications and uses 
of each type of trailer are discussed. 
Specifications are shown. 





Bulletin on Barrett Trucks 


Bulletin 4883, just announced by Bar- 
rett-Cravens Co., Chicago, presents the 
line of Barrett lift-trucks. The 28-page 
bulletin illustrates and describes in de- 
tail hand lift-trucks in capacities from 
1,000 to 15,000 pounds. Design drawings 
and specifications are included. 

Close-up views illustrate the follow- 
ing mechanical features of Barrett single 
stroke hand lift trucks: Patented rear 
axle construction which provides an oil- 
less bearing the entire width of the 
truck; lifting mechanism guaranteed to 
lift the load 25 per cent easier than any 
other single lift truck of equal lift; spring 
handle hold-up which prevents handle 





rials handling in some plants—the cost 
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Mar®) 
from falling to the floor when not ir use: 
and the positive engagement of handle § pady 
latch and lifting lever, with no foo, @ neeri 
treadle nor manual effort require, ac. form? 
cording to the company. “Selectins the § Equip 
Proper Model” is the title of a chapter § Batti« 
designed to help lift truck users. The 
Barrett pallet lift trucks are not covered 
in the bulletin. Stee: 
For 
e strap 
New Electric Fork Truck fered 
™ Co., 
Has 1,500-Pound Capaciiy 
Lewis- Shepard Products Inc. of § — 
Watertown, Mass., announces the addi- 
tion of a 1,500-pound capacity electric N 
fork truck to the ev 
company’s line. The 
truck is designed 
for loads which fall 
within the half to Bran 
three - quarter ton hosts. 
weight range. It capita 
is available in both Bral 
telescopic and non- mile e 
telescopic models. first 
The former, with a heart 
collapsed height of the ea: 
83 inches, has a ica. I 
lifting height of 129 presen 
inches. Other fea- Balboe 
tures include a will b 
width of 34 inches, rigidly reinforced th 






frame and a low center of gravity, pivot- 
point steering, “deadman”-type brakes, 
sealed ball-bearing and self-lubricating 
bronze bushings at all vital points. 








Drum Carrier Attachment 
Available for Clark Trucks 


The Tray-Hart multiple drum carrier, 
designed to pick up, carry and tier two 
or four 55-gallon drums without the use 
of a pallet, is now listed among the 
special handling attachments for use on 
Clark fork trucks, The device fits over 
the top of drums, lifts and moves them, 
without need for a pallet. The clamp- 
ing shoes which grip the drums are 
actuated by hydraulic power taken from 
the forks truck’s hydraulic lift mechan- 
ism. Weight of the drums serves to in- 
crease the tightness of the grip. 
Manual handling of drums is said to 




























be almost entirely eliminated by use o 
the drum carrier, and damage to drums 
and injuries to workers reduced io neég- 
ligibility. The carrier unit is easily 10- 
terchangeable with standard for‘s, and 
installation requires only a few ‘inutes 
















with the use of ordinary tools. e 
Tray-Hart drum carrier was veloped 
to fill the needs of a leading «1 com 
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pany, and represents two years of engi- 
neering study and field test. Further in- 
formation is obtainable from the Clark 
Equipment Co., industrial truck division, 
Battle Creek, Mich. 


Stee! Strap Calculator 


For the man who buys or uses steel 
strapping, a new strap calculator is of- 
fered without charge by A. J. Gerrard & 
Co., Melrose Park, Ill. Described as an 





effective means of saving time and pre- 
venting miscalculations, the calculator 
enables the user to determine with slide- 
rule precision the length and weight of 
strapping required for any given binding 
operations. The calculator is a dual pur- 
pose device in that its opposite side is an 
anti-corrosion strap selector showing 
which types of strapping metal are most 
effective under exposure to various types 
of atmospheric environments, chemical 
conditions, soils, water or gas fumes. 





New Services and Products in Transportation 
(Continued from page 65) 


Braniff— 


hosts. They were joined in the Peruvian 
capital by Mr. and Mrs. T. E. Braniff. 
Braniff officials said that the new 2,548- 
mile extension from Lima to Rio was the 
first non-stop air service across the 
heart of the continent connecting both 
the east and wests coasts of South Amer- 
ica. It connects at Lima with Braniff’s 
present service from Houston via Havana, 
Balboa, and Guayquil. Two DC-6 trips 
will be flown each week between Lima 
and Rio, with three flights weekly con- 
necting Peru and the United States. 


HIGHWAY 


Two New I-H Diesel Trucks 


International Harvester Co., Chicago, 
has announced two new diesel-powered 
trucks. The KBD-12 is available in four 
wheelbases, 155, 161, 179, and 215 inches. 
It has a gross vehicle weight rating of 
31,500 pounds. The KBRD-14, with a 
gv.w. rating of 35,000 pounds, is avail- 
— with 161-, 179- and 215-inch wheel- 
ase. 

These diesel-powered Internationals 
are designed to meet the requirements of 
heavy-duty operators requiring more 
power, improved performance and maxi- 
mum fuel economy, according to company 
Officials. The KBD-12 is designed to 
meet the needs of over-the-road opera- 
tors. The second new unit is a heavy- 
duty truck recommended for rugged off- 


highway service. Both models are pow- 
ered by Cummins diesel engines develop- 
ing 165 maximum horsepower at 1,800 
rp.m. <A newly designed muffler, five 
feet long and six inches in diameter, is 
mounted upright outside the cab right 
rear corner. Transmissions of both mod- 
els are of the five forward speed type 
with either direct in fifth or overdrive 
fifth speed. 


Fruehauf Lightweight Wheel 


The new lightweight wheel developed 
for the Fruehauf Trailer Co. by the 
Aluminum Co. of America is herewith 
exhibited by F. M. Reid, vice-president in 


charge of engineering for Frehauf. The 
new wheel is described as a one-piece, 
spoke type, drop forged, aluminum alloy 
unit which saves 62 per cent of the weight 


LLL 
7 | ham a 


NOTICE TO SHIPPERS 
THIS CAR 1S EQUIPPED WITH A 


f } STEEL FLOOR z 
QC NAILABLE @ ST « § 


SECURE BLOCKING 
BY NAILING INTO GROOVES 
BETWEEN THE FLOOR CHANNELS 


USE 16 on 20 PENNY NAILS 


Box Cars with this Sign 


1. Take all types of freight. 


2. Support any fork truck. 


3. Protect lading better. 


NAILABLE 
GREAT LAKES STEEL 
2a 


CORPORATION 
Steel Floor Division * Penobscot 
Building * Detroit 26, Michigan 
UNIT OF NATIONAL STEEL CORPORATION 


a 
GREAT LAKES STEEL, 
pRooUCT 


"First in Size... Security .. . Service ' 


World’s Largest long-distance 
movers of Household Goods, 
Office Furniture and Equipment. 


PORT OF 


SEATTLE 


of Long Beach 


2s Cm i 


FORNIA 





72 


of each wheel. It is standard on all 
stainless steel trailer models and optional 
on all other Fruehauf models. 





Babaco Alarm Equipment 


Babaco Alarm Systems, Inc., of New 
York City, has launched a campaign to 
acquaint insurance underwriters with 
the Babaco truck and car burglar alarms 
designed to combat hijacking and truck 
thefts. A new folder kit, containing a 
variety of brochures, statistics, and de- 
scriptive literature, is offered to insur- 
ance underwriters for use in educating 
agents and brokers to the advantages of 
mobile alarm equipment. 





Hungerford on Diesel 


Economies of Frisco 


Road freight diesel locomotives placed 
in service on the St. Louis-San Francisco 
Railway in mid-year 1948 partly offset 
labor and material cost increases by 
aiding in, more efficient freight train 
performance records, President Clark 
Hungerford of the Frisco recently re- 
ported. Mr. Hungerford said that in 
1949 the Frisco would receive twenty- 
two 4,500-horsepower locomotives, and 
11 additional 1,000-horsepower diesel 
switching locomotives. 


“In order to permit complete diesel- 
ization of certain portions of the line, 
and to secure maximum benefits in such 
territory, the purchase of twenty 1,500- 
horsepower, all-purpose, road switchers 
has been authorized,” he said. 


The president’s report showed that the 
Frisco’s postwar modernization program 
progressed to the extent of almost $20,- 
000,000 in 1948. Equipment improve- 
ments were made at a net cost of $16,- 
485,546, and roadway improvements at a 
net cost of $3,044,590. New equipment 
received included 1,350 freight cars, 26 
lightweight streamlined passenger cars, 
and 12 troop sleepers which were con- 
verted to baggage cars. 





Erie Job Safety Record 


Erie Railroad employes improved their 
job-safety record in 1948 as compared 
with 1947, H. D. Barber, vice-president 
of operations and maintenance, an- 
nounced. According to reports filed with 
the Commission, the Erie reduced the 
number of accidents “per million man- 
hours” from 5.8 in 1947 to 5.4 in 1948. 
The Erie reported a fatality ratio of .11 
“per million man-hours” as compared 
with the national railroad ratio of .16, 
which was the lowest nation-wide figure 
for any year on record. 





N.Y.C.’s New Sleepers 


New all-room sleepers and club-lounge 
sleeping cars have been added to the 
Lake Shore Limited westbound and the 
Chicagoan eastbound, the New York 
Central System announces. One new 
sleeper and one club-lounge car have 
been placed in service each way between 
Chicago and New York City. The sleep- 
ers are postwar cars arranged for six 
double bedrooms and ten roomettes. 








They were constructed by the Pullman- 
Standard Car Manufacturing Co. at a 
cost of more than $100,000 each. The 
bedrooms feature completely enclosed 
wash room facilities and all sleeping ac- 
commodations have foam rubber mat- 
tresses and panels for regulating air- 
conditioning, heating and fluorescent 
lighting. 

The club-lounge cars, also built by 
Pullman, contain six double bedrooms 
in addition to lounge facilities. 


WATER 


Knowledge Needed in World 
Trade Field Cited 


More and more exporters were assist- 
ing in the distribution of imported mer- 
chandise with the objective of improving 
their own export position in foreign 
countries, Edwin C. Davidson, interna- 
tional trade expert in the Chicago office, 
Department of Commerce, told an audi- 
ence at the Latin American Institute, 
Chicago. Mr. Davidson said it was en- 
couraging to find 1948 imports at an 
all-time high of $7,070,000,000, and attrib- 


PERSONAL NEWS 


Promotion of F. K. Prosser from coal 
traffic manager to a newly-created posi- 
tion, that of general coal traffic manager, 
was recently an- 
nounced by the 
Norfolk & Western 
Railway Co. Mr. 
Prosser has been 
associated with the 
coal and railroad 
business since 1912 
when he received 
his degree of Civil 
Engineering from 
Virginia Polytech- 
nic Institute. After 
working for other 
railroads and coal 
companies in Vir- 
ginia, Pennsylvania and West Virginia, 
he joined the N. & W. as a mine rating 
commissioner in Bluefield, W.Va., in No- 
vember, 1922. Nine years later he was 
promoted to manager of the railway’s 
newly established coal department. He 
was appointed coal traffic manager of 
the expanded department in 1934. Mr. 
Prosser was an officer with the Army’s 
23rd Engineers in World War I, and in 
World War II he served as deputy ad- 
ministrator of the Solid Fuels Adminis- 
tration. His other government service 
included appointment as a member of 
the smokeless coal subdivision of the 
Bituminous Coal Code Authority from 
1933 to July, 1935. Recently named as- 
sistant freight traffic managers for the 
N. & W., with offices in Roanoke, Va., 
are H. G. Rardin, J. R. Cutright and 
C. H. Pernter. Mr. Rardin succeeds to 
the position formerly held by C. F. 
Keeley, now freight traffic manager, 
rates and divisions, other than coal and 
coke traffic, of the railway, at Norfolk. 


F. K. Prosser 


‘that the north breakwater was nearly 
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uted the increase not only to raw nate. 
rials but to finished products whic met 
American tastes and demands. 

“Fundamental knowledge of m: ‘kets, 
buying habits and trade practice: may 
become minimum qualifications for those 
entering the world trade field,” bh» aq. 
vised. “Those who are able to co:bine 
such knowledge with a persevering study 
of economic trends and controls will be 
among those most likely to succe:d in 
export operations during the compctitive 
period ahead.” 


















La Guaira Port Improvements 


The near completion of two giant 
breakwaters at La Guaira, Venezuela’s 
largest port, was recently hailed by the 
Alcoa Steamship Co. Alcoa _ reported 







completed and half the west breakwater 
finished. The new south wharf, which 
will be 3,000 feet long and Capable of 
accommodating up to 30 coastwise ves- 
sels, is well underway, and work is being 
pushed on the new 700-foot oil pier, 
according to Alcoa. Within the two 
breakwaters, the harbor is to be dredged 
to over 30 feet so that ships may tum 
with ease within the harbor, Alcoa 
reports. 





















John E. Kusik has been elected vice- 
president-accounting of the Chesapeake 
& Ohio Railway Co., with headquarters 
in Cleveland. For the last 10 years he 
has been comptroller and treasurer of 
the air conditioning department of the 
General Electric Co., at Bloomfield, N.J. 

* * 


H 











Lewis C. Kibbee, formerly automotive 
engineer for the Mack Manufacturing 
Corporation, Allentown, Pa., has joined 
the staff of the American Trucking As- 
sociations, Inc., as assistant to Roy Stev- 
ens, chief of the equipment and op- 
erations section, Washington, D.C. 

XK * * 











Kenneth Murdoch, assistant secretary 
and formerly director of planning of 
American Overseas Airlines, has been 
elected assistant treasurer of the com- 
pany. He will continue the duties of 
assistant secretary. 

* ok 









* 


James B. Miller, formerly district 
traffic and sales manager for United Air 
Lines, at Long Beach, Calif., has been 
named to the same position with the 
company, at Sacramento, Calif., succeed- 
ing Max King, resigned. William M 
O’Hern has joined the company in Lés 
Angeles as publicity representative, 45- 
sisting Arthur La Vove, district publicity 
manager. W. H. Leverett, formerly cargo 
sales manager in the traffic department 
of United at Los Angeles, has been 
named the company’s flower traffic man- 
ager for southern California, at Los Al- 
geles. 

















* * * 






Fred C. Hermann, traffic manger of 
the Hermann Forwarding Co., spoke 0 
“Extent of Motor Common Carrier Lia- 
bility ih Handling of Loss and J»amage 
Claims” at a meeting of the Sentral 
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New Jersey Chapter of the Delta Nu 

Alpha Transportation Fraternity held 

March 1 at Sally’s Restaurant in High- 

land Park, N.J. Charles Brockman, as- 

sistant traffic manager of Johnson and 

Johnson, presided. 
es ca a 

William F. Schroeder, general agent, 
freight department, of the Grand Trunk- 
Canadian National, and Central of Ver- 
mont railways, at Toledo, O. retired 
March 5 after more than 42 years of rail- 
way service. 

* ak * 

Leonard J. Rowley, formerly traffic 
manager for Pacific Airmotive Corpora- 
tion, has been appointed traffic manager 
of Lockheed Aircraft Corporation, Bur- 
bank, Calif., succeeding Charles S. Bax- 
ter who was appointed assistant director 
of the Bureau of Traffic, Interstate 
Commerce Commission. 

a * om 

C. W. McDonell was elected presi- 
dent and Elmer Olson was reappointed 
secretary at a recent reorganization 
meeting of the North Dakota Commis- 
sion. Richard B. Gallagher, formerly 
engaged in private law practice in Man- 
dan, N.D., was appointed commerce 
counsel to the commission, succeeding 
I. A. Acker. 

+ a * 

Charles S. Allen has been named con- 
tact representative for Charles D. Mack- 
nee, passenger and freight traffic person- 
nel agency, of New York,N.Y. Mr. Allen 
previously served in the traffic depart- 
ment of the Southern Railway, with the 
Interstate Commerce Commission, and 
for many years was traffic manager for 
R. T. Vanderbilt Co., Inc. 

ok ok * 


E. F. Stock, general traffic manager, 
Peoria and Pekin Union Railway, has 
been president of the Peoria-Pekin Rail- 
roads Association for the twenty-seventh 
consecutive year. Seventeen railroads 
are represented in the association. 

* * * 

Paul H. Hardin, assistant traffic man- 
ager of the Coca Cola Co., was elected 
president of the newly organized Atlanta 
(Ga.) Chapter of the Interstate Com- 
merce Commission Practitioners Associa- 
tion at an organization meeting held 
March 1. 

* * ca 

The roof garden of the Royal York 
Hotel, Toronto, Canada, was the scene of 
the annual “Get Together Night” meeting 
of the Toronto Passenger Club February 
21. W. L. Cottrell, club president, who 
is traveling passenger agent of Canadian 
Pacific Steamships, presided. It was an- 
nounced that the annual “Off-Lines 
Night,” which would be arranged by the 
16 American railroad companies repre- 
sented in Toronto, would be held in the 
roof garden of the Royal York April 11. 


* od 


J. M. Goodwin has been appointed 
general claim agent of the Virginian Rail- 
way Co., Norfolk, Va., succeeding M. A. 
Hartigan, Jr., who has retired after 38 
years of service. C. S. Kester, formerly 
attorney for the railway at Norfolk, has 
been named to succeed Mr. Goodwin in 
his former position as assistant general 
claim agent. 





* 





* * * 


Initiation ceremonies for all new mem- 
bers of the Kansas City (Mo.) Chapter 
of the Delta Nu Alpha Transportation 
Fraternity were held at the chapter’s 
regular monthly meeting February 23 
under the direction of W. H. A. Turner, 


general freight and passenger agent, Mis- 
souri Pacific Railroad Co., and D. E. Mc- 
Keithen, traffic manager, Frisco Rail- 
road. A feature of the meeting was the 
presentation of a book review and a 
round-table discussion of Dr. G. Lloyd 
Wilson’s book “Principles of Traffic Man- 
agement” by John Wagner, of Continen- 
tal Oil Co., Ben Heider, of the Rock 
Island Railroad, and Bob Gilmore, of the 
Consumers Cooperative Association. 
* a * 


Fred F. Powers, Jr., has been appointed 
commercial agent, at Atlanta, Ga., for 
the Piedmont & Northern and Durham 
& Southern railway companies. 

te a of 


F. H. Bryant, general agent of the Sea- 
board Air Line Railroad Co., at Fort 
Myers, Fla., retired February 28 after 37 
years of service with the railroad. Mr. 
Bryant entered service with the railroad 
as an agency clerk and rose to become 
freight traffic manager. Because of ill 
health, at his own request, he was re- 
lieved of the duties of freight traffic man- 
ager on February 1, 1947, and named 
general agent at Fort Myers. 

* * * 

At his own request, because of illness 
in his family, John H. Kelley has been 
transferred to Atlanta, Ga., as com- 
mercial agent for the Southern Railway 
System, effective March 15. Otis S. Dor- 
ian has been appointed to succeed Mr. 
Kelley in his former position as district 
freight and passenger agent at Gaines- 


ville, Ga. ; 
ok * * 


W. C. Ragin, general southern freight 
agent, at Atlanta, Ga., for the Atlantic 
Coast Line Railroad Co., retired from 
active service February 28, at his own 
request, after more than 50 years of 
service with the A.C.L. and predecessor 
companies. H. S. Young has been ap- 
pointed assistant manager, development 
service, of the A.C.L., with headquarters 
at Atlanta. 


* * * 


C. J. Schulz has been appointed com- 
mercial agent, at St. Louis, for the Mis- 
souri-Kansas-Texas Railroad Co., suc- 
ceeding E. A. Keane, resigned. 

* 8 o* 

C. M. Francis has been transferred 
from Knoxville, Tenn., to Pittsburgh, 
Pa., as general agent for the Norfolk 
& Western -Railway Co., succeeding C. 
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W. Nickless who was recently pr: 
to general freight agent. L. W. : 
has been named commercial age: + for 
the railway at Wilmington, N.C., 
ceeding J. C. Seymour who has bee 1 ap. 
pointed general agent there. C. E. % 
has been named successor to Mr. F':; 
as general agent at Knoxville, wh 
T. Cooper will fill Mr. Gwin’s 

position as traveling freight ag: 
Atlanta. W. F. McMahan has bee": ap- 
pointed traveling freight agent a 

mingham, succeeding to the posi 
formerly held by Mr. Brown. Pociti 
of commercial agent at Knoxville anq 
traveling freight agent at Wilmington 
have been abolished. 

* ot * 

Named freight agents for the Etie 
Railroad are Leo R. Smith, at Olean, 
N.Y., succeeding F. J. Duggan, retired, 
and Chester D. Carnes, at Corry, Pa. 

* * * . 


Division of the former eastern sales 
region of the motor truck division of the 
International Harvester Co., into two 
separate regions, the eastern and the 
east-central, with the appointment of 
L. A. Hanson as manager of the latter 
region, has been announced by W. K. 
Perkins, motor truck division sales man- 
ager of the company. J. T. Sullivan 
will continue as manager of the newly 
formed eastern region. Mr. Hanson was 
formerly supervisor of parts and service 
merchandising of the motor truck di- 
vision. 





OBITUARIES 





Henry E. Fries, 91, president and gen- 
eral manager of the Winston-Salem 
Southbound Railway Co. since 1906, died 
March 3 at Winston-Salem, N.C. 

* 


* * 

Joseph A. Brophy, member of the New 
Jersey Board of Public Utility Commis- 
sioners, died February 23. Mayor of the 
city of Elizabeth, N.J., from 1934 to 1939, 
and secretary of state of New Jersey, 
from 1941 to 1946, Mr. Brophy was ap- 
pointed to the New Jersey Commission 
on March 5, 1946, to fill an unexpired 
term, and later reappointed for a full- 
six year term beginning June 25, 1947. 
He was recently named on a special 
committee of the National Association 
of Railroad and Utilities Commissioners 
to promote uniformity of regulations af- 
fecting motor carriers. 





Items for this column should be addressed to Editorial Department, Traffic World, 815 Washington 


Building, Washington 5, D. C. 
value. 
week. 
informed as to the club’s activities. 


Delay due to mailing to Chicago office often eliminates news 
Items should reach the Washington office early in the week to assure publication that 
It should be made the duty of someone in the club to keep us adequately and promptly 
Copies of a club’s publication or the notices it sends to mem- 


bers are usually not sufficient, because often they are received too late to be of value. 


Frank Conrad, freight traffic manager 
of Burlington Railroad, Lines West, was 
recently elected president of the Omaha 
Traffic Club. Other officers elected to 
serve for the coming year were: First 
vice-president, W. V. C. McCormack, 
purchasing agent and general manager, 
Allied Mills, Omaha; second vice-presi- 
dent, J. R. MacAnally, assistant freight 








traffic manager, Union Pacific Railroad, 
Omaha; and secretary-treasurer, Bruce 
F. Mahon, general agent, Frisco Ral 
road, Omaha. Named directors were the 
following, all located at Omaha: M. 4 
Dergan, assistant traffic manager, Al 
mour; Keith Peck, traffic ‘anagel, 
Ralston Purina Co.; Myron Piece, traf- 
fic manager, Merchants Biscuit ©o.; J 
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Beaumont, assistant general freight 
agent, Union Pacific Railroad; George 
Langworthy, traffic manager. C. & N.W. 
Railroad; Murray Campbell, general 
agent, Baltimore & Ohio Railroad; Bill 
Foral, traffic representative, On-Time 
Transfer Co.; and Harry Taylor, traffic 
representative, Union Freightways. 
% cd cS 


Charles E. Farnung, vice-president of 
the Rochester Carting Co., was installed 
as president of the Transportation Club 
of the Rochester, 
N.Y., Chamber of 
Commerce, at the 
club’s twenty-fifth 
annual dinner held 
February 10. Mr. 
Farnung started his 
business career in 
the Rochester, N.Y., 
office of the Penn- 
sylvania Railroad 
in 1916. He later 
transferred to the 
B. R. & P. Rail- 
way, now part of 
the Baltimore & 
Ohio Railroad, and then spent several 
years as purchasing agent for an elec- 
trical supply firm in Syracuse, N.Y. In 
1928 he returned to the transportation 
business as a salesman in Rochester, 
N.Y., for the Universal Carloading Co., 
and was manager of its Rochester office 
from 1934 to 1939, when he assumed his 
present position. Other officers installed 
at the club’s dinner were: First vice- 
president, Albert J. Monro, vice-presi- 
dent of the Blanchard Storage Co.; 
second vice-president, Lewis A. Schur, 
general traffic manager of Stromberg- 
Carlson Co.; secretary-treasurer, Fred- 
rick W. Burton, director of the de- 
partment of transportation, Rochester 
Chamber of Commerce; and assistant 
secretary-treasurer, Warren A. Rawson, 
assistant director of the transportation 
department, Rochester Chamber of Com- 


merce. . 
* * & 


Cc. E. Farnung 


E. E. Adcock, district director, U.S. 
Immigration and Naturalization Service, 
was the speaker at a luncheon meeting 
of the Traffic Club of Detroit, at the 
Hotel Tuller March 3. The committee 
sponsoring the event was Dan B. Sellers, 
New York Central; Joe J. Roth, Monon 
Route, and Art Lees, Grand Trunk. 


* * 


Roy L. Wyatt, assistant general freight 
agent of the Great Northern Railway, 
was elected president of the Spokane 
(Wash.) Transportation Club, for the 
year 1949-50, at the club’s annual elec- 
tion held February 17. Also elected were 
A. M. Larson, representative of the 


Reach new, bigger markets 
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using time-saving, dependable American Airlines Airfreight or 


Spokane Paper & Stationery Co., first 
vice-president; Elmer A. Alexy, commer- 
cial agent, Minneapolis & St. Louis Rail- 
way, second vice-president; C. W. Rex- 
road, city freight agent, Union Pacific 
Railroad, third vice-president; and E. R. 
Swick, manager of the Kelley-Clarke 
Co., secretary-treasurer. M. H. Pasley 
was elected club manager. 
BS * * 


D. W. Stevenson, sales manager of 
Prucka Transportation Co., was honored 
on his birthday, February 28, at the 
Clearing Industrial Club, Chicago, by ap- 
proximately 250 of his railroad, airline 
and motor carrier friends. Mr. Stevenson, 
who is editor of “Steve’s Humor-dor” 
which appears regularly in various traf- 
fic periodicals, and a long-standing 
member of the various traffic organiza- 
tions in the Chicago metropolitan area, 
was presented with an engraved Elgin 
wrist watch, a leather traveling bag, and 
a fifty-dollar war bond. 


* * * 


The Women’s Traffic Club of Philadel- 
phia held its regular monthly meeting 
March 8 at the Women’s City Club in 
Philadelphia. The club’s annual tea was 
held February 27 at the Benjamin 
Franklin Hotel. 


% * * 


Arnold J. Larson, assistant general 
traffic manager, Masonite Corporation, 
was elected president of the Chicago 
Transpor tation 
Club at its annual 
meeting March 3. 
He has been a 
member of the club 
for twenty years, 
and served it as a 
member and chair- 
man of a number 
of committees, as 
director, secretary 
and treasurer, be- 
fore being elected 
president. Mr. Lar- 
son began work in 
traffic in 1927 with 
the Chicago Tribune. He also worked for 
Montgomery Ward & Co., before going 
with the Masonite Corporation. He was 
born and educated in Chicago, and at- 
tended Northwestern University, in 
Evanston, Ill. In the second world war, 
he served with the air service command 
of the U.S. Army Air Corps, first as chief 
of traffic at Ogden, Utah, and later as 
assistant chief for the air service com- 
mand at headquarters, Wright Field, 
Dayton, Ohio. Other officers elected by 
the club include: Vice-president, Roy L. 
Milbourne, general agent, New York 
Central; secretary, Sidney Emberg, rate 
clerk to the general freight agent, Grand 


A. J. Larson 
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Trunk Western; treasurer, Joseph J. 
Mullen, traveling agent, Minneapolis & 
St. Louis Railway; assistant secretary, 
Robert E. Hartke, district manager, In- 
ternational Forwarding Co.; assistant 
treasurer, John E. Opatts, general traf- 
fic manager, American Excelsior Corpo- 
ration; members of the board of direc- 
tors, Harry W. Anderson, Youngstown 
Sheet & Tube Co.; V. M. Conley, Chi- 
cago, South Shore & South Bend Rail- 
road; E. A. Carlstrom, Scherer Freight 
Lines; W. P. McLaughlin, Mid States 
Freight Lines, and Theodore J. Green, 
Midwest Consolidating Co. 


* * * 


John Burns, general agent of the 
Great Northern Railway Co., was elected 
president of the Long Island Traffic Club 
of New York at its annual dinner held 
February 28 at Bellmore, Long Island. 
Other officers elected were: First vice- 
president, George Van Sise, district traf- 
fic manager, General Foods; second vice- 
president, John McMichael, general 
freight agent, Pennsylvania Railroad; 
and secretary-treasurer, John Connell, 
assistant freight traffic manager, Lehigh 
Valley Railroad. J. J. Mahoney, general 
agent, Illinois Central System, was 
named chairman of the board of direc- 
tors, and George Schifferdecker, assist- 
ant traffic manager, Western Electric 
Co., was named vice-chairman. 

* * ok 


A meeting in honor of past presidents 
was held by the Richmond (Va.) Traffic 
Club February 21 in the John Marshall 
Hotel roof garden, in Richmond. The 
following past presidents attended: E. 
L. Brown, John H. Smith, J. R. Kuhn, 
C. C. Cosby, J. F. Ryland, W. L. Pierce, 
John T. Meadows, E. R. Fuhrman, G. H. 
Alfriend, H. A. Atkins, H. W. Williams, 
and J. E. Bullock. In the absence of the 
club’s president, Don Phillips, the meet- 
ing was conducted by R. L. Flanagan, 
first vice-president. 

pa * * 


The regular dinner meeting of the 
York (Pa.) Traffic Club was held March 
10 at the Yorktowne Hotel. Its April 
meeting will be devoted to “Perfect 
Shipping” and its May meeting will be 
observed as “Motor Truck Night.” 


* * * 


At its annual dinner-dance, held Janu- 
ary 27 at the Washington-Youree Hotel, 
the Traffic and Transportation Club of 
Shreveport, La., elected the following as 
its officers for 1949: Howard W. Eiser, 
United Gas Pipeline Co., president; U. S. 
Autrey, Couch Motor Lines, first vice- 
president; E. O. Wilkerson, Lee Dry 
Goods Co., second vice-president; and 
J. T. Bateman, Shreveport Chamber of 
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Commerce, secretary. Elected directors 
were M. W. Key, Arkansas Fuel Oil Co.; 
R. A. Trusty, United Gas Pipeline Co.; 
Carroll Williams, Southwestern Gas and 
Electric Co.; W. C. Clark, K.C.S.-L. & A. 
Lines; R. A. Quitter, Illinois Central 
System; and E. O. Sikes, K.CS.-L & A. 
Lines. 
oa ” ok 

The Oil City-Franklin (Pa.) Traffic 
Club, representing industries in Venango 
county, Pa., will hold its twenty-seventh 
annual dinner April 26 in the Knights 
of Columbus Auditorium, Oil City, Pa. 
The affair will be under the direction 
of R. L. Walters, its president, who is 
agent of the Pennsylvania Railroad at 
Oil City. 

* oe 

The Railway Express Agency will take 
over the program at a meeting of the 
Transportation Club of Sioux Falls, S.D., 
the evening of March 16. Speakers will 
be W. W. Argabrite, superintendent, and 
H. A. Palm, traveling commercial agent, 
of the R.E.A., at Omaha. Piano music 
will be furnished by L. T. Lunn, chief 


messenger there. 
a * * 


The Traffic Club of Jersey City, Inc., 
will hold a “Better Half and Sweet- 
hearts Night” meeting March 15, at 8:00 
p.m., at the Hotel Plaza, Journal Square. 
Arrangements for the program are being 
handled by Tony Scherger. 


* * * 


The Traffic Club of Eastern Connecti- 
cut held a “Trucking Nite” meeting 
March 10 at Lighthouse Inn, New Lon- 
don. Dick McCusker headed the com- 
mittee in charge. 

* a * 

John B. Keeler, manager, traffic and 
transportation department, Koppers Co., 
Inc., Pittsburgh, will speak on “Uniform 
Classification” at the next meeting of 
the Motor City Traffic Club scheduled 
to be held March 14, at 7:00 p.m., at the 
Detroit Leland Hotel. K. A. Moore, traf- 
fic manager, Automobile Manufacturers 
Association, Detroit, will act as guest 
chairman. 

* * ok 

The Grand Rapids (Mich.) Transpor- 
tation Club will hold a “Ladies Nite” 
dinner meeting March 17, at 6:30 p.m., 
at Park Congregational Church. The 
program will include the regular meeting 
followed by a four act show. There will 
be door prizes. 

ae a Ok 

The annual dinner and election of 
officers of the Central Ohio Traffic Club 
will be held April 28 at the Harding 
Hotel, Marion, O. 

oS a oe 

Laurence F. Whittemore, president of 
the New York, New Haven & Hartford 
Railroad Co., will be principal speaker 
at the spring dinner meeting of the 
Traffic Club of the Providence (R.I.) 
Chamber of Commerce which will be 
held jointly with the Rhode Island 
freight claim prevention committee of 
the New England Shippers Advisory 
Board April 4, at 6:30 p.m., at the Nar- 
ragansett Hotel, Providence. The pur- 
pose of the joint meeting is to stress 
the importance of the annual Perfect 
Shipping Campaign to reduce loss and 
damage claims. 

* * * 

The Traffic Club of Chicago will hold 
its annual election and installation of 
officers at the Palmer House March 31. 
The nominating committee, A. H. 
Schwietert, traffic director, Chicago As- 











sociation of Commerce and Industry, 
chairman, has presented the following 
slate of candidates: For president, R. M. 
Hitshew, freight traffic manager, Atchi- 
son, Topeka & Santa Fe Railway; first 
vice-president, L. R. Cowles, traffic man- 
ager, Standard Oil Company of Indiana; 
second vice-president, Arthur B. Murphy, 
assistant general freight agent, Chicago, 
Rock Island & Pacific Railway; third 
vice-president, Clayton F. Devine, traf- 
fic director, Silica Sand Traffic Associa- 
tion of Illinois; secretary, Otis A. Green, 
western freight traffic manager, United 
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CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-C 946, assigned March 16, 
at Newark, N. J., postponed indefinitely. 


March 14—Boston, Mass.—New P. O. Bldg. 
—Examiner Williams: 
MC-1025—Increased motor carrier rates in 
New England, 1949. 
March 14—Camden, N. J.—Cty. Ct. Hse. An- 
nex—Examiner Smith: 


MC 29919, Sub. %7—Kowalsky’s Express 
Service, Millville, N. J., common carrier 
application. 

MC 64983, Sub. 30—Reader Bros., Inc., 
oo Pa., common carrier appli- 
cation. 

March 14—Chicago, Ill.—Hotel Morrison—Di- 
vision 2: 


Ex Parte 168—Increased freight rates, 1948. 
March 14—Chicago, Ill.—Main P. O. Bldg.— 
Examiner Lawton: 

MC-C 1029—Paper, 36,000 pounds, Mich. to 
Chicago. 

March 14—Cleveland, Ohio—Old P. O. Bidg. 
—Examiner Colfer: 

MC 7806, Sub. 2—The John Klann Moving 
& Trucking Co., Cleveland, Ohio, contract 
carrier application. 

March 14—Cleveland, Ohio—Old P.O. Bldg.— 
Examiner Colfer: 

MC 7806, Sub. 2—The John Klann Moving 
& Trucking Co., Cleveland, Ohio. Con- 
tract carrier application. 

March 14—Columbia, S. C.—Wade Hampton 
Hotel—Examiner Harrison: 

MC 107816, Subs. 21 and 22—Kelly Motor 
Lines, Inc., Sumter, S. C., common car- 
rier application. 

March 14—Columbia, S. C.—Wade Hampton 
Hotel—Examiner Harrison: 
MC-107816, Sub. 27—Kelly Motor Lines, 


Inc., Sumter, S. C. Common carrier 
application. 
March 14—Columbia, S.C.—Wade Hampton 


Hotel—Examiner Harrison: 
MC-78170, Sub. 6—Parrish Dray Line, Inc., 
ae. S.C. Common carrier applica- 
on. 
March 14—Indianapolis, Ind.—U. 9. Ct. Hse. 
& P. O.—Examiner Driscoll: 

MC-110193, Sub. 4—Safeway Truck Lines, 
Inc. Chicago, Ill. Common carrier ap- 
plication. 

March 14—Montgomery, Ala.—State Comm. 
—Jt. Bd. 100: 

MC 105726, Sub. 3—G, T. Miller, Luverne, 
Ala., common carrier application. 

March 14—Montgomery, Ala.—State Comm. 
—Examiner Yardley: 

MC 105726, Sub. 4—G. T. Miller, Luverne, 

Ala., common carrier application. 


March 14—Providence, R. I.—Main P. O. Bidg. 
—Examiner Garofalo: 
MC 110546—R. W. Sherman, Chaplin, Conn., 
common carrier application. 


March 14—San Francisco, Calif.—Main P. O. 
Bldg.—Examiner Mullen: 

W-360, Sub. 2—Application of W. R. 
Chamberlain & Co., under section 309 
(g) for a permit authorizing operation 
as a contract carrier by self-propelled 
vessels, in transportation of lumber and 
forest products, petroleum products, 
ores and coke from and to all ports on 
Pacific Coast, including San Francisco 
Bay, Columbia River, Puget Sound and 
tributary waterways). 





TRAFFIC WVortp 





States Lines Co.; treasurer, R.J. V. 
traffic manager, Jaques Manufa 
Company; members of the board 
rectors, R. R. Deahl, assistant 
freight agent, New York, Chicagc 
Louis Railroad; F. A. Malmberg, 
ant general freight agent, Gulf, 
and Ohio Railroad; Lee J. Quase: 
merce counsel, National Live 
producers Association; W. J. fF 
traffic manager, Albert Dickinson Com. 
pany, and C. W. Hester, district traffic 
manager, American Smelting and ‘“efin-. 
ing Co. 





lace, 
uring 
of di- 
2oNeral 
& St. 
ssist- 
Tobile 
com- 
Stock 
wley, 




















March 14—St. Louis, Mo.—Hotel Mark Twain 
—Jt. Bd. 135: 

MC-210, Sub. 2—Roth Truck Service, Ches- 
ter, Ill. Contract carrier application. 
MC-72300, Sub. 18—American Carloading 
Corp., Detroit, Mich. Common carrier 
application. 

— <a Kans.—State Comm.—tt. 

MC-48098, Sub. 4—Crupper_ Transport, 
Hutchinson, Kans. Common carrier ap- 
plication. 

March 14—Washington, D. 
Hosmer: 

24160—Joint Interterritorial rates between 

Official and Southern Territories. 
March 15—Camden, N. J.—Cty. Ct. Hse. An- 
nex—Examiner Smith: 

MC 73756, Sub. 2—Waste Motor Haulage 
Co., Dowingtown, Pa., contract carrier 
application. 

MC 110630—Major’s Trucking, Neptune, 
N. J., common carrier application. 
March 15—Cleveland, Ohio—Old P. O. Bldg. 

—Examiner Colfer: 

MC 37704, Sub. 3—Raymond Brown Motor 
Truck Service, Michigan City, Ind., con- 
tract carrier application. 

March 15—Columbia, S. C—Wade Hampton 
Hotel—Examiner Harrison: 

MC 89617, Sub. 8—Lewis Truck Lines, Con- 

way, S. C., common carrier application. 
March 15—Indianapolis, Ind.—U. 2 Ct. Hse. 
é& P. O.—Examiner Driscoll: 

MC-110505, Sub. 5—Ringle Truck Lines, 
Inc., Fowler, Ind. Common carrier ap- 
Plication. 

March 15—Kansas City, Mo.—Hotel Pickwick 
—Examiner Dahan: : 

MC 110077—J-T Transport Co., Kansas City, 
Mo., common carrier application. 
March 15—Montgomery, Ala.—State Comm. 

—Jt. Bd. 98: 

MC 2908, Sub. 8—Capital Motor Lines, 
Montgomery, Ala., common carrier ap- 
Plication. 

March 15—Montgomery, Ala.—State Comm-— 
Examiner Yardley: 

MC 61788, Sub. 9—D. & D. Transportation 
Co., Dothan, Ala., common carrier appli- 
cation. 

March 15—Providence, R. I.—Main P. O. Bldg. 
—Jt. Bd. 231: 

MC 56541, Sub. 42—New England Trans 
portation Co., Boston, Mass., commo? 
carrier application. 

March 15—Providence, R. I.—P. O. Bldg- 
Jt. Bd. 232: 

MC 56541, Sub. 41—New England Trans 
portation Co., Boston, Mass., commol 
carrier application. 

March 15—Providence, R. I.—Main P.O. Bldg. 
—Jt. Bd. 231: 

MC 56541, Sub. 42—New England Tral* 
portation Co., Boston, Mass., commol 
carrier application. 

March 15—Providence, R. I.—Main P.O. Bids. 
—dJt. Bd. 18: 

MC 110628—G. E. Peck, Chepachet, R. !. 
common carrier application. 

Marsh 15— Fopekn, Kans.—State Comm.—tt. 
MC-101476, Sub. 5—K. H. Thiel, Beloit, 
Kans., Contract carrier application. 
March 15—Topeka, Kans.—State Comm— 

Examiner Joyner: 

MC-109307, Sub. 5—The Kansas Arizona 
Motor Express Inc. Dodge City, Kats 
Contract carrier application. 

March 15—Washington, D. C.—&xamint 
Hanson: rts 

I. & S. 5626—Scrap Iron Ala.-La. Culf Po 

to St. Louis-Chicago. 











C.—Examiner 
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Marca 12, 1949 


ce. 15—Washington, D. C.—Examiner 
* ason: 
S. A. 23974—Scrap iron, New Orleans 
‘and Mobile to St. Louis. 
March a D. 
Ws em: 

F. S. “Appis. 16070, 19417 and 23853—Cement 
to Miami, Fla., 216 ICC 740. 

F. S. A. 19417—Masonry cement, mortar 
cement, or dry building mortar, in car- 
loads, from producing points in southern 
territory, to Miami and other destina- 
tions in Fla. 

F. S. A. 23853—-Cement, hydraulic, natural 
or portland, masonry cement or dry 
building mortar, in carloads, Pregrall, 
s. C., to Miami and Ft. Lauderdale, Fla., 
and other specified south Fla. points on 
F. E. C. and S. A. L. 

D ..-aae aa D. 
Wee 


Ss. 4 24062—Cement Giant, S. C. to 
Scuth Fla. 
March 16—Camden, N. J.—U. S. Ct.—Exam- 


C.—Examiner 


C.—Examiner 


iner Smith: 
MC 32658, Sub. 1—Smith Transfer Co., 
Trenton, N. J., common carrier applica- 


tion 
March “i¢—Columbia, S. C.—Wade Hampton 
Hotel—Examiner Harrison: 

MC 11694, Sub. 12—W. B. Buie, Dillon, S. C., 
common carrier application. 

March 16—Detroit, Mich—Hotel Tuller—ZJt. 
Bd. 76: 

MC 50201, Sub. 6—Douglas Trucking Lines, 
Inc., Owosso, Mich., common carrier ap- 
plication. 

MC 59336, Sub. 6—U. S. Trucking Co., Inc., 
Detroit, Michigan, common carrier. 

MC 72300, Sub. 17—American Carloading 
Corp., Detroit, Mich., common carrier 


application 
Ind.—U.S. Ct. & 


March 16—Indianapolis, 
P.O.—Jt. Bd. 72 

MC 1513, Sub. 23—Great Lakes Greyhound 
Lines, Inc. of Ind., Detroit, Mich., com- 
mon carrier application. 

March 16—Indianapolis, Ind.—U.S. Ct. & 
P.O.—Examiner Driscoll: 

MC 34865, Sub. 9—O. L. D. Forwarding, 


Inc., Anderson, Ind., contract carrier 
application. 

March 16—Kansas City, Mo.—Hotel Pickwick 
—Jt. Bd. 178: 


MC 75305, Sub. 5—Dealers Transport Co., 
egy ‘City, Mo., contract carrier appli- 
cation 

March 16—Kansas City, Mo.—Hotel Pickwick 
—Examiner Dahan: 

MC 75305, Sub. 6—Dealers Transport Co., 
Kansas City, Mo., contract carrier appli- 
cation. 

March 16—Newark, N. J.—State Comm.—Ex- 
aminer Glenn: 

MC-C 946—Forbes Trucking Co., Inc., re- 
vocation of certificate. 

March 16—Newark, N. J.—State Comm.—Ex- 
aminer Gaffney: 

MC 59617, Sub. 1—Ware’s Van & Storage 
Co., Inc., Vineland, N. J., common car- 
rier application. 

March 16é—Pensacola, Fla.—U. S. Ct.—Exam- 
iner Yardley: 

MC 55889, Sub. 12—L Cooper Transfer Co., 
Brewton, Ala., common carrier applica- 


March "50-~Peevidenes, R.I.—Main P.O. Bldg. 
Examiner Garofalo: 
MC-94347, Sub. 1—Silver Arrow Van Lines, 
Conimicut, R.I., common carrier ap- 
Plication. 


March 16-—Providence, R. I.—Main P.O. Bldg. 
—Examiner Garofalo: 





¢ ‘ERVICE « SAFETY « SPEED 
XPERIENCE « KNOW-HOW 


East 


Fal- 
common carrier applica- 


MC-110618—Perry Trucking, 
mouth, Mass., 
tion. 

March 16—Providence, R. I.—Main P.O. Bldg. 
—Examiner Garofalo: 

MC-$4347, Sub. 1—Silver Arrow Van Lines, 
a — R. I., common carrier ap- 
plicatio 

March 16—Washington, D. C.—Division 2— 
Argument: 

29022—The Midland Flour Milling Co., et 
al. v. A. T. & 8S. F., et al. 

29021—Bernhard Stern & Sons, Inc. v. C. 


& NW., et al. 
March 16—Washington, D. C.—Division 2— 
Argument: 
I. & S. 5521 and Ist Sup.—Drain tile in 
Central Territory. 


29821—Hancock Brick & Tile Co., et al. 
v. A. C. & ¥., et al. 
March 16—Wichita, Kans.—Hotel Lassen— 


Examiner Joyner: 

MC-30605, Sub. 65—The Santa Fe Trail 
Transportation Co., Wichita, Kans. 
Common carrier application. 

March 17—Camden, N. J.—U. S. Ct.—Exsm- 
iner Smith: 

MC 76472, Sub. 1—E. E. Miller, Gradyville, 
Pa., common carrier application. 

March 17—Camden, N. J.—U.S. Ct. Rms.— 
Examiner Smith: 

MC-110700—G. C. Dalrymple Motor Express, 

Easton, Pa., contract carrier application. 
March 17—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 177: 

MC 110187, Sub. 1—Welborn Bus Line, Lib- 
erty, S. C., common carrier application. 
March 17—Concord, N. H.—State Comm.— 

Examiner Garofalo: 

MC-109415, Sub. 1—New England Explo- 
sives Corp., Keene, N. H., contract car- 
rier application. 

March —— Mich—Hotel Tuller—ZJt. 
Bd. 76: 

MC 61741, Sub. 29—Great Lakes Greyhound 
Lines, Inc., Detroit, Mich., common Car- 
rier application. 

— on Mich.—Hotel Tuller—Jt. 

MC 100148, Sub. 11—T. E. Buber, Detroit, 
Mich.., contract carrier application. 

March 17—Detroit, Mich—Hotel Tuller—ZJt. 


Bd. 9: 

MC 100148, Sub. 11—T. E. Buber, Detroit. 
Mich., contract carrier application. 
March 17—Kansas City, Mo.—Hotel Pickwick 

Jt. Bd. 36: 

MC 59707, Sub. 3—Love Transfer, Weston, 
Mo., common carrier application. 

March 17—Kansas City, Mo.—Hotel Pickwick 
—Jt. Bd. 160: 

MC 106942, Sub. 30—Crouch Bros., Inc., 
St. Joseph, Mo., contract carrier appli- 
cation. 

March 17—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Lyle: 

Finance 16400—Guy A. Thompson, trustee, 
M. P. for a certificate of public con- 
venience and necessity permitting aban- 
donment of line of railroad extending 
from Monteith Junction, Bates Cty., 
Mo., to Mound City, Linn Cty., Kans., 
approximately 27.5 miles. 

March 17—New York, N. Y.—641 Washington 
St.—Examiner Gienn: 

— Plantz, Inc. v. A. & E. C., 
et al. 

March 17—Newark, N. J.—State Comm.—Ex- 
aminer Gaffney 

MC 46007, Sub. yy. W. Brownett, Jersey 
City, N. J., contract carrier application. 

MC 59673, Sub. 19—H. R. Ritter Trucking 
Co., Inc., Belleville, N. J., contract car- 
rier application. 
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March 17—Portland, Ore.—Multnomah Hotel 
—Examiner Mullen: 
W-442—Walter B. Martinson, contract car- 
rier application. 
March 17—Washington, D. C.—Division 2— 
Argument: 
29895—Dominion Minerals Inc. v. A. C. 


& Y., et al. 
March 17—Washington, D. C.—Division 2— 
Argument: 
I. & S. 5576—Classification ratings, bread- 
ing compounds. 
I. & S. 5590—Classification ratings, bread- 


ing compounds, (2). 
March 17—Washington, D. C.—Examiner 


Berry: 
F. S. Appls. 13918 and 16831—Commodity 
rates from and to South Atlantic Ports. 


March 17—Wichita, Kan.—Hotel Lassen— 


Jt. Bd. 43: 

MC-13765, Sub. 3—Lanphier Produce, 
Hutchinson, Kans. Contract carrier ap- 
plication. 


March 17—Wichita, Kans.—Hotel Lassen— 
Jt. Bd. 39: 

MC-30605, Sub. 68—The Santa Fe Trail 
Transportation Co., Wichita, Kan. 
Common carrier application. 

March 17—Wilmington, Del.—U.S. Ct.—Ex- 
aminer Smith: 

MC-F-4070—H. H. Senger, Control, T. I. 
McCormack, Trucking Co. Inc. 

March 18—Amarillo, Tex.—Herring Hotel— 
Jt. Bd. 33: 

MC-107064, Sub. 2—Ferguson-Steere Motor 

Co., Dallas, Tex., common carrier applica- 


tion. 
March 18—Amarillo, Tex.—Herring Hotel— 
Examiner Simms: 
MC-110496, Sub. 1—Finley and Nesmith, 
Guymon, Okla., contract carrier applica- 


tion. 
N. J.—U.S. Ct. Rms.— 


March 18—Camden, 
Examiner Smith: 
Sub. 10—Herr’s Motor Express. 
Quarryville, Pa., contract carrier applica- 


MC-68807, 
tion. 

MC-105461, Sub. 5—Herr’s Motor Express, 
Quarryville, Pa., common carrier applica- 


tion. 
March 18—Detroit, Mich.—Hotel Tuller—Ex- 
aminer Colfer: 
MC 102376, Sub. 14—Art Brockman, Inc., 
Detroit, Mich., common carrier applica- 


tion. 
March 18—Jacksonville, Fla—Mayflower 
Hotel—Examiner Harrison: 
MC 107477, Sub. 3—Auto Express, Inc., 
maa Fla., common carrier applica- 
on. 
March 18—Kansas City, Mo.—Hotel Pickwick 
—Examiner Dahan: 
MC 52703, Sub. 1—I-M-I Truck Lines, Kan- 
a City, Kans., common carrier applica- 
on. 
March 18—Mobile, Ala.—U. S. Ct.—Examiner 
Yardley: 
MC 59523, Sub. 29—Abb’s Transfer & 
Service Co., Inc., Mobile, Ala., common 
carrier application. 
March 18—Montpelier, Vt.—Cty. Ct. Hse.— 
Jt. Bd. 116: 

MC-110356—Lester G. Welch, South Rye- 
gate, Vt., common carrier application. 
March 18—Montpelier, Vt.—U. S. Ct. Rms.— 

Examiner Garofalo: 
MC-110545—Interstate Trucking Co., Inc., 
Bath, N. H., contract carrier application. 
March 18—Newark, N. J.—State Comm.—Ex- 
aminer Smith: 
MC-F 4077—B. Casser and J. Casser, con- 
trol, Bingler Vacation Tours, Inc. 
March 18—New York, N. Y.—641 Washington 
St.—Examiner Glenn: 
30078—Colgate-Palmolive-Peet Co. v. Pa- 
cific & Atlantic Shipper’s Assn., Inc. 
March 18—New York, N. Y.—641 Washington 
St.—Examiner Glenn: 
30096—Homelite Corp. v. Pacific & Atlantic 
Shippers’ Ass’n., Inc. 
March 18—Portland, Ore.—Multnomah Hotel 
—Examiner Mullen: 
FF 190—J. A. Larpenteur, Freight For- 
warder application. 
March 18—Tulsa, Okla.—Mayo Hotel—Ex- 
aminer Borroughs: 
MC-F 4038—L. I. Payne, control; Oklahoma 
Trailer Convoy, Inc., purchase, Illinois 
Trailer Convoy, Inc. 


March 18—Washington, D. C.—Division 2~— 


Argument: 

30036—-S. Schapiro & Sons, Inc., et al. v. 
Un. Pac., et al. 

March 18—Wichita, Kans.—Hotel Lassen—Jt. 

Bd. 195: 

MC-109132 Sub. 1—Freightways, Inc., 
—— Kans. Common carrier appli- 
cation. 


sone -* ttmacins N. Y.—Fed. Bldg.—Jt. Bd. 
MC '110629—Ski-Scape, Inc., Cambridge, 
N. Y., common carrier application. 
March 21—Albany, N. Y.—Fed. Bldg.—Exam- 
iner Garofalo: 
MC 107789, Sub. 5—Grant Lane, Bearsville, 
N. Y., common carrier application. 


TRAFFI( 


March 21—Albuquerque, N.M.—Hot: 
—Jt. Bd. 125: 
MC-109903—Theatrical Service Co 
querque, N. M. Common carrie 
cation. 
March 21—Detroit, Mich.—Hotel Tui = 
aminer Colfer: 
MC 2858, Sub. 15—P. W. Snyder, In=., Gay. 









lisle, Pa., common carrier applic» tion, 
ae 21—Fargo, N. D.—U. S. Ct.—Jt. By 
MC " 108449, Sub. %—Indianhead Trug 
Lines, Inc., St. Paul, Minn., Mmon 





carrier application. 
March 21—Kansas City, Mo.—Hotel Pickwick 
—Examiner Dahan: 

MC 66886, Sub. 3—Belger Cartage Service, 
Inc., Kansas City, Mo., common carrie 
application. 

March 21—Los Angeles, Calif.—Fed. Bldg 

Examiner Rannells: 

MC 110325—Transcon Lines, Los Angeles 

Calif., common carrier application. 

—_ + Tannen Tex.—Hilton Hotel—j, 

MC-56901, Sub. 3—Hearne Motor Freight 
Lines, Inc., Seagraves, Tex., common car. 
rier application. ’ 

March 21—Metropolis, Ill.—Fed. Bldg.,—k. 
aminer Lyle: 

Finance 16373—Application of Illinois Cen. 
tral Railroad Company for a Certificate 
of Public Convenience and Necessity Per. 
mitting Abandonment of the Line of 
Railroad Extending from Milepost 144%, 
at Manela, to Milepost 152.34, North of 
BK Junction, Approximately 8.06 miles, 
in Massac County, Ill. 

March 21—Miami, Fla.—U.S.P.O. & Fed. Bldg, 
—Examiner Harrison: 
MC 105813, Sub. 12—Belford Trucking (o, 
Miami, Fla., common carrier application, 
March 21—Montgomery, Ala.—State Capitol 
—Commissioner Alldredge: 
Ex Parte 168—Increased freight rates, 1948, 
March 21—New Orleans, La.—Jung Hote- 
Examiner Yardley: 

MC 109310, Sub. 1—A. Cory, Hammond, La, 
contract carrier application. 

MC 110570—Prudhomme Oil Co., Inc., La 
fayette, La., common carrier application. 

March 21—New York, N. Y.—641 Washington 
St.—Examiner Glenn: 

F. S. A. 23953—Pig iron to Worcester Mass. 

I. & S. 5625—Pig iron, Cleveland & Lorain 
to Worcester, Mass. 

March 21—Seattle, Wash.—Fed. Bldg.—Exan:- 
iner Mullen: 

FF 185—Adanac Freight Forwarders, Ltd. 
freight forwarder application. 

March 21—Washington, D. C.—Examiner Nal- 
talin: 

I. & S. M-2977—Cigars West Pittston, Pa, 
to N. J. and N. Y. 

March 22—Albany, N. Y.—Fed. Bldg.—Exam- 
iner Garofalo: 

MC 25220, Sub. 5—James P. Keegan (Co, 
Kinderhook, N.Y., common carrier appll 
cation. 

March 22—Albany, N. Y.—Fed. Bldg.—Exam 
iner Garofalo: 

MC-110622—Moore Bros., North Benning 
ton, Vt.. contract carrier application. 

March 22—Detroit, Mich.—Hotel Tuller—E 
aminer Colfer: 

MC 29886, Sub. 46—Dallas & Mavis For 
warding Co., Inc., South Bend, Ind., com: 
mon carrier application. 

MC 87928, Sub. 12—Automobile Transport 
Ine. of Dela., Dearborn, Mich., comm 
carrier application. 

March 22—Detroit, Mich—Hotel Tuller- 
Examiner Wilkins: 
30151—Webb Coal Co. v. N. Y. C. 
March 22—Kansas City, Mo.—Hotel Pickwick 
—Examiner Dahan: 

Mc 109023—Faulkner Transports, Kansi# 

City, Mo., common carrier application. 
March 22—Lubbock, Tex.—Hilton Hotel—t 


Bd. 33: 
MC-35320, Sub. 35—The Inter-City Moto 
Express Inc., common carrier applica 


tion. 
March 22—Miami, Fla.—U.S.P.O. & Fed. Bldg. 
—Examiner Harrison: 

MC 107818, Sub. 4—Greenstein Truckins 
Co., Pompano, Fla., common carrier a 
plication. = 

— ” “ane N. J.—State Comm.—* 

MC-22589, Sub. 6—Campus Coach Liné 
New York, N. Y. Common carrier appl 
cation. , 

March 22—New Orleans, La.—Jung Hotel—. 


Bd. 165: 
MC 31323, Sub. 4—T. L. Myland, New 0% 
leans, La., contract carrier application, 
March 22—New Orleans, La.—Jung Hotel 


Bd. 28: 
MC 104683, Sub. 11—L. L. Majure. Meridiat, 
Miss.. common carrier application. 
March 22—Washington, D. C.—-Exa 
Kassel: i 
Ex Parte MC-19—Practices of motor com 
mon carriers of household goocs. 
March 22—Washington, D. C.—xamind 
Hosmer and Barber: al 
29799—Akron, Canton & Youngstown, ét 
v. Aberdeen & Rockfish et al 
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March 12, 1949 


ch 22—Washington, D. C.—Examiners 
Albus and Eddy: 

Finance 16426—Application of Pennsylvania, 
Pennsylvania Co. and Wabash for author- 
ity to acquire control of D. T. & I. 
through stock ownership and Pennsyl- 
yvania and Pennsylvania Co. to acquire 
control of Springfield Suburban through 
stock ownership. 

March 23—Albany, N. Y.—Fed. Bldg.—Jt. Bd. 


20: 

m 110613—R. F. Kipp, Clinton Corners, 

N.Y., common carrier application. 
March 23—Albany, N. Y.—Fed. Bldg.—Ex- 
aminer Garofalo: 

MC 110493, John H. Kelley, Hudson, N. Y., 
common carrier application. 

h 23—Albuquerque, N. M.—Hotel Hilton 
—Jt. Bd. 33: 

Mc-109446 — Albuquerque-Dallas Express, 
Inc., Hobbs, N. M. Common carrier ap- 
plication. 

March 23—Dallas, Tex.—Baker Hotel—Jt. Bd. 


ae: 

MC 59680, Sub. 75—Struckland Transporta- 
tion Co., Inc., Dallas, Tex., common Car- 
rier application. 

March 23—Dallas, Tex.—Hotel Baker—Jt. Bd. 


17: 

Mc-110697—Sterling Truck Line, Sterling 
City, Tex., common carrier application. 
March 23—Detroit, Mich.—Hotel Tuller—Ex- 

aminer Colfer: 
Mc 110632—Oil Carriers Co., Detroit, Mich., 
contract carrier application. 


March a Mich.—Hotel Tuller—Jt. 


Bd. 76: 
MC 110632, Sub. 1—Oil Carriers Co., Detroit, 
Mich., contract carrier application. 
March 23—Detroit, Mich.—Hotel Tuller—Ex- 
aminer Wilkins: 
I. & S. 5621—Pallets, Trans-continental to 
Pacific Coast. 


met 7 23—Fargo, N. D.—U. S. Ct.—Jt. Bd. 


MC 89782, Sub. 2—Stordahl Truck Lines, 
Roseau, Minn., common carrier applica- 
tion. 

March 23—Jackson, Miss.—Robert E. Lee Ho- 
tel—Examiner Lyle: 

Finance 16281—Application of Illinois Cen- 
tral Railroad Co., for a Certificate of 
Public Convenience and Necessity Per- 
mitting Abandonment of the Line of 
Railroad extending from Milepost LW 
163.22, at Silver City. to the end of the 
line at Milepost LW 187.95, at Holly Bluff, 
Approximately 24.73 Miles, In Hum- 
pbhreys and Yazoo Counties, Mississippi. 

March 23—Kansas City, Mo.—Hotel Pickwick 
~-Examiner Dahan: 

MC 106942, Sub. 29—Crouch Bros., Inc., 
St. Joseph, Mo., contract carrier appli- 
cation. 


March 23—Kansas City, Mo.—Hotel Pickwick 
—Jt. Bd. 247: 

MC 106942, Sub. 31—Crouch Bros., Inc., 
St. Joseph, Mo., contract carrier appli- 
cation. 

March 23—Miami, Fla.—U.S.P.O. & Fed. Bldg. 

— Examiner Harrison: 

MC 107107, Sub. 9—S. Alterman, Miami, 
Fla., common carrier application. 

March 23—Miami, Fla.—U.S. P.O. & Fed. Bldg. 
—Examiner Harrison: 

MC 107107 Sub. 9—S. Alterman, Miami, 

Fla. Common carrier application. 


[Ven ael-m4-)-122- 


33rd St. and General Office 
S. Wabash Ave. 8th & Kentucky Sts. 
Chicago Louisville, Ky. 
Daily Package & Refrigerator Service Betw. 


Chicacs Atlanta, Ga. Indianapolis, Ind. 
Middlesboro, Ky. Lexington, Ky. 
Lovisville, Ky. Knoxville, Tenn. 
mnecting lines serving all points in Ken- 
Y, Tennessee, North Carolina, South 

Carolina and Georgia. 


THROUGH PORT 


COMMISSION OF 


IMMEDIATE OPENING—RATE MAN. 


CLASSIFIED ADVERTISING 


Reader ads—$1.00 a line (approximately 5 words), minimum three lines. 
Address all Classified Advertising Copy to 


display—$15 a column inch. 


Classify 


Advertising Headquarters, 418 S. Market St., Chicago 7, Ill. 


Help Wanted 


PRACTITIONER 


To complete organization and to manage 
Western traffic bureau in the process 
of formation. 
Please furnish all details of experience and 
education in letter of application to Secretary— 


Western South Dakota Traffic Bureau 
P. O. Box 912, Rapid City, S. D. 


ENGINEERS: large college offers $3,000, ap- 
prox. half time teaching—studying. All ranks 
univ. positions, experienced $4500-$6500 nine 
months. Give phone, photo, qualifications. 
Address Cline Teachers Agency, East Lansing, 
Michigan. 


Ex- 
ceptional opportunity for high calibre Rail, 
Motor, Carloading Rate Auditor experienced 
with Florida Arbitrary Rates desirable for 
well established Traffic Bureau in Florida. 
Some experience in Reparation & I.C.C. pro- 
cedure necessary. Position as G.T.M. assured 
if qualified.—Can earn to $6,000 yearly. Also 
can use assistant auditor. Permanent associ- 
ation with privilege of financial interest in 
Bureau possible. Write full details. Address 
Box 935, Traffic World, Chicago Office. 


TRAFFIC MAN: College grad., I.C.C. practi- 


tioner, 10 yrs. supervisory experience; secured 
rate adjustments, experienced consultant. 
Box 939, Traffic World, Chicago Office. 


Situations Wanted 


TRAFFIC MGR.—Rail, industry, bureatf, ex- 
perience rates, transp., ICC practice. Person- 
able, adaptable, doer, seek opport. Best refs. 
Address Box 934, Traffic World Chicago Office. 


TRAFFIC MANAGER or Assistant, 21 years’ 


experience in Southern and Trunk Line Ter- 
ritories, motor and rail, practitioner, age 40, 
desires change. Address Box 933, Traffic World, 
Chicago Office. 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAF- 
FIC for our graduates? 


Listed in our files are qualified men for any 
type of position, including General Traffic 
Managers with many years of experience and 
training, as well as young, ambitious, recent 
graduates who can be developed as under- 
studies for positions of responsibility. 

Also included are specialists in many dif- 
ferent phases of Traffic—Practitioners—Tariff 
Compilers—Solicitors—and Claim Agents—as 
well as men with varying degrees of experi- 
ence in Rates—Routes—Transit—Demurrage— 
Storage—Claims—Classifications. In fact, any 
and all duties in a Traffic Department. 


Just drop a line outlining your needs to 


Placement Manager 


COLLEGE OF ADVANCED TRAFFIC 
14 E. Jackson Bivd. Chicago 4, Illinois 


PUBLIC DOCKS 


Situations Wanted—Contd. 


TRAFFIC MANAGER presently employed de- 
sires change to better use knowledge. Pre- 
fers New England. Will consider ATM posi- 
tion with established firm. Address Box 937, 
Traffic World, Chicago Office. 


Employment Agencies 


<neapistheiareneinemeninang ictus lien damaciatidiadabaiagted lab taaeectint atchinibisdiasninsitee 
CHARLES D. MACKNEE, The Transporta- 
tion Man’s Agency, 2 East 23rd St., New York 
10. If the job is in transportation call us 
for the man. 


Educational Courses 


REENEEEETENE fei le ct 
I. C. PRACTITIONERS. The only practical, 
authentic I. C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
path TRAFFIC, 12 E. Jackson Blvd., 
cago, 5 


Educational Books 


sare snteacoonees erereriatsecr tcicdemiaDeciabarsininigtnssecaietet acti hia La 
REGULATION OF TRANSPORTATION, 
$6.00. This is the book used by the author, 
J. H. Tedrow, LL.B., in the University of 
Kansas City, with record of 90% admitted 
to practice. Compact, simple, comprehen- 
sive. Covers Acts, history, practice, evidence. 
Quizzes and pleading forms. Over 250 lead- 
ing cases discussed. A complete practition- 
ers’ course for class or individual study. 
Endorsed by well known traffic men and 
lawyers. Study for 10 days and if not sat- 
isfactory, your $6.00 refunded. Wm. C. Brown 
Company, Publishers, Dubuque, Iowa. 


REDUCE 
TRANSPORTATION COSTS 


and improve your traffic office procedures 
with the new PRACTICAL HANDBOOK OF 
INDUSTRIAL TRAFFIC MANAGEMENT by Rich- 
ard C. Colton (General Traffic Manager, RCA 
Victor Div., Radio Corporation of America). 
Traffic World says, “It would be difficult to 
imagine a more practical handbook on indus- 
trial traffic management than this factual and 
well-written text.’ Covers entire field, 400 
pages, 62 illustrations, $6.00. Examine a copy 
10 days FREE by writing to Dept. TW 1, Funk 
& Wagnalls Company, 153 East 24th Street, 
New York 10. Pay only if satisfied; otherwise 
return the book. 


Wanted—To Buy 


Copy of Southern Freight Tariff Bureau Tariff 
No. 752 applying on lumber in effect Janu- 
ary 9, 1940. Address Box 932, Traffic World, 
Chicago Office. 


DAIRY PRODUCTS and Packinghouse Prod- 
ucts from Chicago, Ill. to points or point in 
the State of Michigan, address replies to Box 


926, care of the Traffic World, Chicago Office. 


INTERESTED IN PURCHASING Interstate 

Commerce Acts Annotated, Volumes 1-13. 

—" Box 938, Traffic World, Chicago 
ce. 


For Sale 


FREIGHT AUDIT TRAFFIC bureau complete, 


including tariff file, accounts, outstanding 
claims. All members under contract, reason 
ill health. Address Box 936, Traffic World, 


Chicago Office. 


ns 


LAND, OREGON 





EDITORIAL 


Three Commissions 


ESPITE THE FACT that there are important areas 

in which we do not agree with it, we believe the 
report of the Commission on Organization of the Execu- 
tive Branch of the Government, familiarly known as the 
Hoover commission, dealing with independent regu- 
latory commissions (see Traffic World, March 5, p. 19) 
to be as sound and reasonable a study of the virtues and 
shortcomings of those commissions as any yet made. 


It puts the finger unerringly on a number of weaknesses 
in the structure and workings of those bodies: It deals 
with nine federal commissions; our interest, however, lies 
chiefly in three—the three that deal with transportation 
matters. They are the Interstate Commerce Commission, 
the Maritime Commission and the Civil Aeronautics Board. 
Some of the report’s more general recommendations, how- 
ever, impinge directly on these three. 


The report “does not approve” of a suggestion made by 
its ‘task force,” that these three bodies be consolidated 
into a single transportation regulatory body. We think 
that, in that particular, the reasons it sets forth are weak. 
These weaknesses are pointed out in a dissenting annex to 
the report, in which two members of the commission— 
Representative Clarence J. Brown, of Ohio, and James K. 
Pollock, of Ann Arbor, Mich.,—argue strongly for such 
consolidation. - 

To argue that three regulatory bodies should con- 
tinue, as they have for many years, regulating the rates 
and practices of competing forms of transportation because 
each is “already overburdened with work,’ and because 
each differs from the others in the “‘statutory approach’’ 
to its field, is to say merely that the majority of the com- 
mission feels that our legislators are lacking in ingenuity. 
The report passes rather lightly over the fact that the exist- 
ence of the three commissions results in “some lack of 
coordination of national transportation policy,” but argues 
that that lack can be “greatly minimized’’ by shifting some 
of the executive functions of each to the Department of 
Commerce. 

This lack of coordination is a far more serious thing 
than the majority of the commission seems to realize. 
Moreover, we do not think it lies in a lack of good will 
on the part of the members of the three bodies. Short of 
some legislative mandate on the score—which at best would 
be a weak substitute for the physical consolidation of the 
transportation commissions—active coordination would re- 
quire audacity on the part of the members of the com- 
missions that would risk the accusation of extra-legal 
activity. 

The situation as it exists is hardly consistent with the 
Congressional statement of transportation policy in the 
interstate commerce act. The mere statement of such a 
policy without legal sanctions for coordination of inde- 
pendent bodies to carry it out, is ineffectual, as the report 
itself implies. 

It implies also, as the annex points out, that there is 
danger of preferential treatment of some form of trans- 


TRAFFIC Wort 


or One 


portation over others in unified transportation regulation, 
It does not take the dissidents’ clear statement, that ‘“‘sey. 
eral years of satisfactory experience since the action was 
taken (the placing of regulation of forms of transportation 
other than the railroads in the hands of the Interstat 
Commerce Commission) to testify to the fallacy in that 
argument,” to impress those who well remember the un. 
grounded fears of considerable sectors of the highway and 
inland water transportation industries before each was put 
under Interstate Commerce Commission regulation. 


HERE IS MUCH TO BE SAID for the recom 

mendation in the report that purely executive func. 
tions of independent commissions be transferred to the 
Department of Commerce.. Proposals to unify the trans. 
portation regulatory bodies in an executive department, 
headed by a Secretary of Transportation, as we have 
pointed out, would do violence to our Constitution by 
transferring purely legislative functions to the executive. 
It must be admitted, however, that there are some functions 
of these commissions that are executive in character, the 
shipbuilding, charter operations. and sales operations of 
the Maritime Commission, and the equipment inspection 
and safety functions of the Interstate Commerce Commis- 
sion, being examples of that type. 


On the other hand, it would be a serious error to make 
the Department of Commerce responsible for car service 
activities now handled by the Interstate Commerce Com 
mission. Car service is much more nearly a legislative 
than an executive function. The manner in which cats 
are distributed can as readily create a discrimination or 4 
preference as can the manner in which rates are made and 
applied. Separation of rates and services in regulation 
would result in near chaos. 


We like what the report says about ‘administration 
by plural executive,” and its recommendations with ref- 
erence to vesting administrative responsibilities in the 
chairman of a commission. While that recommendation 
includes the proposal to appoint for each regulatory body 
“an executive director,” it adds that that director’ “should 
be responsible to the commission through the chairman.’ 
Adoption of such a system would probably mean the 
abandonment of the Interstate Commerce Commission’ 
traditional rotating chairmanship. But who is to say that 
that might not be a good thing? We have seen periods 
of special stress when the Commission itself saw fit t0 
“suspend” the practice. 


We recommend to our readers a careful reading 0 
other details of the report. Such parts of it, for instance, 
as deal with delegation. of authority and the “growth o 
costly and cumbersome administrative procedures,” wil 
strike a sympathetic response in the minds of all those 
who, over the years, have dealt with the Commissio. 
Procedural frills have a way of insinuating themse!ves into 
the affairs of such bodies. Once there, they are difficult 
if not impossible, to eradicate. 








; 
t 
’ 
f 
' 
t 
i 


regu ation, 
that “sey. 
action was 
nsportation 

Interstate 
cy in that 
er the un. 
ghway and 
th was put 
on. 


he recom- 
utive func. 
red to the 
the trans- 
lepartment, 
we have 
‘itution by 
executive. 
e functions 
acter, the 
‘rations of 
inspection 
e Commis- 


or to make 
Car service 
ierce Com- 
legislative 
which cats 
ation or 4 
made and 
regulation 


ninistration 
with ref- 
es in the 
ymendation 
— body 

“ should 
pe 
mean _ the 
mmission 's 
to say that 
en periods 
saw fit to 


reading 0! 
yr instance, 
‘gr owth ol 
res, “ will 
all those 
om mission. 
selves into 


re difficult, 


eletypewriter Service, 

modern method of 
rapid two-way communication, links the 
many traffic offices of the Minneapolis & 
St. Louis Railway, located both on its 
own lines and throughout the country. 
Only a few railroads have it. 

Teletype, as one of its big jobs, pro- 
vides the fast interchange of information 
between M.& St. L. offices that is so im- 
portant in “tracing” consignments of 
freight for Shippers and Receivers, on 
the M. & St. L. and on connecting rail- 
ways, North, South, East, West. 

“Tracer Service” is a big factor in the 
“follow-up” which is a specialty of M. & 


St. L. traffic men in their endeavor to 


provide efficient transportation, com- 
plete in detail and constantly improved. 

It insures that any Shipper or Receiver 
can learn quickly, just by asking an M. & 


St. L. traffic representative, the where- 


abouts of the freight car that contains 


his shipment, whether routed all or only 
part way via the M. & St. L.; and, most 
important, when the shipment is going 


to be delivered. 


Modern & Stream-Lined Freight Service—Speeded by Teletype 


‘Te MINNEAPOLIS & ST. LOUIS Railway 


TRAFFIC OFFICES IN 36 KEY CITIES 





“Gateway to the World’’ WAREHOUSE COMPANY, INC. + 34 EXCHANGE PLACE, JERSEY CITY 3, N.). 





